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The legions of Caesar, the hosts of Hannibal, like every army before 
and since, often marched on beans. Today these “veterans” are 
fighting again .. . helping supply valuable protein and food energy 
to our armed forces, civilians and allies. 

Among the world’s favorites are the plump, tender beans grown in 
the Northwest, in Washington, Oregon, Idaho, Montana and Minne- 
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sota. From these states, Northern Pacific Railway last year helped 


move over 30,000,000 pounds... 54 billion beans. 

Again this year, as meat-rationing continues, and as war demands 
for beans increase, this plentiful meat-substitute will be even more 
conspicuous in the parade of vital war supplies moving along th 
tracks of the Northern Pacific—Main Street of the Northwest! 
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CHANGES ARE PROMPTLY REPORTED IN Editoris 


FREIGHT RATE AND CLASSIFICATION 


Decisio! 


THE TRAFFIC BULLETIN 


Propos¢ 


You will find the TRAFFIC BULLETIN a dependable aid in keeping you) 
tariff file up-to-date and in good order, and a reliable source of advance) Motor 





information on all changes in rates. 


TARIFF CHANGES 
The TRAFFIC BULLETIN will give you each 


week an abstract of every—rail and motor— 
freight tariff filed with the Interstate Com- 
merce Commission so that you can make a 
check of the commodities in which you are 
interested and obtain copies of the tariffs 
desired from the carriers before their effec- 
tive dates. 


Abstracts of currently filed U. S. Maritime 
Commission tariffs and air express tariffs are 
also printed. 


The check on your tariff file is made complete 
by publication of short notice permissions, 
fourth section applications and orders, and 
abstracts of tariffs returned by the I. C. C. 
and the Maritime Commission. 


Motor and rail tariff abstracts are classified 
under commodity headings. If your tonnage 
is shipped under class rates, you will be espe- 
cially interested in the abstracts appearing 
under the heading “Classes and Commodi- 
ties,” which you will want to check in con- 
junction with the abstracts printed under 
“Classifications and Rules.” Ves will also 
want to consult “Special or Blanket Supple- 
ments.” 


ADVANCE NOTICE 


Advance notices of impending rate changes 
are contained in the dockets of various ra 

committees, which appear nowhere else i 
such complete and convenient form. Ra 

committees generally allow twelve days to 
elapse beween the dates of their dockets and 
the closing of their files, so that you may 
enter your concurrences or protests. If the 
matter is set for hearing, notice of that hear 
ing appears, giving you, if you desire, a 
chance to appear. Disposition notices of a 
number of the committees are printed regu- 
larly, so that you may know the decision 
arrived at by the committee. 


If objections to tariffs filed with the Commis 
sion or the U. S. Maritime Commission seem 
weighty enough to those bodies, a suspension 
may result, whereupon notice to that effect 
appears. If this order is vacated, notice ap- 
pears under “Suspension Orders Vacated.” 


In addition to the rate committee dockets, 
you will receive the dockets of the Consoli- 
dated Classification Committee as they are 
issued by the Committee. 


One of the most valuable features of the 
TRAFFIC BULLETIN is the regular and 
prompt publication of embargo notices. 


With all traffic changes promptly recorded and properly classified in the TRAFFIC) 


BULLETIN you can be absolutely sure that no change in rates, no change.in classi- 
fication, no change in transit privileges, and no change in charges and regulations 
can possibly take effect without your knowing about it in advance. In no other 
one service can you get all this dependable traffic information. 


The cost is small when compared with the value of the complete weekly service you receive— 
only $25.00 a year and, if desired, the service may be ordered on a quarterly basis at $6.25 a 
quarter. Without any cost or obligation on your part we will be pleased to send you a sample 
copy—why not write for it today? 


THE TRAFFIC SERVICE CORPORATION, 418 S. MARKET ST., CHICAGO 
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Defense Transportation Orders, Etc................. 40 ‘ ; neh 
American industry didn’t have to be com- 


manded, kicked or cajoled into doing its 
part when war struck our country. The re- 
action was spontaneous. Great plants roared 
instantly into a pitch of production never 
equalled in world history. And today tanks, 
trucks, planes, ships, guns, ammunition are 
rolling off the lines in a torrent that spells 
terror for the Axis. 


In this tremendous effort DECATUR’S wide- 
spread facilities have been of inestimable 
help to countless war plants. Swiftly trans- 
ferring vital parts from plant to plant . . . on 
the dot deliveries of raw materials . 

keeping a net-work of shipping lanes open, 
equipment moving swiftly, synchronizing traf- 
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FOR SHIPMENTS fic flow to production schedules .. . is a 
MIDWEST job for a great organization. DECATUR is 
: doing it thoroughly . . . and can do it on 
“| TRAPPIC WORLD|“ .. | Heo 
assi- 
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OF INTEGRITY FOR OVER 40 YEARS 


Today, our railroads are performing the impossi- 
ble, rolling on to Victory. And General American 
Transportation helps them carry the record- 
breaking load with more than 55,000 special 
freight cars—known for dependable construction 


and backed by the utmost in service. 


GENERAL AMERICAN TRANSPORTATION 


CORPORATION 


Builders and Suppliers of Railroad Freight Cars - 


Ar 
po 
ously te 
war Cal 
turn th 
things 
velt ve’ 
tion of 
his hai 
of cert 
cies. T 
it inte1 
the De 
admini 
Te 
a Roos 
from 
has ne 
lackin: 
partic’ 
bilities 
of son 
witho 
same 
ation- 








RLD 





JULY §&3 





Anyone who is opposed to New Deal methods and 

policies and believes that they have operated seri- 
ously to muddle our domestic economy in this time of 
war can hardly help a feeling of gratification over the 
turn things have taken in the last few days—such 
things as the enactment by Congress over the Roose- 
velt veto of the anti-strike legislation and the resigna- 
tion of Chester Davis as food administrator because 
his hands were tied and because he did not approve 
of certain of the administration’s “anti-inflation’’ poli- 
cies. The action of Congress seemed to indicate that 
it intended to free itself from Roosevelt dictation and 
the Davis resignation was welcomed as an expose of 
administration bungling. 

To be sure, one is reasonably safe in condemning 
a Roosevelt idea or method simply because it emanates 
from this impractical and loose-thinking man who 
has no idea of proper administration, who is utterly 
lacking in executive ability, and whose mind at this 
particular time, perhaps, dwells too much on the possi- 
bilities of a fourth term for himself to the exclusion 
of some other things that ought to be thought through 
without any relation to political considerations. At the 
same time, we may be approaching a precarious situ- 
ation—precarious because opposition to Roosevelt, both 


























A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 















Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 











Thinking Things Through 
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in Congress and on the part of the general public, may 
lead to the same kind of loose thinking by the public 
and its representatives in Congress that they condemn 
in the chief executive. A plan is not necessarily wrong 
because it emanates from Roosevelt—though the fact 
of its source is a strike against it—nor is something 
done by Congress necessarily wise just because it is 
a blow at the President. 


We are in a situation where our likes and dislikes, 
our prejudices and our hates, must not be allowed to 
run away with our judgment. It requires careful and 
sane planning. Such planning, to be sure, is difficult 
because President Roosevelt will not work with any- 
body. He must have his way or nothing. The wording 
of his acceptance of the Davis resignation is illustra- 
tive of his type of mind. He just could not understand 
how Mr. Davis could honestly disagree with him and 
still be patriotic and, perhaps, even right. No, Davis 
was “unwilling to support a program to hold down the 
cost of living.” Not just the President’s program, but 
any program, is the implication of this dirty fling— 
the kind of insinuation that Roosevelt hands out to 
anyone who ventures to disagree with him. There can 
be no patriotism and no wisdom that does not fit in 
with the Roosevelt theories. So he dismisses Davis with 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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this reproach and replaces him with a man who will 
do the presidential bidding. 

But our point is that Davis is not necessarily right 
in his economic views, however much we may admire 
him for standing by his principles and convictions and 
however right he is with respect to the confusion in 
authority. Maybe the President is not entirely wrong. 
Determination as to which, if either, is right, and, if 
both are wrong, in whole or in part, what is the right, 
ought to be reached, not out of sympathy for one we 
think has been abused or hatred for the one who did 
the abusing and is guilty of causing the confusion, but 
by dispassionate and sound thinking. After all, what 
we want is a sane program, regardless of who frames 
it and who is for it or against it. 

The same thing is true of the country’s labor 
policy, with special reference just now to the miners’ 
strike. It does not follow that Congress acted wisely 
because it refused to be checked by the President’s 
veto, nor does it follow that the President was entirely 
wrong because he thought his plan better than that 
of Congress. The thing to do is to consider the situa- 
tion carefully and from all angles and do the wisest 
thing possible, regardless of whether it pleases or does 
not please President Roosevelt. Our own idea—though 
we admit an inclination to look askance at anything 
approved by Roosevelt—is that his suggestion (which 
has been ours for some time) for drafting miners to 
mine coal would be the only practical solution of a 
situation where the miners continued to strike after 
the government took over the mines. We do not be- 
lieve the law enacted by Congress will do the job. The 
question is this: If the miners refuse to work, how 
shall we get the coal production necessary for civilian 
protection and the winning of the war? 

We admit considerable doubt as to the good faith 
with which President Roosevelt put forth his alterna- 
tive proposal. It is difficult to see him drafting labor 
for work in the mines or doing anything else of a 
radical nature that would offend his labor friends, 
however much he may hate John L. Lewis. Neverthe- 
less, we think he, no matter what his motives or even 
if he spoke inadvertently, had something like the right 
idea. If we draft men to fight we can and must draft 
men to work if they refuse to work otherwise and the 
work they refuse to do is essential to the war effort. 


Why Be Mysterious? 


As is well known, we are opposed to the Wheeler 
® pill for regulation of the rate-making bureaus and 
we think the Attorney General of the United States 
was crazy when he attempted to obtain indictments 
against persons participating in this form of rate-mak- 
ing, both because he had no case and because this was 
no time to prosecute it, even if he had one; but, for 
all that, we think the railroads have been overly 
secretive as to some of their actions and we are a 
little disgusted with their efforts, after the fact, to 
make it appear that they have not been. 





TRAFFIC WORLD 


We are thinking chiefly of the so-called “western 
commissioner plan.” Railroad spokesmen have been 
vociferous in explaining that there was no secrecy 
about this plan and that it received full publicity jn 
The Traffic World, among other publications. It diq 
not. On the contrary, the Traffic World of December 
3, 1932, in announcing the appointment of H. G. Taylor 
to the newly created position of commissicner of the 
western railroads, said: “Mr. Gray was unwilling to 
rake any elaboration of the formal announcement as 
to the duties of the new commissioner. . . . He would 
go no farther than to say that the office was created 
to assist in conserving net revenues of the carriers,” 

The point is not that the railroads had anything 
to conceal, but that they, in common with many others 
who fancy themselves as “big shots,” often are mys. 
terious about things that could well be told to the pub- 
lic—and live to regret it. There is no particular virtue 
in just keeping quiet. Anyhow, if one chooses to adopt 
the hush-hush policy, he cannot afterwards brag about 
how frank he was. 





This Changing Traffic World 

With the Traffic World for July 10 will be sent to 
subscribers the index for the volume, January- 
June, 1943, which contains 1562 pages, exclusive of 
covers, an average of slightly over 60 pages to the 


issue. It should be preserved and filed for permanent | 


reference with the bound copies of the magazine. 

A glance through the volume will impress the 
reader more than the perusal of any one issue possibly 
could, with the rapidly changing transportation scene, 
the increasing difficulties confronting both carrier and 


shipper, and the need of everybody engaged in the § 


business of transportation or vitally interested in its 
workings for keeping abreast of the times. The traffic 


man, either industrial or carrier, of two or three years | 


ago, however competent he may have been at that | 
time, would be lost in. today’s changed methods and 


new rules if he had not kept up with them. The same 


thing is likely to be true for the next year or two, or 
as long as the war lasts, and probably, even when the 
war ends, there will be further novel developments not | 


now imagined. 





The law, as administered by the courts, may not 
be entirely an ass, but it certainly has asinine aspects. 
For instance, the six defendants in the Illinois treason 
case, after having been convicted, are now to have 
another trial, not because there is any question as to 
what they did or what the law says about their acts, 
but because of certain technicalities that the court now 
finds were not properly observed. Insistence on techni- 
calities may sometimes operate in the interest of an 
innocent man, but everybody knows that far more 


i 


often bright lawyers with no morals—with the assist- i 


ance of judges—take advantage of the method to 
prolong the freedom or even free entirely persons who 
ought to hang or go to prison forthwith. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


ALAS TT a 


Great Lakes Water Rights 


Viewing the applicant’s business as whole, says the Com- 
mission, division 4, in a report and certificate in W-154, Great 
Lakes Transit Corporation Applications, ‘‘we conclude that ap- 
plicant is a common carrier by water within the definition con- 
tained in section 302(d).” Great Lakes was found to have been 
in bona fide operation on the statutory date, and continuously 
since aS a common carrier by self-propelled vessels, in the 
transportation of commodities generally between Buffalo, Erie, 
Cleveland, Detroit, Sault Ste. Marie, Houghton, Chicago, South 
Chicago, Superior, and Duluth, except for interruption to serv- 
ice beyond its control. That portion of the application seeking 
authority to serve Milwaukee was dismissed, applicant having 
abandoned the service, and application for a permit to continue 
operation as a contract carrier of bulk grain on the Great Lakes, 
while at the same time and on the spar decks of the same 
vessels transporting automobiles in common carrier service 
from Detroit, Mich., to Buffalo, N. Y., was denied. 

In connection with the proposed dual operation, the report 
said, applicant’s contention that such operation in normal times 
would be in the public interest was based on the premise that 
it was a contract carrier as to bulk grain, whether that com- 
modity was shipped as the sole cargo or with automobiles on 
the same vessel, and claimed exemption under section 303(c) 
of the act. However, the report said, applicant would transport 
grain for any shipper from whom sufficient tonnage could be 
obtained, provided a vessel was available and the prevailing 
rate was remunerative. Admittedly, it said, applicant was a 
common carrier as to package freight, which constituted the 
bulk of its traffic. Following Columbia Transportation Co. Con- 
tract Carrier Application, decided March 22, 1943, the report 
said, “the application for dual authority must necessarily be 
denied, it not having been shown that applicant’s operations 
have been those of a contract carrier within the definition of 
that term contained in section 302(d).” 

The report said that, in 1941, applicant had suspended serv- 
ice to and from the ports of Milwaukee, Chicago, and South Chi- 
cago, because of labor troubles. In 1942, it said, applicant had 
advised the Commission that it was abandoning service to and 
from Milwaukee. As to the interruption of service between 
Chicago and South Chicago, which, the report said, protestants 
contended was a matter within applicant’s control, efforts to 
adjust the difficulties had met with no success, but that appli- 
cant had maintained its office and solicitation forces, was will- 
Ing to transport traffic, and had attempted to settle its labor 
difficulties in order to resume operations. The evidence sup- 
ported the conclusion, it said, that the interruption in service 
was beyond applicant’s control, and did not destroy its claim 
to “grandfather” rights. 


D. & R. G. W. Reorganization 


In a third supplemental report and order in Finance No. 
11002, Denver & Rio Grande Western Railroad Co. Reorganiza- 
tion, the Commission has further modified the modified plan of 
reorganization of the Denver & Rio Grande Western approved 
on July 13, 1942, in its second supplemental report, 254 I. C. C. 
5, pursuant to section 77 of the bankruptcy act, as amended. 
Petitions for modification were filed by various interests w'th- 
In the statutory period of 60 days from the date of the second 
supplemental report. 


The effective date of the plan was changed from Jan. 1, 
1942, to Jan. 1, 1943, amounts of claims being shown as of 
the latter date. Former provision for an immediate loan of 
$2,250,000 was eliminated as an item of the new capital struc- 
ture. On the basis of consolidation of the Denver & Salt Lake, 
in the manner described in the plan of July 13, 1942, the total 
capitalization of the new company would be $155,173,127, under 
the plan as further modified, as compared with $154,521,612 
previously. Annual charges under this plan are: Fixed inter- 
est, $1,694,941; prior contingent interest, $498,318; contin- 
gent interest, $1,364,133; and total charges before dividends 
On preferred stock, $4,584,689. The debtor’s new equipment 
program is treated as a requirement resulting from the war 
production program to be paid for through the additional traffic 


resulting therefrom without affecting the basic capital struc- 
ture of the reorganized company. The report sets forth the 
allocation of new securities in terms of each $1,000 bond and 
all unpaid interest thereon, as of the effective date of the 
plan, and says the Reconstruction Finance Corporation would 
be entitled to receive, in settlement of its notes, with interest 
accrued to the effective date of the plan, and on relase of all the 
securities under pledge, $5,200,000 of new first-mortgage bonds, 
and $8,700,605 of new income bonds. 

In appendix B and appendix C to the report, is shown the 
capital structure and allocation of securities in the event con- 
solidation with the Denver & Salt Lake is not carried out. 
The total capitalization of the reorganized debtor would then 
be $143,528,027 and the annual charges on debt as follows: 
Fixed interest, $1,742,945 prior contingent interest, $348,978; 
and contingent interest, $972,606. Allocations to the several 
bond groups would be the same as on the basis of consolidation. 
As in the previous plan, the new securities to which the R. F. C. 
was entitled for the system bonds under pledge, together with 
the Denver & Salt Lake stock, Denver & Salt Lake Western 
stock, and miscellaneous collateral, would be deposited in 
escrow for the benefit of the finance corporation, the receipts 
from any sales, dividends, or interest to be applied to payment 
of the finance corporation claim, under prescribed conditions. 
Minor modifications have been made to clarify certain parts 
of the plan. 

Dissenting in part, Commissioner Miller said that although 
the total capitalization approved in this report was nearer to 
what he thought was justified than that approved in the Com- 
mission’s original report, 233 I. C. C. 515, due to changed con- 
ditions affecting this carrier since that decision, it was still 
in the neighborhood of ten per cent too high. Otherwise, said 
he, his separate expression in the second supplemental report 
was applicable here. 

Simultaneous with the issuance of its report, the Com- 
mission made public two orders in the proceeding, one deny- 
ing intervention of George A. Gaston, owner and holder of 
$100,000 of first mortgage bonds of the Rio Grande Junction 
Railway Co.; the other denying a petition filed May 1 by the 
D. & R. G. W. requesting reopening for further hearing and 
introduction of additional evidence pertaining to the economic 
conditions existing and the prospective earnings of the new 
property, as they might affect capitalization of the new com- 
pany, the value of the property, and other elements of the 
plan of reorganization. 


M. & ST. L. RECEIVERSHIP 

The Commission, division 4, by a supplemental report and 
order in Finance No. 12364, Minneapolis & St. Louis Railroad 
Co. Receivership, has modified its prior report and order, 233 
I. C. C. 350, so as to permit extension to July 1, 1944, of terms 
of deposit agreement of the protective committee for holders 
of first and refunding mortgage 4 per cent 50-year gold bonds 
of the M. & St. L., and to permit the committee to act under 
the terms of such extended agreement. The Commission also 
approved designation of Michael Charles Dolak, of Hartford, 
Conn., formerly with the New York Trust Co., and since 
March 1, 1942, assistant secretary of the Connecticut Mutual 
Life Insurance Co., as a member of the protective committee 


filling the vacancy created by the resignation of George 
Munsick. 





OHIO BARGE OPERATIONS 


In a second report on reconsideration, in W-406, Ohio 
Barge Line, Inc., Pittsburgh,’ Pa., the Commission, division 4, 
has modified its findings in prior report, 250 I. C. C. 654, and 
subsequent report decided May 15, 1943, by limiting the type 
of vessels to be used in the exercise of the authority granted 
in the permit and order issued on May 15, 1943, to non-self- 
propelled vessels with the use of separate towing vessels. It 
has issued a second amended permit and order, effective Aug. 7, 
and vacated the prior permits and orders. 

In the original reports, applicant was found entitled to 
continue operation as a contract carrier by water by self- 
propelled vessels and by non-self-propelled vessels with the 
use of separate towing vessels, in the transportation of specified 
commodities, between points on the Monongahela, Ohio, Cum- 
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berland, and Kanawha Rivers, the Mississippi River below its 
junction with the Ohio River, and the Gulf Intracoastal Water- 


United States Steel Corporation, which controls applicant 
through ownership of capital stock, the Commission said, 
brought to its attention the fact that the steamships operated 
by applicant were not used as cargo vessels, but were used 
only as power units for pushing barges. Further investigation, 
said the Commission, disclosed that the self-propelled vessels 
operated by applicant on and since Jan. 1, 1940, had no cargo 
carrying capacity, and for that reason it was not entitled to 
authority to transport commodities by that type of vessel. 
The Commission said it, therefore, reopened the proceeding 
on its own motion for the purpose of making appropriate cor- 
rection in the authority previously granted. 


INTERSTATE. MOTOR PURCHASE 


By a report and order in MC F-2030, Interstate Motor 
Freight System, Inc., of Indiana—Purchase—Wesson Co., the 
Commission, division 4, has approved the lease by Interstate of 
certain operating rights and property of Wesson Co., of Indian- 
apolis, Ind., until the further order of the Commission, in order 
to allow appropriate time for conclusion of the investigation in- 
stituted by the Commission in MC F-2224, A. S. Hickok— 
Investigation of Control—Interstate Motor Freight System, to 
determine whether or not control or management of Interstate 
Motor Freight System in a common interest with a carrier or 
carriers controlled by A. S. Hickok ‘may have been effectuated 
and may be continuing in violation of the provisions of section 
5(4).” (See Traffic World, June 12, p. 1388.) 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


N. Y. C. Interlocking 


*No. 28000, Sub. 94, Proposed Modifications of Systems or 
Devices under Section 25(b) of the interstate commerce act, as 
amended. By division 3. Application of the New York Central 
for approval of modifications of interlocking at crossing of its 
main line with its Fort Wayne branch at Waterloo, Ind., in- 
volving removal of 4 derails in its main track and 3 derails in 
its Fort Wayne branch, granted, subject to conditions. The Com- 
mission said it found that the proposal of the applicant would 
not result in a decrease of safety, provided,that on the Fort 
Wayne branch, approach signals were installed and that if such 
approach signals were inoperative, the speed of all trains be- 
tween home signals on the Fort Wayne branch was limited to 
20 miles an hour. The application was granted on those condi- 
tions. 

Cattle and Calves 


No. 28872, Fried & Reineman Packing Co. vs. Pennsylvania 
Railroad Co. By the Commission, Commissioner Mahaffie. 
Rates charged on 10 carloads of calves, 40 carloads of cattle, 
and one mixed carload of cattle and calves, shipped between 
July 8, 1940, and Jan. 21, 1941, from National Stock Yards, 
Ill., to Pittsburgh, Pa., applicable, and applicable rates of 52 
cents on calves, minimum 16,000 pounds, 45 cents on cattle and 
average weight on straight carloads, and 45 cents, minimum 
22,000 pounds on the mixed carload, not unreasonable. Found 
also that one carload shipment of calves was undercharged 
$5.20. Complaint dismissed. 


Wheat, Etc. 


No. 28806, Gwinn Milling Co. vs. Pennsylvania Railroad 
Co. et al. By the Commission, Commissioner Mahaffie. Ap- 
plicable rates on wheat, in carloads, originating in Trans- 
Mississippi River territory and shipped from Kansas City, Mo., 
to Columbus, Ohio, there milled in transit, and flour forwarded 
to Nashville, Tenn., and Birmingham, Ala., found to have been 
to Nashville and Birmingham, respectively, 49.5 and 51 cents 
prior to March 28, 1938; 53 and 54 cents from March 28 to 
Dec. 5, 1938; 52.5 and 53.5 cents from Dec. 5, 1938, to Jan. 1, 
1940; and 43.25 and 44.25 cents from Jan. 1, 1940, to and 
including Jan. 4, 1941, and applicable rates not unreasonable 
or otherwise unlawful. Complaint dismissed. 


W. T. L. Class Rates 


I. and S. No. 5126, Minimum Class Rates in Western 
Trunk-Line Territory. By division 3. Schedules proposing in- 
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creases in class rates between certain points in official-Illinois 
and Western trunk-line territories, including points in Wis. 
consin, just and reasonable, and proceeding discontinued. By 
schedules filed to become effective July 1, 1942, respondent rail 
carriers proposed changes in item 15, contained in Agent Kipp’s 
freight tariff I. C. C. No. A-2592, resulting in increases in 
class rates published between certain points in official-Illinois 
and western trunk-line territories, including points in Wis- 
consin. On protest of American Vitrified Products Co., the 
operations of the proposed schedules were postponed until 
Feb. 1, 1942, and respondents voluntarily postponed the effec. 
tive date until Aug. 1, 1943. The report said that respondents 
did not propose to make any changes in the tables of rate 
bases, but proposed to correct an apparent tariff irregularity 
by amending item 15, which dealt with the method of determin. 
ing rates applicable. Central territory carriers, it said, had 
called respondents’ attention to the fact that, due to an error 
in Agent Kipp’s Territorial Directory No. 5-A, no minimum 
rates were published from St. Louis to points in Wisconsin 
and to resulting fourth-section departures. There was testi. 
mony, the report said, to the effect that the proposed amend- 
ment of item 15 would not result in any changes in the minimum 
rates published in one section of the territorial directory, and 
that the proposed rates to points in Wisconsin ‘to which mini- 
mum rates were not now provided would be strictly in accord 
with those authorized by the Commission. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


_ *W-374, Illinois River Packet Co. Common Carrier Applica- 
tion. Application denied, on a finding that applicant was not in 
bona fide operation on Jan. 1, 1940, as a common or contract 
carrier by water in the performance of transportation subject 
to the provisions of part II of the act. Authority sought was 
continuance of operation as a common carrier in the transpor- 
tation of barley, buckwheat, corn, grain screenings, kafir corn, 
milomaize, oats, rye, soy beans, soy bean screenings, and wheat, 
shelled and in bulk, from points in Illinois on the Illinois water- 
ways to Pekin. In view of the fact that applicant’s operations 
were not those of a carrier, the report said, it should discon- 
tinue joint rates with certain rail carriers, and cancel its tariffs, 


*W-30, Stevens: Line Co. Common and Contract Carrier 
Application, embracing W-196, Sea Island Transportation Line 
Common and Contract Carrier Application. By Division 4. 
In W-30, applicant found entitled to continue operation as a 
common carrier by self-propelled vessels and by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of commodities generally, between ports and 
points along the Atlantic Intracoastal Waterway and its tribu- 
taries between Charleston, S. C., and Savannah, Ga., inclusive. 
In W-196, Sea Island Transportation Line found entitled to con- 
tinue operation as a common carrier by self-propelled vessels 
in the transportation of commodities generally, between ports 
and points in Charleston county, S. C.; and public convenience 
and necessity found to require operation of Sea Island as a 
common carrier by towing vessels in the performance of gen- 
eral towage, between ports and points along the Atlantic 
Intracoastal Waterway and its tributaries between Wilmington, 
N. C., and Savannah, Ga., inclusive. 


*W-353, Barrett Line, Inc., Contract Carrier Application. 
By Division 4. Applicant found not to have been in operation 
on Jan. 1, 1940, and continuously since, as a common or contract 
carrier in the performance of transportation subject to part II 


of the act; and new operation by applicant as a contract carrier : 


not shown to be consistent with the public interest, and present 
or future public convenience and necessity not shown to require 
new operation by applicant as a common carrier. The report 
said that practically all services performed were such as might 
be continued without authorization from the Commission, be- 
cause not subject to regulation. Applicant, it said, was not 


proposing a new operation and that, in fact, most of its equip- 
ment was being used in the transportation of bulk petroleum 
in an emergency operation. The applications, in the alternative, 
were for authority to continue operation as a contract or com- 
mon carrier by water, in the transportation of commodities 
generally, with exceptions, between points on the Mississippi 
River and its tributaries. 
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Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 76266, Sub. 34, Merchants Motor Freight, Inc., St. 
paul, Minn., extension. Certificate granted. General com- 
modities between the junction of U. S. Highway 63 and Mis- 
souri Highway 22 and the junction of U. S. Highway 40 and 
Missouri Highway 19, over a specified alternate route. 

*MC 52866, Sub. 1, Rocky Mountain Service, Inc., Santa 
Clara, Utah, extension. Certificate granted on condition that 
applicant maintain separate accounting systems for its private 
and for-hire transportation. General commodities, with ex- 
ceptions, between specified points in Utah and Ariz., and 
specified commodities from, to or between points or territories 
in Ariz., Nev., Utah, and Calif. 

*MC 30012, Sub. 16, George H. Blewett, Leonard W. 
Harper, and Marion L. Martin, dba T. S. C. Motor Freight 
Lines, Houston, Tex., extension. Certificate denied. General 
commodities between Beaumont, Tex., and Leesville, La. 

*MC 100156, Sub. 3, Deming Transfer & Fuel Co., Deming, 
N. M., extension. Certificate granted. General commodities 
between points in Luna county, N. M. Commissioner Patterson 
concurred in part. 

*MC 93649, John Whisenant, Maiden, N. C., common car- 
rier. On further hearing, findings in first report on further 
hearing, 32 M. C. C. 239 (original report, 17 M. C. C. 259), 
modified and certificate granted as to specified commodities, 
points in N. C., to points in Md., N. J., N. Y., Pa. Va., and 
D. C., and general or specified commodities from points or 
territory in the named states to territory in N. C., and S. C. 
The report noted that as of Nov. 9, 1940, in MC FC-14043, 
the Commission approved substitution of Whisenant Transfer 
Co., Inc., as applicant in lieu of John Whisenant, dba Whise- 
nant Transfer Co. 

*MC F-2136, Gateway City Transfer Co., Inc., La Crosse, 
Wis., Purchase, Central West Shippers, Chicago, Ill. Author- 
izes purchase by the former of certain operating rights of the 
latter in MC 17043, Sub. 2. 

*MC F-2132, Highway Express, Inc., Memphis, Tenn., 
Lease, Maurice Stanley, dba Shippers Forwarding Co., Evans- 
ville, Ind. Authorizes lease by the former for 2 years of oper- 
ating rights of the latter in MC 52488. 

*MC F-2084, Signal Trucking Service, Ltd., Los Angeles, 
Calif., Purchase, Jessie G. and Lee B. Hawkins, dba Lee B. 
Hawkins Co., Ltd., Moneta, Calif. Authorizes purchase by the 
former of operating rights of the latter in MC 54075. 

*MC 80245, Charles Frederick Shilling, Baltimore, Md., 
common carrier. On reconsideration, findings in prior report, 
41 M. C. C. 137, modified, and applicant found to have been in 
operation on June 1, 1935, as a common carrier of household 
goods, but proceeding reopened for further hearing to deter- 
mine the territorial scope of the operations conducted by appli- 
cant continuously since that date. Prior order denying “grand- 
father” common or contract carrier rights sought between points 
east of the Mississippi vacated and set aside. Commissioner 
Rogers dissented. 

*MC 100061, Sub. 1, Skylines, Inc., Burrillville, R. |., ex- 
tension. On finding applicant’s operation as a carrier of pas- 
sengers to be a special operation within the meaning of section 
207(a) of the interstate commerce act, certificate granted as to 
special operation as a common carrier of passengers from points 
in Blackstone and Millville, Mass., to points in Burrillville, 
R. L, and return. 


*MC 18209, John W. Tocco, College Place, Wash., common 
carrier, embracing MC 92633, Same, common carrier. On fur- 
ther hearing, finding in prior report in MC 18209, 24 M. C. C. 
41, denying “grandfather” rights to operate as a common or 
contract carrier of property between points in Ida., Ore., and 
Wash., affirmed, and finding in prior report in MC 92633, 24 
M. C. C. 41, modified and certificate granted as to general 
commodities, with exceptions, between points in Ida., and desig- 
nated points and territories in Ore., and Wash. 

*MC F-2155, Silver Wheel Motor Freight, Inc., Portland, 
Ore., Purchase, Don Childs,dba Don Childs Freight Line, Le- 
banon, Ore. Authorizes purchase by the former of operating 
rights and property of the latter. 


*MC F-2045. System Freight Service, Los Angeles, Calif., 
Purchase, S. O. Dimmick, dba United Forwarders, Los Angeles. 
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we purchase by the former of operating rights of the 
atter. 


Railroad Abandonments 


The Southern Railway Co., in Finance No. 14257, has asked 
the Commission for authority to abandon that portion of its 
Rome-Attalla branch line extending from a point near Rome, 
Ga., in a southwesterly direction, to a point near Gadsden, Ala., 
approximately 50 miles. Applicant said abandonment was nec- 
essary because there was practically no local traffic on the line 
and the traffic origindted on or terminated on the line was 
negligible. 

M. & N. 


In Finance No. 14259, the Manistee & Northeastern Rail- 
way Co. asks authority to abandon its branch line in Leelanau 
county, Mich., extending from a point north of Cedar City, in 
Solon township, to Provemont, in Leland township, 10.71 miles. 
Applicant said the line had been operating unprofitably—that 
present business did not justify existence of the line and there 
appeared to be no prospect of any increase in traffic. 


Pere Marquette 


By reports and certificates in Finance Nos. 14204 and 14205, 
Pere Marquette Railway Co. Abandonment, the Commission, 
division 4, has permitted abandonment by the Pere Marquette 
of two branch lines, one in Mecosta county, Mich., extending 
from a point west of Remus to Big Rapids, 19.2 miles; the 
other, in Montcalm county, Mich., extending from Lakeview to 
Howard City, 10.72 miles. 

’. Wesson Co. 


The Commission, division 4, by a report and certificate in 
Finance No. 14216, Wesson Co. Abandonment, has permitted 
abandonment by Wesson, as to interstate and foreign commerce, 
of its entire line of railroad in Vigo county, Ind., extending from 
a connection with the C. M. St. P. & P. at Terre Haute to the 
Bob-O-Link mine of the Pyramid Coal Corporation. 


Cc. and N. W. 


By a report and certificate in Finance No. 14199, Chicago 
& North Western Railway Co. Trustee Abandonment, the 
Commission, division 4, has permitted abandonment of the 
line of railroad in Dickinson county, Mich., extending 1.348 
miles from Felch. 


St. L.-S. F. 


- In Finance No. 14265, J. M. Kurn, trustee, St. Louis-San 
Francisco Railway Co., has asked the Commission for authority 
to abandon a portion of the applicant’s line of railroad extend- 
ing from Lepanto to West Ridge, 6.49 miles, in Poinsett and 
Mississippi counties, Ark. This portion of the railroad, said 
the application, had been operated at a substantial deficit for 
some time, and that there was no reasonable prospect for an 
increase in future traffic. 


I-G. N. 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 14080, International-Great Northern Railroad Co. Trustee 
Abandonment, has recommended that division 4 of the Com- 
mission find that the present and future public convenience and 
necessity have not been shown to permit abandonment by 
Guy A. Thompson, trustee of the I.-G. N., of a branch line of 
railroad, extending from a main line connection at Navasota, 
to Madisonville, in Grimes and Madison counties, Tex., approxi- 
mately 44.7 miles. The report said that the facts of record 
did not warrant a conclusion that operation of the branch 
resulted in a serious burden on the applicant or on interstate 
commerce in 1940 and 1941. It was true, it said, that the loss 
was considerable in 1942, but was greatly augmented by reason 
of the fact that the branch was charged with unusually large 
expenses for maintenance of way and structures in that year, 
and that the revenues were unusually low because of the di- 
version of oil and gasoline to trucks. The report proposed 
that, if the application was granted, division 4 should reserve 
jurisdiction for two years to consider whether conditions should 
be imposed for the protection of employes adversely affected. 


C. A. and S. 


The Commission, division 4, by a report, certificate and 
order in Finance No. 13979, Chicago, Attica & Southern Rail- 
road Co. Receiver Abandonment, has permitted abandonment 
by Charles F. Propst, receiver of the C. A. & S., of the portions 
of the line of railroad in LaPorte, Porter, Jasper and Newton 
counties, Ind., extending from State Line Junction to Morocco, 
9.7 miles, and from Percy Junction to La Crosse, 46.3 miles, 
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and abandonment of operation of trackage rights over a line 
of the Pere Marquette extending from La Crosse to Wellsboro, 
15 miles. The Commission deferred action on the part of the 
application for permission to abandon the line from Veedersburg 
to West Melcher in Fountain and Parks counties, Ind., 23.9 
miles. 


Cc. St. P. M. and O. 


By a report and certificate in Finance No. 14025, Chicago, 
St. Paul, Minneapolis & Omaha Railway Co. Abandonment, the 
Commission, division 4, has permitted abandonment by the C., 
St. P., M. & O. of a line of railroad extending from Spring Val- 
ley to Elmwood, in Pierce county, Wis., approximately 7.19 
miles. The report said that the record showed a narrow margin 
between revenues and costs of operation and that the additional 
traffic which shippers were prepared to furnish would not pro- 
duce sufficient freight revenues to warrant the estimated ex- 
penditures of over $200,000 required to restore the line follow- 
ing flood damage. A representative of railway employe organi- 
zations, it said, requested that provision be made for four years 
for the protection of employes who might be adversely affected 
in the event of abandonment, and that jurisdiction to consider 


the question of imposing conditions would be reserved for a 
period of two years. 


C., A. & S. 


The Commission, division 4, by a report, certificate and 
order in Finance No. 13979, Chicago, Attica & Southern Rail- 
road Co. Receiver Abandonment, has permitted abandonment 
by Charles F. Propst, receiver of the C., A. & S., of portions 
of the company’s line of railroad extending from State Line 
Junction to Morocco, approximately 9.7 miles, and from Percy 
Junction to La Crosse, approximately 46.3 miles, in La Porte, 
Porter, Jasper, and Newton counties, Ind. The receiver was also 
authorized to abandon operation under trackage rights over a 
line of railroad of the Pere Marquette from LaCrosse to Wells- 
boro, in LaPorte county, approximately 15 miles. Because pro- 
tests had been received against abandonment of a segmet of 
the line extending from Veedersburg to West Melcher, in Foun- 
tain and Parke counties, Ind., approximately 23.9 miles, the re- 


port said action would be deferred on that portion of the appli- 
cation and a hearing held. 


COMMISSION ORDERS 


MC F-2197, Columbus Cartage Co., purchase, Henry T. Harbold. 
Application under section 210a(b) requesting approval of temporary 
operation by Columbus Cartage Co., of properties of Henry T. Harbold, 
dba Globe Transfer Co. denied. 

No. 27002, John Nix & Co. et al. vs. Railway Express Agency, Inc., 
et al. Petition of intervener, R. W. Burch, Inc., for reconsideration 
denied. 

No. 28536, Albers Bros. Milling Co. vs. Great Northern et al. 
opened for reconsideration. Petition of Great Northern, 
requests reargument denied, 

No. 28813, Summer & Co. vs. Erie et al.; No. 28813 Sub. 1, Same 
vs. W. & L. E. et al.; and No. 28813 Sub. 2, Same vs. N. Y. C. Order 
of April 9, modified to become effective September 20, or not less than 
thirty days’ notice, instead of July 20. 

W-92, C. F. Harms Co., contract carrier application. Reopened for 
oral argument and reconsideration. Effective date of permit and order 
of April 14, postponed until further order of Commission. 

MC C-326, Miscellaneous commodities, Omaha, Neb., to Denver, 
Colo. Petition of rail carriers for rehearing and reconsideration denied. 

MC F-1856, Philip H. Marcel, purchase, Edward C. Flemings. Pe- 
tition of protestants, Harry D. Zabarsky and Milton J. Zabarsky, dba 
St. Johnsbury Trucking Company, for reconsideration of order of April 
12, denying request that Rule 101(e) of General Rules of Practice be 
waived to permit filing of petition for reconsideration denied. 

No. 28663, Green’s Fuel, Inc. vs. Atlanta & St. Andrews Bay et al.; 
No. 28696, Butane Gas Dealers of Mississippi et al. vs. A. T. & S. F. 
et al.; No. 28696 Sub. 1, Georgia Automatic Gas Co., Inc., et dl vs. 
A. B. & C. et al.; No. 28756, W. G. Petty & Son et al. vs. A. T. & S. F. 
et al.; and No. 28790, R. C. Weis, dba Weis Butane Gas Co., vs. C. R. 
I. & P. et al. Order of May 15 modified to become effective on Sep- 
tember 30, on not less than 30 days’ notice instead of August 30. 

Finance 13751, Oregon Short Line et al., abandonment. Effective 
date of certificate of January 12, further extended to July 31. 

MC 2181 Sub. 1, Burlington Transportation Co., extension, Illinois- 
Iowa-Missouri; and MC 2181 Sub. 2, Burlington Transportation Co., ex- 
tension—Iowa. Reopened for reconsideration. Order of June 2, 1942, as 
subsequently modified to become effective July 31, vacated. 

MC 29130 Sub. 8, Rock Island Motor Transit Co., extension of 
operations, Trenton, Missouri. Reopened for reconsideration. 

MC 82104, Aztec Lines, Inc., common carrier application. Re- 
opened for further hearing at time and place to be hereafter fixed. 
Order of January 26, as subsequently modified to become effective July 
31, vacated. 

MC 84340, Ernest B. Lewy, common carrier application. Reopened 
for further hearing at time and place to be hereafter fixed. Order of 
January 13, as subsequently modified to become effective July 31, 
vacated. 

MC 88797, New York, Susquehanna and Western, common carrier 
application. Reopened for further hearing at time and place to be 
hereafter fixed. 


W-485, Merrimac Chemical Transportation Co., contract carrier ap- 


Re- 
insofar as 
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plication. Reopened to supplement record and for reconsideration, pe. 
fective date of certificate and order of May 4, postponed until further 
order of Commission. 

MC F-2037, Archibald A. Martin, control, Atlantic Motor Express 
Application filed by Archibald A. Martin seeking authority under sep. 
tion 5, interstate commerce act, to acquire control of Atlantic Motor 
Express, through ownership of its capital stock, dismissed. 

MC F-2191, Pacific Motor Trucking Co., purchase, Holmes Express, 
Fifteen day effective period specified in order of June 9, granting 
temporary authority under section 210a(b), extended to expire July 9, 

MC 52177 Sub. 2, Anthony Woitysiak, extension of operations, Mg. 
comb County, Mich. Reopened for reconsideration. 

W-9, Sheridan Transportation Co., contract carrier application; 

W-32, Martin Marine Transportation Co., contract carrier application: 
W-346, P. Dougherty Co., common carrier application; W-493, L, B 
Shaw, Inc., contract carrier application; and W-738, Wathen & §p,, 
contract carrier application. Effective dates of certificates and orders 
in W-9, W-32, W-346, W-493, and W-738, of August 12, 1942, February 
25, October 19, 1942, January 14, and October 19, 1942, respectively, 
further postponed to August 1. 
MC-F 2185, Watson Bros. Transportation Co., Inc., lease, Freight, 
Inc. Application under section 210a(b) requesting approval of tempo. 
rary operation by Watson Bros. Transportation Co., Inc., of certain 
properties of Freight, Inc., denied. 

No. 28893, Great Lakes Coal and Dock Company vs. Great Northern 
et al. Complaint dismissed. 

MC-80245, Charles Frederick Shilling, common carrier application, 
Reopened for rehearing and reconsideration. 
W-602, Atherton Leach, contract carrier application. 


Applicant 
granted leave to file a petition on or before August 1. 


MOTOR FINANCE CASES 
MC F-2185, Watson Bros. Transportation Co., Inc.—Lease—Freight 
Inc. Application for authority under section 210a(b) of Watson Bros, 
Transportation Co., Inc., of Omaha, Neb., for temporary operation of a 
portion of the motor-carrier rights of Freight, Inc., of Akron, Ohio, 
denied. 

MC F-2201 Watson Bros. Transportation Co., Inc.—Purchase—John 
T. Willey. Application for authority under section 210a(b) of Watson 
Bros. Transportation Co., Inc., of Omaha, Neb., for temporary opera- 
tion of motor-carrier rights of John T. Willey, doing business as Sutton 
Transfer Company, of Sutton, Neb., granted with condition. 

MC F-2216, Merchants Parcel Express, Inc.—Purchase—Hector H. 
Curnow. Application for authority under section 210a(b) of Merchants 
Parcel Express, Inc., of Bremerton, Wash., for temporary operation of 
motor-carrier rights and properties of Hector H. Curnow, doing business 
as Merchants Parcel Delivery, also of Bremerton, granted with con- 
dition. 

MC F-2219, H. Maynard Gould Co.—Purchase—Walter A. Sabins 
and William A. Sabins (Walter A. Sabins, administrator). Application 
for authority under section 210a(b) of H. Maynard Gould Co., of East 
Walpole, Mass., for temporary operation of a portion of the motor- 
earrier rights of Walter A. Sabins and William A. Sabins (Walter A. 
Sabins, administrator), doing business as W. A. Sahins and Son, of 
Taunton, Mass., granted with condition. 
MC F-2050, Leamon Resler and Dean Resler—Purchase—Henry B. 
Miner. Purchases by Leamon Resler, doing business as Resler Truck 
Line of Denver, Colo., and Dean Resler, doing business as Merchants 
Transfer Co., of Sterling, Colo., of certain separate portions of the 
operating rights of Henry B. Miner, doing business as H. B. Miner 
Transportation Co., also of Denver, approved and authorized, subject 
to conditions. 

MC F-2099, James Harwood Cochrane—Purchase—T. H. Motor 
Lines, Inc. Purchase by James Harwood Cochrane, doing business as 
Overnite Transportation Co. of Richmond, Va., of operating rights and 
property of T. H. Motor Lines, Inc., of Norfolk, Va., approved and 
authorized, subject to condition. 





PETITIONS FOR REHEARING, ETC. 
No. 28644, W. J. Foye, dba Foye Lumber Co. vs. A. T. & S. F. 
et al. Complaint asks reconsideration and privilege of oral argument 
on Commission’s report of April 6. 

W-412, Application of Boston Tow Boat Co. for a permit as a con- 
tract carrier by water. Boston Tow Boat Co. asks for reargument and 
rehearing before entire Commission, 

No. 28655, Memphis Cotton Exchange et al. vs. C. R. I. & P. et al. 
Southwestern Railway defendants ask reopening for further hearing; 
vacation of part of order of June 7; and to strike certain portions of 
complainants’ petition for reconsideration and reargument. 

MC-F 1906, Southern Pacific Transport Co., lease, L. W. Eldridge, 
Jr. Southern Pacific Transport Co. and L. W. Eldridge, Jr., ask for re 
opening and modification of decision and order of December 29, 1942. 

W-435, Coast Tug and Barge Co. and W-175, Ocean Transportation 
Co. Coast Tug and Barge Co. and Ocean Transportation Co. ask for 
rehearing and modification of permit and order of April 20. 

Electric Railway 15, Subway Division, Rochester Transit Corp., 
Rochester, N. Y. Rochester Transit Corp. and City of Rochester ask 
for reconsideration. 

W-732, Nicholson Transit Co., contract carrier application. Nichol- 


son Transit Co. asks for reconsideration, amendment of certificate and 
order and reargument. 





UNCONTESTED FINANCE CASES 
Report and certificate in F. D. No. 14186, St. Louis Southwestern 
Railway Co. Trustee et al. Operation, authorizing operation by Berry- 
man Henwood, trustee of the St. Louis Southwestern Railway Co., 
debtor, and the St. Louis Southwestern Railway Co. over a line of 


railroad across the Mississippi River between St. Louis, Mo., and East 
St. Louis, St. Clair County, Ill. Approved. 
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Proposed Reports 


in I. C. C. Cases 


Railroad, Water, and Motor Transport 





(arloader Corporation Application 


In a proposed report in FF-122, Carloader Corporation 
Freight Forwarder Application, Examiner Frank C. Weems 
has recommended that, on the facts established, the Commis- 
sion Should conclude that the applicant should be granted a 
permit authorizing it to forward commodities generally from 
New York city to destinations or break-bulk points in the 
states of Oklahoma and Texas on domestic traffic; from New 
york, N. Y., and Philadelphia, Pa., to Mobile, Ala., Pensacola, 
Port Everglades, Tampa, and West Palm Beach, Fla., New 
Orleans, La., Los Angeles and San Francisco, Calif., on traffic 
for export; and from New York, N. Y. to Eagle Pass and 
Laredo, Tex., for export. The examiner recommended denial 
of authority to engage in freight-forwarding activities at 
Buffalo, N. Y., Chicago, Ill., Cincinnati, Cleveland, and 
Toledo, O., Detroit, Mich., and Pittsburgh, Pa., on traffic there- 
from to north Atlantic ports for export. 

Carloader was organized in February, 1942, the report said, 
and began operating in March of that year. All of its capital 
stock, it said, was owned by United States Navigation Co., 
Inc., engaged exclusively in ocean transportation between the 
United States and foreign countries. In the brief period of 
its operation prior to May 16, 1942, the effective date of section 
10, the report said, a large number of miscellaneous com- 
modities for domestic use, most of which originated in the 
New York metropolitan area, where, at the time of hearing, 
applicant had its only assembling facilities, were consolidated 
in New York city into eight carloads and forwarded by rail. 
Assembling of shipments by applicant, for export, began April 
20, 1942, the report said. Since the statutory date, it said, 
there had been a marked increase in the use of applicant’s 
services in respect of forwarding for export, and a marked 
decline in the use of the services as to domestic traffic, although 
applicant still held itself out by tariff and some solicitation to 
provide services on domestic traffic from New York city to 
destinations in Oklahoma and Texas. 

Applicant did not engage in export service to Pacific coast 
ports or to Gulf ports until after July, 1942, the report said, 
except export traffic to New Orleans and Tampa, and that up to 
the time of hearing it had never performed any forwarding 
service from interior points, either to north Atlantic ports or to 
any other ports. The importance of the service to its patrons, 
the report said, was illustrated by the fact that, although rail 
transportation to New Orleans was under embargo in July, 
August and September, 1942, the governmental authorities per- 
mitted the movement of 11, 13 and 19 carloads in those months 
respectively, on proof that delivery was to be direct to ship. 


Under section 410(c), it said, the record was not con- 
vincing that the applicant was ready and able to perform for- 
warding services on export traffic from Buffalo, Detroit, and 
other central territory origins grouped therewith and embraced 
in the application, to north Atlantic ports or any other ports of 
exit. Willingness alone, it said, was not sufficient. 

Forwarding by applicant, subsequent to May 16, 1942, of 
export shipments to Pacific coast ports and to certain of the 
southern ports, which constituted an expansion of applicant’s 
operations had been, and was, in contravention of Administra- 
tion Ruling No. 1 of the Commission’s Bureau of Water Car- 
riers and Freight Forwarders. That ruling, the report said, 
provided that an “applicant may continue the operations in 
which it was engaged on or before May 16, 1942, until the 
Commission determines otherwise, but it may not extend its 
operations without first obtaining specific authority.” It said 
that the preamble to the ruling stated that it was made in 
response to questions propounded by the public. indicating 
what was deemed by the Bureau to be the correct application 
and interpretation of the act, and that rulings of that kind 
were tentative and provisional and made in the absence of 
authoritative decisions on the subject by the Commission. 

The report said the applicant had pointed out that section 
410 did not contain a “grandfather” clause, and had asserted, 
In substance, that disregard of the particular ruling was im- 
Pelled “because of attendant circumstances,” and had urged 
that if it were to comply literally with the ruling it would 
have to discontinue its operation, except to a very limited ex- 
tent, unless, of course, a permit was granted. 


After tracing the impact of the war on forwarding opera- 


tions at New York, and the changed nature of the demands 
for the applicant’s services, the report said: 


Considering for the moment that by forwarding of export ship- 
ments to the Pacific coast and certain southern ports applicant did 
extend its operations without first obtaining specific authority; no 
extension of applicant’s facilities in New York city or elsewhere were 
necessary; and in rendering the services patrons requested, applicant 
simply utilized, as a shipper, long-existing facilities of transportation. 
Stated otherwise, applicant merely extended its use of transportation 
facilities. Failure of a freight forwarder to abide by the administra- 
tive ruling is not to be condoned. Because of the surrounding circum- 
stances, however, the failure of this applicant to observe the ruling 
should not operate to deny it a permit to engage in forwarding of 
export shipments form New York city to the Pacific, Gulf and South 
Atlantic ports specified in the application if such operation is con- 
sistent with the public interest and the national transportation policy. 


A different situation existed in respect of the proposed 
operation from Philadelphia, said the report. As of the time 
of hearing, it said, applicant had not engaged in any freight- 
forwarding activities thereat, although it had filed with the 
Commission a tariff publishing rates for application from Phila- 
delphia, in anticipation of engaging in such operations in the 
forwarding of freight for export. While the mere filing of a 
schedule of rates did not operate to establish a right to a 
permit, the report said that the evidence was convincing that 
there was need for applicant’s services at Philadelphia, and 
that the mere fact that such service’ would be in competition 
with other similar services performed by other freight for- 
warders was not sufficient, under section 410(d) to warrant 
denial of authority solely on that ground. 


Salt from Kansas 


In a lengthy report in No. 28716, Morton Salt Co. vs. 
Alton Railroad Co. et al., and nine related motor cases, Ex- 
aminer R. N. Trezise has recommended to the Commission 
fifteen findings in connection with classifications, rates, and 
practices of rail and motor carriers on salt and salt mixtures, 
in carloads and truckloads, from Hutchinson, Kanapolis, and 
Lyons, Kans., to destinations in Arkansas, Oklahoma, Missouri, 
Iowa, Nebraska, Wyoming, Colorado, New Mexico, and Kansas 
(via interstate routes) and for certain motor carriers, to Min- 
nesota, North Dakota, and South Dakota (see Traffic World, 
June 26). Competitive rate making between defendant rail 
carriers and defendant and respondent, motor carriers, said the 
examiner, had resulted and was resulting in rate wars, in 
unduly low, depressed, and non-compensatory rates and 
charges, and instability and unsound economic conditions in 
both the rail and motor carrier industries. Due to these con- 
ditions, he said, the motor carriers were conducting their com- 
mon and contract carrier service on the involved traffic at a 
substantial operating loss, with the result that their invest- 
ments and their capacity to provide adequate service and facili- 
ties had been impaired. Unless the causes were removed, he 
added, that impairment would continue. 

The present classification by rail carriers, and motor car- 
riers, common and contract, he said, of the involved salt and 
salt mixtures was unreasonable, in violation of sections 1 and 
216(b) of the act, and recommended the classification to be 
prescribed by the Commission. The difficulty, he said in his 
report, arose from the varying descriptions of salt as published 
by the rail and motor carriers, and that the parties to the 
proceedings had insisted that the determination of a uniform 
description of salt and its mixtures was a prerequisite to the 
disposition of the other issues presented. 

He recommended a finding that the minima applicable in 
connection with the rates of motor carriers, common and con- 
tract, on salt and salt mixtures in truckloads, or on so-called 
quantity shipments (on which rates less than the less-than- 
truckload rates were applicable) that were less than 20,000 
pounds were unreasonable, and that a reasonably compensa- 
tory minimum for application in connection with the rates set 
out in an appendix was, and for the future would be, not less 
than 20,000 pounds for a truckload. Any part of such ship- 
ments, from one consignor to one consignee, that could not be 
loaded in a single truck, he recommended, should be charged 
for as a separate shipment at the less-than-truckload rate or 
at the truckload rate, minimum 20,000 pounds, whichever re- 
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sulted in lower charges. Rates less than those set out in the 
aforementioned appendix as “minimum motor carrier rates” 
for the distances indicated, applied for the average short high- 
way distance from the Kansas producing points, would be un- 
reasonable under his recommendation. 

He recommended also a finding that the practice of the 
motor carriers of performing “extraneous services independent 
of the line-haul rates’ without imposing a reasonable extra 
charge, was undeasonable. Reasonable practices and rules in 
connection with the rates set forth in the aforementioned ap- 
pendix, he recommended, should be in substance that truck- 
load rates would provide ‘delivery in road-haul units only to 
street level docks, bins, platforms, or elevators directly acces- 
sible to the tailgate of the road-haul vehicle and that if neces- 
sary for the carrier to transfer the lading from the road-haul 
to ‘pick-up trucks, wheelbarrows, dump carts or any other 
vehicles in order to effect delivery, an extra charge of five 
cents per 100 pounds will be applied. Rules consistent with 
those described and maintained by the Middlewest Motor 
Freight Bureau Tariff MF-I. C. C. 110, Rule 70-A, should be 
prescribed for the future.” 


Rates of the motor carriers on less-than-truckload ship- 
ments of salt and salt mixtures, he recommended, should be 
found unreasonable to the extent that they were or might be 
less than the contemporaneous so-called column 55 rates, or 
fourth class, in violation of section 216, and that the rules and 
regulations of the motor carriers, authorizing the application 
of rates to intermediate points not named in their tariffs were 
ambiguous and unlawful in violation of sections 216 and 217 
of the act, in that they failed to contain the provisions of the 
rule set forth in another appendix to the report. Similarly he 
recommended a finding that the motor carrier rules authoriz- 
ing the sacking of sale in transit were ambiguous and accorded 
services at charges, or lack of charges, which were less than 
reasonably compensatory and that the motor carriers should 
be required to cease and desist from according the sacking-in- 
transit arrangement under the circumstances and conditions 
shown, and that the motor carrier practice of granting stop- 
ping-in-transit arrangements partially to unload or to com- 


plete loading, and to accord split deliveries was likewise to be 
discontinued. 


In connection with the practice of the motor carriers of 
collecting and remitting c. o. d. charges to shippers without 
charging a fee therefor, the examiner recommended finding 
that practice unreasonable, and that reasonable fees for such 
service were and for the future would be those now maintained 
by the rail carriers, as described in the report. 


In MC C-278, involving rates, minima, practices, and regu- 
lations of motor carriers, common and contract, applicable on 
salt from the Kansas fields to Colorado and Wyoming, and in 
the five investigation and suspension proceedings listed below, 
involving rates, rules and regulations to destinations in Min- 
nesota, North Dakota, and South Dakota, the examiner rec- 
ommended a finding that they were unreasonable to the extent 
that they were inconsistent with those found lawful in the 
report, and that the respondents, individual motor carriers, be 
required to cease and desist from charging their present or 
proposed rates, or applying their present or proposed rules 
and regulations to the extent that they were inconsistent with 
those found lawful in the report. 


As to the rail carriers, the examiner proposed a finding 
that the less-than-carload rates on salt and salt mixtures from 
the Kansas salt producing points were not unreasonable or 
otherwise unlawful. No specific finding was recommended, he 
said, with respect to the rates, rules, and regulations of the 
rail carriers, except that recommended as to a uniform de- 
scription or classification of salt and salt mixtures, and that 
the classification found reasonable was now in effect on sub- 
stantially all, if not all, of the rail lines. The rail lines, the 
examiner said, were agreeable to the restoration of the rates 
on salt and salt mixtures from and to the points under con- 
sideration to the basis “checked in” in consequence of the 
findings in Rate Structure Investigation, Part 13, Salt, 197 
I. C. C. 115, with the subsequent general increases, except to 
Iowa and eastern Nebraska destinations to which the rates 
were relatively lower than those prescribed in the salt rate 
investigation, designed to meet the rates maintained from 
Michigan and Ohio under the findings in American Salt Corpo- 
ration vs. Aberdeen & R. R. Co. 220 I. C. C. 369, and to which 
excepted points the rates were now satisfactory to complainant 
and other parties. 

The agreement of the rail lines, the examiner said, also 
included their promise to increase the rates on salt and salt 
mixtures from Utah salt producing points to Colorado and 
Wyoming destinations to preserve the present relation with 
the rates on the same commodities from Kansas salt producing 
points to the same destinations, when the rates as “checked in” 
under the salt rate investigation were restored from the Kan- 
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sas salt producing points to the same destinations. The agreeg 
basis should not be found unreasonable or otherwise unlawf 
he recommended, and that the rail lines would be expected 
concurrently with the establishment by the motor carriers 
with the rates, rules and regulations found lawful in the re. 
port, to comply with the terms of their agreement without 
further consideration by the Commission. 

The complainant in the title case, the report said, was, in 
a sense, appearing in the role of amicus curiae, seeking syb. 
stantially no reduction in rates. Its proposals, it said, were 
intended to promote the establishment of minimum rates by 
rail and motor carriers, with some semblence of uniformity 
of rules and regulations to govern them, and wholly to avoid 
any rate controversies with respect to rates from other fields 
of salt production. 


A member of the State Corporation Commission of the 
State of Kansas, said the report, sat with the examiner in tak. 
ing the testimony because, in cooperation with the Kansas com. 
mission, three complaints filed with that body concerning the 
propriety of the intrastate rates in Kansas on salt and salt 
mixtures were set for hearing with the instant proceeding. 

The cases joined with the title proceeding were: 


MC C-302, Morton Salt Co. vs. A. E. Adams dba Adams Transfer & 
Storage Co. et al.; MC C-302, Sub. 1 Morton Salt Co. vs. Will C. Barrett 
Feed & Poultry Co. et al.; MC C-278, Salt—Kansas to Colorado and 
Wyoming. Points; MC C-322, Salt, Hutchinson, Kans., to points in 
Kansas and Missouri; I. & S. M-1568, Eggs, Salt—Kansas Points to 
Kansas and Missouri Points; I. and S. M-1702, Salt—Rates and Rules— 
Kansas to Iowa Points; I. & S. M-1835, Salt, Kansas to Kansas City, 
Mo.; I. & S. M-2008, Salt—Lyons, Kans., to Minneosta, Missouri, North 
Dakota and South Dakota; I. & S. M-2044, Hutchinson Cider & Vinegar 
Works—Salt, Kansas to Colorado. 


NATIONAL CARLOADING APPLICATION 


R. W. Snow, assistant director of the Commission’s Bureau 
of Water Carriers and Freight Forwarders, in a proposed re- 
port in FF-68, National Carloading Corporation Freight For- 
warder Application, has recommended that a permit be granted 
applicant to forward commodities generally between all points 
in the United States. 

The report said that 98.5 per cent of the capital stock of 
the applicant was owned by Standard Carloading Corporation. 
One-third of the shares of Standard, it said, was owned re- 
spectively by Chesapeake & Ohio, by a wholly-owned subsidiary 
of the Erie, and by the Pere Marquette. Thus, it said, each of 
the three railroad companies, common carriers subject to part I 
of the act, owned, indirectly, one-third of 98.5 per cent of the 
capital stock of National. 

The report said that National maintained facilities for 
consolidating carload and truckload shipments in the principal 
cities throughout the country, and had agents in many of the 
smaller towns and cities. Many of the common carriers by 
motor vehicle, used in transporting property to the consolidat- 
ing points, it said, had established joint through rates with 
National, and that others had not. No railroads had estab- 
lished such joint through rates, it said, as such a practice was 
not permitted by the statute. 

All shipments forwarded by National, the report said, 
moved on its bills of lading from points of origin, which were 
either the consolidating points or points beyond, to points of 
ultimate destination, which might be the break-bulk points or 
points beyond, and all moved at National’s published rates. 


DAVIS TRUCK RIGHTS PURCHASE 


Examiner Vernon V. Baker, in a proposed report in MC ‘ 


F-2134, R. E. Guerin Trucking Co., Inc.—Purchase—Ralph L. 


Davis, has recommended denial of authority to R. E. Guerin 


Trucking Co., Inc., of Worcester, Mass., to purchase operating 


rights and property of Ralph L. Davis, of Fair Haven, Vt. The | 


Davis rights involved common carriage of petroleum products, 


in bulk, in tank trucks, over irregular routes, from South Port- 7 
land, Me., Troy, N. Y., and points within 20 miles of Troy, to 
points in Vermont, and temporary authority to transport such 7 


products from Burlington, Vt., to Malone, N. Y., over a regular 


route, and from Albany, N. Y., to Claremont, Peterborough, 4 
Keene, and North Walpole, N. H., from Burlington to Berlin, § 


Lancaster, Littleton, and Woodsville, N. H., and from White- 


hall, N. Y., to Rutland, Vt., over irregular routes, expiring Dec. = 
31, 1944. The agreement provided for the purchase of the afore | 


mentioned operating rights, intrastate rights within Vermont, 
and equipment and property, said the report. The examiner said 


he was unable to recommend the required finding under section | 
5(2) (3), providing that no transaction be approved which will | 


result in an increase of total fixed charges, except on a specific 
finding by the Commission that such increase would not be con- 
trary to the public interest. 
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Proposed Reports 
Battery Boxes, Etc. 


I. and S. M-2172, Commodities over Pennsylvania Dispatch. 
By Examiner C. W. Bennett. Increased motor common carrier 
commodity rates proposed by Pennsylvania Dispatch, Reading, 
Pa, on battery boxes, from Watertown, Mass., to Reading, Pa., 
and points within 5 miles thereof, on canned fruit and vege- 
tables from Hall, Rochester, and Victor, N. Y., to Reading, 
and on macaroni products from Lebanon, Pa., to New Haven, 
Conn., Providence, R. I., and specified points in New York, not 
shown to be just and reasonable. Schedules filed to become 
effective Jan. 18 and suspended until Aug. 18 on protest on 
pehalf of the Office of Price Administration and the Director 
of Economic Stabilization proposed to be ordered canceled and 
the proceeding discontinued. The report pointed out that re- 
spondent, unlike most other motor common carriers, did not 
increase its rates following the approximate 6 per cent increase 
authorized for rail carriers in 1942 in Ex Parte 148, and said 
for the avowed purpose of obtaining needed additional revenue, 
respondent “now proposes” a so-called basic 6 per cent increase 
in its rates, although the increase in certain instances was 
greater. The report said respondent had not met the burden 
of proving that the proposed increases were just and reasonable. 


Woodpulp, Etc. 


I. and S. M-2177, Classifications in Middle Atlantic States. 
By Examiner D. C. Dillon. Increased exception ratings pro- 
posed by motor common carrier members of the Middle Atlantic 
States Motor Carrier Conference, Inc., on woodpulp or pulp- 
board, plate bands or rings, of one and one-half times first 
class, and on metal ribbon-winding spools, flanged with pulp- 
board, paperboard, or fibreboard, of double first class, between 
points in eastern trunk line territory, not shown to be just 
and reasonable, but proposed cancelation of exception ratings 
on straight shipments of certain kinds of rivets, just and reason- 
able. Schedules filed to become effective Jan. 25 were sus- 
pended until Aug. 25 on protest of the Office of Price Adminis- 
tration and the Director of Economic Stabilization. The ex- 
aminer said the suspended schedules, to the extent found un- 
lawful, should be ordered canceled and the proceeding discon- 
tinued. The lawfulness of all motor freight classification ratings 
in the territory considered here was before the Commission in 
MC C-150, and, said the examiner, the conclusions here reached 
were without prejudice to any different conclusion that might 
be reached in that proceeding. 


Hogs 


No 28882, Coast Packing Co. vs. Union Pacific Railroad Co. 
By Examiner John Davey. Dismissal proposed. Rate of 106 
cents, minimum 24,000 pounds in 36-foot 6-inch double-deck 
carloads, from Columbus, Neb., to Vernon, Calif., on ship- 
ments made between Jan. 14, 1940, and Dec. 27, 1941, proposed 
to be found not unreasonable. A rate of 103 cents, made 
effective Jan. 1, 1942, was claimed. The report said the vol- 
untarily established 103-cent rate did not in and of itself 
warrant a finding that the prior rate was unreasonable. 


Ground Barite 


No. 28926, Thompson, Weiman & Co., Inc., vs. Alabama 
Great Southern Railroad Co. et al., embracing No. 28935, 
Point Barite Co. vs. A. T. & S. F., et al. By Examiner Claude 
A. Rice. Rates, generally column 20, minimum 50,000 pounds, 
ground barite (barytes), Cartersville, Ga., and Mineral Point, 
Mo., to points in Louisiana, Oklahoma, and Texas, unreasonable 
now and for the future to the extent they exceed or may exceed 
rates based on column 14, minimum 80,000 pounds, an unduly 
prejudicial to the extent that they bear a higher percentage 
relation to first class than rates from origins in Arkansas to 
the same points. 

Logging Cars Demurrage 


No. 28937, Walter-Hovey Co. vs. Southern Pacific Co. By 
Examiner Harold M. Brown. Dismissal proposed. Demurrage 
charges, totaling $5,934.50, assessed for detention of logging 
cars near Canby, Calif., from Dec. 29, 1939, to April 22, 1940, 
inclusive, computed at $2.20 a car for first four days, and $5.50 
or remaining days, applicable but unreasonable to the extent 
they exceeded the amount that would have accrued up to and 
including Jan. 8, 1940. Waiver of charges assessed in excess 
of basis found reasonable, proposed to be authorized. Logs 
Were loaded on five cars Dec. 29, 1939, four cars on Dec. 30, 
and one car Jan. 2, 1940, as to which charges were assessed 
according to the report. The report said that on Jan. 8, com- 
Plainant closed its logging camp for the winter and the loaded 
cars remained on the logging road until operations were re- 
sumed April 22, 1940. The report said that notice was given to 
the defendant, which made it a practice to store logging cars 
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on the involved tracks, and that as these cars were to have 
been so stored in any event, the Commission should conclude 
that the end of the 1939-1940 season at this logging camp 
occurred when all operations ceased and the camp was definitely 
closed for the winter on Jan. 8, 1940, and that the cars in 
question would be considered as stored from Jan. 9 to April 22, 
both inclusive. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


lowa (Lake City)—-MC 61967, Sub. 1, Frank Bauder, exten- 
sion. Denial of certificate proposed. Livestock between Lake 
City and points within a radius of 15 miles thereof, and Omaha, 
Neb.; prepared feed from Omaha to the described Iowa terri- 
tory, over irregular routes. 

Missouri (St. Louis)—-MC 46200, Sub. 2, Sirkin & Needles 
Moving Co., extension. Denial of certificate proposed. House- 
hold goods, between points in IIl., and Mo., on the one hand, and, 
on the other, points in Colo., Conn., Ga., Fla., R. L, Va., and 
W. Va., over irregular routes. 

New York (New York)—MC 34483, Morris Brenner, com- 
mon carrier. Denial of certificate proposed, and findings in 
prior report, 14 M. C. C. 53, affirmed on further hearing. Con- 
tinuance in operation, general commodities, with exceptions, be- 
tween all points in New York, points in N. J. within a radius of 
35 miles of New York, city end of the Holland Tunnel, and 
points in a described area of Conn., over regular and irregular 
routes, including routes through Pa., serving all intermediate 
points, except points in Pa. 

Indiana (Marion)—-MC 74588, Sub. 12, Marion Trucking 
Co., Inc., extension. Denial of certificate proposed, and recom- 
mended that the Commission, on its own motion, consider appli- 
cation as one for temporary authority. Gasoline, petroleum, 
and petroleum products, from Evansville, Ind., to points in IIL., 
and Ky.; from Terre Haute, Ind., to points in ill.; from Louis- 
ville, Ky., to points in Ind.; from Lawrenceville, Ill., to points 
in Ind. and Ky.; from Wood River, Ill., to points and places in 
Ind. and Mo.; and from Cape Girardeau, Mo., to points in Ill. 

Missouri (Sedalia) —-MC 69236, Sub. 3, Clara T. Schien, ex- 
tension. Certificate proposed. General commodities, with ex- 
ceptions, between Warsaw and Springfield, Mo., over a described 
route; serving, in connection with presently authorized operation 
over U. S. highway 50, the Sedalia Glider Base, over a regular 
route. 

North Carolina (Raleigh)—-MC 13300, Sub. 18, Carolina 
Coach Co., extension. Certificate proposed. Passengers and 
their baggage, express, mail and newspapers in the same vehi- 
cle with passengers, between specified N. C. points, over regu- 
lar routes. 

New Mexico (Raton)—-MC 67206, Sub. 2, M. B. Bennett, 
extension. Certificate proposed. Returned empty containers 
and damaged or rejected shipments northbound over U. S. high- 
way 85 from Santa Fe, N. M., to junction of U. S. highway 85 
and 64 south of Raton, N. M., serving all intermediate points; 
general commodities, with exceptions, to and from Talpa, 
Rancho de Taos, Taos Pueblo, El Prado, Elizabethtown, Red 
River, and Molybdenum, N. M., as off-route points from U. S. 
highway 64, in connection with applicant’s presently authorized 
regular route; livestock, over irregular routes, between points in 
Colfax, Taos, Harding, Mora, San Miguel, Union, Guadalupe, 
Quay, Santa Fe, and Rio Arriba counties, N. M., on the 
one hand, and, on the other, all points in Colo., limited to 
shipments of 15,000 pounds or less, live weight, except when 
moving to or from a point served by a railroad as part of 
a movement by rail beyond the point or when moving between 
points neither of which is served by rail. 

Massachusetts (Boston)—-MC 53540, Sub. 1, Harold D. 
Kahn, extension. Dismissal of application proposed, at appli- 
cant’s request. New furniture, wooden frames, springs, baled 
cotton, fiber, and moss, between points in Mass., on the one 
hand, and, on the other, points in a described area of N. H., 
over irregular routes. 

Missouri (Joplin)—-MC 44558, Missouri-Arkansas Trans- 
portation Co., common carrier. Certificate proposed, on fur- 
ther hearing. Continuance in operation, general commodities, 
with exceptions, between Kansas City, Kans., and Joplin, Mo., 
over a specified route, serving Kansas City, Mo., as an inter- 
mediate point, and return over the same route. 

New Hampshire (Franklin)—-MC 17979, Sub. 2, Martin A. 
Crowley, extension. Certificate proposed. Household goods; 
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between points in Merrimack county, N. H., on the one hand, 
and, on the other, points in Maine; fertilizer, from March 1 to 
June 30 each year, from North Weymouth, Mass., to points 
in Merrimack and Belknap counties, N. H.; and lumber and 
box shooks, from Franklin, N. H., to points in a described area 
of Mass., over irregular routes. 

North Carolina (High Point)—-MC 104349,. J. M. Chafin, 

common carrier. Certificate proposed. New upholstered furni- 
ture, except when in boxes, crates or cartons, from High Point, 
N. C., to points in S. C., Ga., Va., and W. Va., and damaged 
or rejected shipments of such commodity in the reverse direc- 
tion, over irregular routes. 
_ Kansas (Topeka)—-MC 104290, H. M. Lynn, common car- 
rier. Certificate proposed. Prepared mill feeds, between 
Kansas City, Mo., and Topeka, Kans., over a described regular 
route, serving no intermediate or off-route points. 

California (Yermo)—MC 104094, Lloyd F. Harvey, common 
carrier. Certificate proposed. Passengers, baggage, express and 
mail between Yermo and Death Valley Junction, Calif. 

New York (New York)—-MC 66562, Sub. 502, Railway Ex- 
press Agency, Inc., extension. Certificate recommended. General 
commodities moving in express service between Stuyvesant and 
Valatie, N. Y. 

New Mexico (Albuquerque)—MC 54578, Sub. 1, San Juan 
Basin Lines, Inc., extension. Certificate recommended. General 
commodities, including dangerous explosives and excluding 
commodities in bulk, commodities requiring special equipment 
and household goods between specified points in N. M. 

Oklahoma (Beaver)—MC 4285, Sub. 1, H. I. Kendrick, 
common carrier. Certificate proposed. Farm machinery, Ama- 
rillo, Tex., to Beaver, Okla.; lumber, Springer, N. M., and 
points within a radius of 50 miles thereof; and household goods 
between Beaver and points within a radius of 50 miles thereof, 
on the one hand, and points in Kan., on the other. 

Massachusetts (Springfield)—-MC 1940, Sub. 8, Trailways 
of New England, Inc., extension. Certificate proposed. Passen- 
gers, baggage, express, mail and newspapers, from the junction 
of Connecticut Highway 74 and Connecticut Highway 30 (for- 
merly Connecticut Highway 15), over Connecticut Highway 74 
through Tolland, Conn., to junction Connecticut Highway 15, 
and thence over Connecticut Highway 15 to junction Connecti- 
cut Highways 20 and 15A, and return, serving all intermediate 
points. 

Kansas (Hutchinson)—-MC 46599, John W. Healzer, com- 
mon carrier, Certificate proposed, on further hearing, and find- 
ing in prior report on reconsideration, 31 M. C. C. 161, modified. 
Continuance in operation, general commodities, with exceptions, 
between Kansas City, Mo., and Chicago, IIl., over a described 
route. Present and future public convenience and necessity pro- 
posed to be found to require carriage of general commodities, 
with exceptions, serving points in the Kansas City, Mo.-Kansas 
City, Kans., and Chicago commercial zones, except Kansas City, 
Mo., and Chicago, as off-route points in connection with pre- 
viously authorized regular-route operations to and from Chi- 
cago and the regular-route operations to and from Kansas City, 
Mo., which it was proposed applicant be authorized to continue. 
The report proposed withholding for 30 days issuance of the 
certificate as to service to points in the aforementioned com- 
mercial zones, in order to give interested parties who might be 
taken by surprise to their prejudice an opportunity to petition 
for further hearing or reconsideration. 

North Carolina (Charlotte)—-MC 52943, H. C. Sharpe, Suc- 
cessor to Harold Dow Albright, common carrier (formerly MC- 
7614), embracing MC 52943, Sub. 1, Same, Successor to H. C. 
Huitt. Certificate proposed. Continuance in operation, specified 
commodities, from defined areas in N. C. and S. C. to specified 
points in defined areas in Md., N. J., N. Y., Conn., R. I., and 
Mass.; general commodities, with exceptions, from specified 
points or in defined areas in Mass., R. I., Conn., N. Y., N. J., 
Pa., and Md., to Danville, Va., Augusta, Ga., and to points in 
defined areas in N. C. and S. C., over irregular routes. 





FINANCE APPLICATIONS 


Finance No. 14260, Chicago & Eastern Illinois Railroad Co. asks 
authority to construct and operate a connecting track line between 
the line of the C. & E. I. and the line of the Chicago, Terre Haute & 
Southeastern Railway Co., approximately 400 feet, in Sullivan county, 
Ind., and not within any city or village. 

Finance No. 14264, Virginia & Carolina Southern Railroad Co., 
asks authority to extend for ten years, to July 1, 1953, the maturity 
date of the entire issue of its $524,000 principal amount of first 
mortgage 5 per cent bonds, dated July 1,-1913, and payable July 1, 
1943. The application said the road was not in position to provide 
funds for the payment of the bonds at maturity. The bonds, it said, 
were held by the Atlantic Coast Line Railroad Co., ‘‘which controls 
the applicant through beneficial ownership of its outstanding stock,”’ 
and that the A. C. L. was willing that the bonds be extended as 
aforementioned. 

MC F-2235, Ezra Knaus and Mary Jane Knaus, a partnership, dba 
Knaus Truck Lines, of Kansas City, Mo., ask authority to lease all 
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operating rights, equipment, and property of Knaus Truck Lines 
also of Kansas City. 

MC F-2236, Santa Fe Trail Transportation Co., of Wichita, Kans, 
ask authority to purchase certain operating rights of E. L. Vincent, dba 
Vincent Truck Lines, also of Wichita. 

MC F-2237. Dalby Motor Freight Lines, Inc., Lubbock, Tex., asks 
authority to purchase operating authority under MC 15823, between 
Amarillo and Littlefield, Tex., of Jonathan Thomas Graham, dba 
Johnnie Graham’s Truck Express Loop, of Midland county, Tex, 

MC F-2238. Holdcroft Transportation Co., Sioux City, Ia., asks 
authority to purchase operating rights of Harry Jaffa, dba Jaffa Trans. 
portation and Jaffa Transit, Minneapolis, Minn., and temporarily to 
operate under lease. 

Finance No, 14266. Dillonvale & Smithfield Railway Co. asks ay. 
thority to issue 3,845 shares or less of its common capital stock, par 
value $100 a share, to Hanna Coal Co., as representing the purchase 
price of all the property of applicant. According to the application, the 
stock was issued without Commission approval on the belief the appli- 
cant was an intrastate carrier. But, it says, since applicant has been 
regarded as being engaged in interstate commerce it desires to cancel 
outstanding stock certificates and to issue in lieu thereof new certif. 


cates representing all its property and property rights, valued at 
$200,000. 


, Ine¢,, 


WATER CARRIER EXEMPTION APPLICATION 

Louisiana Materials Co., Inc., of New Orleans, La., in 
W-467, has asked the Commission for an order exempting the 
company from the provisions of Part III of the act, in accord- 
ance with section 302(e). Applicant says it does not seek ex- 
emption from any one particular contract, “but from a type 
of contract for the rental of barges on a daily or monthly 
basis and the rental of tugboats, either bareboat or with a 
crew, on an hourly, daily, or monthly basis.’’ The application 


describes the nature of the operation as the furnishing of ves- | 


sels for use in marine construction in the Gulf of Mexico, the 


Gulf Intracoastal Waterway, the Mississippi River and adja- j 


cent waterways. 





T. & P. BONDS 


The Commission, division 4, by a second supplemental order | 


in Finance No. 12340, Texas & Pacific Railway Co. Bonds, has 
denied the supplemental application of the T. & P. for author- 


ity to extend the time to and including June 30, 1945, within % 
which the railroad might pledge and repledge $10,000,000 of © 
general and refunding mortgage 5 per cent bonds, series D, as % 


collateral security for any notes which it might issue within 
the limitations of section 20a(9) of the act. 


The order said that the Commission, division 4, had entered | 
an order March 24, 1939, 230 I. C. C. 798, as modified by a | 
supplemental order of June 4, 1941, authorizing the T. & P. to 


pledge and repledge from time to time, to and including June 


30, 1943, as aforementioned, $10,000,000 of series D bonds. How- © 
ever, said the order, it appeared that the applicant did not 7 
contemplate any short-term borrowings at the present time, and 
that therefore no necessity existed for an extension of time to | 


and including June 30, 1945, within which the bonds might be 7 
pledged and repledged. Should such a necessity arise, it said, 
an application for authority to pledge the bonds could then be | 


filed. 


COMMISSION WATER ACTION 
The Commission, division 4, by an order in W-811, Poto- 


mac River Line, Inc., Temporary Authority Application, has | 
granted authority to Potomac River Line to operate as a com- | 


st RADY 


mon carrier by self-propelled vessels in the transportation of © 


passengers in round-trip excursion service between Washing- 
ton, D. C., and points on the Potomac River between Washing- 
ton and Mt. Vernon, Va., by way of the Potomac River, until 
Sept. 30. 

Because the applicants were engaged on Jan. 1, 1940, and 
continuously since, in the performance of transportation ex- 
empt from regulation under sections 302(d) and (e) and 303(g) 
of the act, the Commission, division 4, has denied the following 
applications; W-131, Bleakley Transportation Co., Inc. Con- 
tract Carrier Application; W-128, North River Barge Line, Inc. 
Contract Carrier Application; and W-124, Triboro Scow Cor- 
poration Contract Carrier Application. 

By an order in W-892, Truckers Steamship Co. Temporary 
Authority Application, the Commission, division 4, has author- 
ized Truckers Steamship Co. to operate as a common carrier 
by self-propelled vessels, in the transportation of motor vehicle 


tractor units, between the ports of Detroit, Mich., and Cleve- ; 


land, Ohio, until Dec. 31, 1944. 


RAIL DEPRECIATION RATES 


In accordance with the provisions of the uniform system | 


of accounts for steam railroads, the Commission has issu 


sub-orders Nos. SE 696-A and 501-A, dated June 18, prescrib- © 
ing depreciation rates applicable to the equipment of the Nal- | 
ragansett Pier Railroad Co., and the Verde Tunnel & Smelter | 


Co., respectively. 
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July 3, 1943 


Interterritorial Rates 


Because it said the bill raised a question similar to that 
involved in pending proceedings involving class rates, the 
legislative committee of the Commission, in a report to Chair- 
man Wheeler, of the Senate interstate commerce committee, 
on S. 947, the bill to provide for establishment of uniform 
freight rates as recommended by the Board of Investigation 
and Research, said it assumed the senator “would not expect 
us to make a recommendation which might be interpreted as 
pearing upon the issues before us in those proceedings.” The 
report was made on behalf of the Commission. 

Commissioner Splawn, chairman of the legislative commit- 
tee, had pointed out that it was the committee’s usual practice 
to make a definite recommendation that the bill should or 
should not pass “when we have sufficient knowledge of the 
subject matter to warrant such a recommendation.” The class 
rate proceedings, said he, would soon be submitted for a pro- 
posed report. 

S. 947 was introduced by Senators Overton and McClellan 
immediately after the transportation board had made its inter- 
territorial rate report (see Traffic World, April 3, p. 799, and 


April 10, p. 855). In the report on the bill, Commissioner 
Splawn said: 


Although the title of the bill refers to ‘‘uniform freight rates’’ in 
general, class rates only are covered by the bill itself. Section 1 of 
the bill is a declaration of policy to the effect that for the reasons 
therein set forth ‘‘there should be established a uniform classification 
of freight and a uniform scale of class rates for application throughout 
the continental United States in interstate commerce, with such excep- 
tions Only as are necessary to insure adequate transportation service 
in particular areas.’’ By the second section this Commission would be 
directed to formulate and publish within nine months from date of 
enactment ‘‘a proposed uniform classification of freight and a proposed 
uniform scale of class rates, to apply locally and jointly with respect 
to part I of the interstate commerce act, as amended.’’ Three months 
after such publication hearings would be started for the purpose of 
receiving objections and suggestions concerning the proposed classi- 
fication and scale of rates. Within two years after the commencement 
of these hearings such uniform classification and scale of class rates 
as the Commission found to be just, reasonable and lawful, and con- 
sistent with the policy expressed in this act would have to be made 
effective by order of the Commission. Provision is made for exceptions 
to the uniform classification and scale under specified conditions. 

This bill involves important considerations of legislative policy. 
Whether there is need for legislation of this kind perhaps can be better 
appraised if consideration is given to the extent of the uniformity in 
classification and class rates which now exists. 


Matter of Classification 


We shall mention the matter of classification first. Ever since the 
Commission was given jurisdiction over rates, what is known as the 
official classification has applied within eastern territory (roughly the 
region east of the Mississippi and north of the Ohio and Potomac 
Rivers, but including also West Virginia and most of Virginia), the 
southern classification within southern territory (lying east of the 
Mississippi and south of eastern territory), and the western classifica- 
tion within the region west of the Mississippi. In addition, there is 
what is known as the Illinois classification, used in the border terri- 
tory between official and western classifications. These four classifi- 
cations are now combined in a single publication called the consoli- 
dated classification. Many years ago this Commission approved the 
principle that there should be a uniform classification of freight. 
Considerable progress has been made in the direction of uniformity of 
the various classifications, but no classification uniform in all respects 
has actually been established throughout the country. After a series 
of hearings about 25 years ago uniformity in rules and descriptions of 
freight throughout the country was brought about, and generally by 
progressive action the ratings on classes 1, 2, and 3 (principally apply- 
ing to articles in less than carloads) have been made uniform. Classi- 
fication revision on a broad scale has not proceeded further. In fact, 
with the growth of motor competition the rail carriers have made a 
very large number of classification exceptions in late years. 


Class Rates 


A little over 20 years ago the Commission began to concern itself 
with the problem of unifying the class rates themselves. Up to that 
time it had never dealt in a general way with class rates in a fairly 
large region with homogeneous geographical and commercial character- 
istics except those in what is called central territory, a subdivision of 
eastern territory including roughly Ohio, Michigan, Indiana and Illinois. 

The commercial activity of the early 1920’s drew attention to the 
need of broader territorial revisions of the class-rate structures. In 
some instances this need was disclosed by the filing of formal com- 
plaints by shippers and others, but for the most part the Commission’s 
action was taken under its investigative powers exercised in response 
to a widespread feeling on the part of railroad officials, as well as 
Shippers, that the existing rates embodied so many departures from 
the long-and-short-haul provision and instances of potential undue 
prejudice and preference that the entire body of class rates within the 
more important territorial divisions of the country needed a thorough 
overhauling. 


Commission Decisions 


Between 1925 and 1930 the Commission rendered a series of deci- 
Sions in four comprehensive proceedings involving class- rates, as fol- 
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lows: (1) Within southern territory and between that territory and 
eastern territory;* (2) within eastern territory; (3) within the South- 
west (Arkansas, Louisiana, Oklahoma, and Texas), and between the 
Southwest and practically all of the remainder of the country east of 
the Rocky Mountains; and (4) within western trunk-line territory 
(roughly the region between the Rocky Mountains and eastern territory 
and north Oklahoma and Arkansas). Later there was a decision in a 
fifth general class-rate proceeding relating to class rates between south- 
ern and western trunk-line territories. With the exception of the 
southwestern case all of these proceedings involved class rates only. 
None involved the governing territorial classification, but in some of 
them were presented the questions whether the ‘‘origin’’ or ‘‘destina- 
tion’’ territory classification should govern on shipments between the 
territories, and also ratings applicable to a number of individual 
articles. In addition to these five major proceedings there have been 
a number of individual cases involving class rates in the territory 
west of the Rocky Mountains (some prior to and some since 1931), 
but no single proceeding has embraced that territory as a whole. 

In each of the regions covered by the proceedings referred to above 
there had previously been a diversity of class rates, some being based 
on distance scales and others being specific or group rates. In general, 
the Commission’s decisions required the establishment of rates based 
rather closely but not solely on distance. However, the basic distance 
scales prescribed in each territory differed from the others, except that 
the adjustments prescribed in southwestern and trunk-line territories 
were the same. In each of the four proceedings except the one involv- 
ing rates within eastern territory through class rates between that 
territory and the other territories were prescribed, and the method of 
constructing interterritorial class rates by combination of the rates 
within the territories, which had mainly prevailed up to that time, 
was largely superseded. 

Although the rates prescribed by the Commission in these cases 
did not meet with the unanimous approval of interested parties, ship- 
pers and carriers, we believe it is generally accepted that the new 
rates were great improvement over those formerly in effect, and that 
the establishment of through ‘‘overhead’’ class rates, to and from 
eastern territory particularly, was an important step forward. 


Further Consideration 


About four years ago there were expressions of view in a number 
of different quarters to the effect that the time was ripe for further 
consideration of the major class-rate investigations, and several bills 
relating to the question were introduced in Congress. Taking note of 
the question in 1939 we instituted several related investigations on 
our own motion to look into this situation. In our annual report to 
the Congress for that year we said: 

‘“‘Developments in the usual course of our administration of the 
interstate commerce act, both parts I and II, so far as they relate to 
rates and classifications, have given constantly growing emphasis to the 
necessity for a thorough reexamination of the bases of the class-rate 
structures and the underlying classifications. As illustrative of these 
developments it may be noted that competition between the different 
forms of transport subject to these respective parts of the act has 
brought about some marked departures from, and in some instances 
complete disregard of, the principles of both classification of freight 
and of rate-making that were generally recognized and quite uni- 
formly observed in the past; and that there has been rather wide- 
spread expression of opinion that the existing classifications and class 
rates of carriers by rail and by rail and water are outmoded and obso- 
lete. We have felt that we should undertake general investigations of 
(1) class rates, all-rail and rail-and-water, applicable in the United 
States generally, except in mountain-Pacific territory and on trans- 
continental traffic [docketed as No. 28300]; and (2) freight classifi- 
cations, both by rail or rail-and-water and motor vehicle [docketed as 
No. 28310 and No. MC C-150, respectively].’’ 

By section 5 (b) of the transportation act of 1940 the Commission 
was 

““* * * authorized and directed to institute an investigation into 
the rates on manufactured products, agricultural commodities, and raw 
materials, between points in one classification territory and points in 
another such territory, and into like rates within any of such terri- 
tories, maintained by common carriers by rail or water subject to part 
I of the interstate commerce act,-as amended, for the purpose of de- 
termining whether said rates are unjust and unreasonable or unlawful 
in any other respect in and of themselves or in their relation to each 
other, and to enter such orders as may be found to exist: * * *’’ 

To some extent this mandate had been anticipated by our action 
in instituting the investigations in No. 28300* and 28310, which, as we 
said in our annual report to the Congress for 1940 may be regarded 
as a highly important first step in this general investigation which 
Congress had directed us to institute. 

The broad objective of these three proceedings was stated in a 
notice to the carriers and to the public dated January 9, 1940, as 
follows: 


‘‘* * * to determine whether the present class-rate structure 


within the territorial scope of these proceedings can be simplified, 
and a lawful rate structure better suited to existing conditions can be 
established. It requires consideration of ‘many matters, among them 
being (1) whether one rate level, or fewer and more closely related 

*The rates established under this decision were later revised for 
the purpose of conforming them to those prescribed in North Carolina 
Corp. Comm. vs. Akron, C. & Y. Ry. Co., 213 I. C. C. 259, Common 
wealth of Kentucky vs. Ahnapee & W. Ry. Co., id 297; and Class 
Rates within the State of North Carolina, 238 I. C. C. 225. 

*It should be noted that this proceeding does not embrace rates 
within or to or from the territory west of the Rocky Mountains. With 
the exception of Utah there has been no substantial demand for a 
broadening of the investigation to include the territory omitted. 
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rate levels than now exist, are lawful and desirable in the territory 
embraced in No. 28300; and (2) whether the establishment throughout 
the country of a rail and water classification, and a motor classification, 
simplified and uniform or more nearly uniform when compared with 
the present consolidated freight ‘classification, is lawful and prac- 
ticable.’’ 

In 1940 the Commission instituted another proceeding, No. MC 
C-200, which is a general investigation of interstate class rates applic- 
able to transportation by common carriers by motor vehicle, and is of 
the same territorial scope as No. 28300, the rail carrier class-rate 
investigation. 

Shortly after the commencement of those proceedings the present 
war started. The conditions in industry due to the war, certain essen- 
tial preliminaries to hearings, including an examination into the com- 
parative costs of railroad transportation in the various territories and 
other necessary studies by the members of the Commission’s staff, 
the allowance of time sufficient for the parties to prepare their evi- 
dence, and other reasons, delayed the conclusion of the hearings in 
Nos. 28300 and 28310. However, the hearings were closed in April of 
this year, and briefs are due on or before the end of July next. At 
that time the proceedings will be submitted for proposed report. 


Question One of Policy 


The question whether the mandate of section 5(b) of the trans- 
portation act of 1940 is to be superseded or supplemented by another 
legislative direction such as is proposed in S. 947 is primarily one of 
policy for the Congress. S. 947 is unusual in that it would prescribe 
certain definite characteristics as mandatory in the formulation of the 
new class-rate scale. For that reason some of the practical effects of 
this proposed mandate must be considered. 

Section 2 of the bill read literally would require that a uniform 
scale of class rates be established for transportation of freight by car- 
riers subject to part I of the interstate commerce act. Presumably this 
contemplates, at least initially, a single basis for all such carriers, 
which include railroads, express companies, pipe lines, and to a limited 
extent water carriers. (Since the enactment of Part III in 1940 the 
principal regulation of water carriers has been under that part.) 
There is at present a systematic and unique basis of express rates, 
generally considered satisfactory, which is based closely on distance 
and bears little resemblance to railroad rates. It would be impossible 
to devise a workable uniform basis of railroad and express rates, 
because of the fundamental differences between the two kinds of trans- 
portation. Since pipe lines do not transport what is usually regarded 
as class-rate traffic, the bill could perhaps be interpreted as not applic- 
able to pipe lines. Possibly pipelines should be specifically excepted. 


Distance Rates 


The requirement of a uniform scale of class rates would mean, if 
» taken literally, that the rates would have to be based rigidly on dis- 
tance and nothing else, this being the usual meaning of the word 
“‘scale’’ (a series of numbers of cents per 100 pounds, each of which 
is assigned to a block of progressing distances, the blocks each cover- 
ing some 25 miles at most). In the past it has not been the practice 
either of this Commission, most of the state commissions, or the 
carriers to base freight rates rigidly on distances, but S. 947 apparently 
would require a scale to be used in making rates between Seattle, 
Wash., and Miami, Fla., and between San Diego, Calif., and Bangor, 
Maine, for example. Such an extreme use of a rigid distance basis in 
making rates would be revolutionary, particularly in respect of rates 
to and from the Pacific Coast. 


Clarification Needed 


It would be helpful if the bill could be clarified so as to indicate 
what, if any, departures from uniformity would be permitted, other than 
those contemplated in section 2(e). Otherwise the question would arise, 
for example, whether the rates prescribed would be maximum or mini- 
mum, or maximum and minimum. Presumably they would be the latter, 
under present wording. There would also arise the question whether 
the rate between two points over all workable routes could be based 
on the distance over the most direct route with relief from the long- 
and-short-haul provision at intermediate points on the circuitous routes. 

The question also concerns rail-water rates, now frequently made 
differentially lower than those between the same points over all-rail 
routes. The bill is silent as to whether such departures from uni- 
formity are to be permitted. Likewise, the bill does not state whether 
all-rail routes would be permitted to maintain rates lower than those 
in the uniform scale in recognition of water competition. 

Competition between communities, particularly competing ports, 
must be considered in this connection. For example, there are now 
export and import class rates between the Gulf ports and central terri- 
tory lower than the class rates on domestic traffic to and from the same 
points. Under this adjustment the export and import class rates be- 
tween Chicago and New Orleans have been the same as those between 
Chicago and Baltimore, although New Orleans’ distance is 100 miles 
greater. The question would arise at once whether such departures 
from uniformity as this would be permissible, if S. 947 were enacted. 

By section 2(e) of the bill the Commission would be directed and 
authorized— ° 

‘“‘Whenever necessary to insure adequate transportation service in 
particular areas, to make such exceptions and modifications in such 
uniform classification of freight or such scale of class rates as may be 
consistent with differences in costs of rendering such service and the 
revenue needs of particular carriers.”’ 

The effect of this provision is far from clear. One question which 
arises relates to the size of the particular areas in which departures 
from uniformity should be authorized. A major rate-making territory 
might be regarded as such an area, or the term might be restricted 
to a subdivision thereof. Would such modifications have to be deter- 
mined at the time of the Commission’s initial order or would they be 
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left for future consideration after a single uniform scale had first been 
put into effect? 


Effect on Rate Making 

The principal question raised by section 2(e), however, is whether 
it is intended to supersede other provisions of law governing the deter. 
mination of reasonable rates. It appears to be the intent of this para. 
graph that exceptions are to be permitted only in regions where costs 
of service are higher or lower than the general average, or in which 
carriers are unusualiy prosperous or impecunious. In other words, jt 
seemingly would require that the question of permitting exceptions be 
determined solely with reference to carriers’ costs or financial needs, 
In the Hoch-Smith resolution, however, which is still in effect, it js 
declared as the true policy in rate-making to be pursued by this Com. 
mission ‘‘in adjusting freight rates, that the conditions which at any 
given time prevail in our several industries should be considered insofar 
as it is legally possible to do so, to the end that commodities may freely 
move.’’ Similarly by section 15a of the interstate commerce act we are 
directed to consider ‘‘the effect of rates on the movement of traffic by 
the carrier or carriers for which the rates are prescribed.’’ These ele- 
ments are generally regarded as pertaining to the question of the value 
of the transportation service to the shipper in distinction to the cost to 
the carrier. Would they be excluded from consideration in connection 
with modifications of the uniform scale under section 2(e)? For ex. 
ample, it might be shown by shippers in remote sections of the country 
that any uniform scale of class rates applied to long distances would 
make it impossible for them to ship their products to certain markets 
on such a class-rate basis. Would section 2(e) permit a modification of 
the uniform scale upon such a contention? 

The foregoing illustrations of what seems to us a need for clarifica- 
tion of S 947 are not mentioned in a captious spirit, but to center atten- 
tion on questions which are certain to follow the enactment of a meas- 
ure of this kind. Unless they are disposed of in the bill itself, they will 
give rise to controversies which will doubtless consume most of the 33 
months allowed for complying with the mandate of the bill, beside 


making inevitable subsequent judicial review of the Commission’s de- 
terminations.* 


Representative Grant, of Indiana, has inserted in the Con- 
gressional Record a letter addressed to Governor Jones, of 
Louisiana, by J. B. Hill, president of the Louisville & Nashville 
Railroad Co., expressing disagreement with views stated by the 
Louisiana governor in a magazine article to the effect that 
the southern freight rate structure discriminated against the 
south and favored the industrial east. 

Mr. Hill said that, with the exception of coal and some of 
the heavier tonnage of a few of the southern railroads not com- 
mon to many of them, traffic density of the southeastern lines 
was much thinner and the proportion of low-grade freight 
greated than in much of the industrial east, and that, there- 
fore, the average level of freight rates must be higher in the 
south to produce a solvent return. He said that the southern 
railroads had never taken the position that rates in southern 
territory should be higher than rates in the north merely 
to maintain a differential, but solely because a higher level 
of rates in southern territory seemed necessary to maintain 
solvency. Even with this general principle adhered to, he 
added, southern railroads had favored and made such specific 
rates as were necessary to enable a southern producer to market 
his wares in the north and east. The rates from the south to 
the north were generally lower than from the north to the 
south, with respect to tonnage actually moving, he said. 

“Frankly,” he continued, “it is my opinion that the wide 
dissemination of the statement that southern freight rates are 
seriously detrimental to the ‘welfare of southern industry is 
very harmful advertising for the south.” 

Mr. Hill said he was “sending a copy of this letter to other 
southern governors and some other interested persons.” 


TEXAS RATE INCREASES 


Guy A. Thompson, trustee, Missouri Pacific Lines in Texas 
(Houston & Brazos Valley Railway Co. and International-Great 
Northern Railroad Co.), has petitioned the Commission for au- 
thority to revise item No. 11830-B in supplement No. 30 to 
Texas Lines’ Tariff No. 60-E, Agent Ira D. Dodge’s R. C. T. No. 
204, so as to substitute for an estimated weight of 9.8 pounds a 
gallon of magnesium hydroxide, the following description and 
minimum weight requirement: “Magnesium Hydroxide, in tank 
cars, carloads, subject to actual track scale weight, but not less 
than 70,000 pounds.” 

The petition was filed in No. 28846, Increases in Texas 
Rates, Fares and Charges. It said that the involved rate was 
exempted from the scope of the Commission’s order of suspen- 
sion in Ex Parte No. 148, and hence had continued to be sub- 
ject to the Commission’s jurisdiction. More extended experi- 
ence, the petition said, had developed that the weight of the 
slurry (magnesium hydroxide) depended on the magnesium con- 
tent, laboratory tests having shown variations over a three- 
month period from 9.5 pounds a gallon to 9.9 pounds a gallon. 
Permission to effect the change on one day’s notice had been 


obtained from the Railroad Commission of Texas, the petition 
said. . 
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Motor Rate Increase in East 


“No profound questions of law, accounting or fine-spun 
theories are needed for the decision,” says the argument in 
support of exceptions to the examiners’ report, filed by the 
respondent motor carriers in I. & S. M-2222, Increased Com- 
mon Carrier Truck Rates in East, asking the Commission 
“eompletely to reverse the report proposed by the examiners.” 
In that report, Examiners Paul Coyle, S. A. Aplin, and B. E. 
Stillwell recommended that the Commission find the proposed 
increases Of 10 per cent in less-truckload rates, an increase of 
4per cent in truckload rates, and a 25-cent increase in minimum 
shipment charges, filed by Middle Atlantic States Motor Con- 
ference, Inc., not just or reasonable, and that the suspended 
schedules, except as to the elimination of the so-called ‘‘break- 
or oe. be ordered cancelled (see Traffic World, June 19, 
p. 1459). 


The opening paragraph of the argument reads as follows: 


The proposed report of the examiners reveals a completely un- 
realistic grasp of the serious plight of those respondent motor carriers 
which transport most of the involved traffic. Despite the earnest testi- 
mony of many of the responsible motor truck executives that they are 
near the point of desperation and that there is an imminent collapse 
of general commodity haulage in the northeastern states, the examiners 
interpose some theories of their own and say the involved increased 
rates would be ‘‘unjust and unreasonable.’’ That they have most seri- 
ously erred in both their result and reasoning is the widespread con- 
viction of the industry. 


Exceptions were taken to eleven conclusions of the ex- 
aminers, among them the conclusions that the earnings of the 
respondent carriers for the first quarter of 1943 were neither 
too high nor to low, and that the earnings for the first quarter 
of 1943 furnished a sufficient test of probable earnings in the 
immediate future. The carriers excepted also to the conclu- 
sion that there was no evidence in the record by which the Com- 
mission could estimate the effect of increased pay scales and 
increasing costs of equipment maintenance which were not 
effective for the whole of the first quarter of 1943 and many 
of which were not due to become effective until after that 
period. The carriers likewise objected to the conclusion that 
the “reasonableness of the present rates is to be judged from 
the standpoint of the respondent carriers collectively notwith- 
standing the fact that the principal general commodity regular 
route carriers during the first quarter were operating at a 
deficit or very nearly so and the composite average of earnings 
in that period were considerably affected by the somewhat 
better earnings of carriers which are much more selective in 
the traffic they handle.” 


The carriers disagreed with the conclusion that in a de- 
termination of the reasonableness of the proposed rates no 
regard was to be given to the very high income taxes required 
to be paid by those companies having any profit at all, or to 
the net revenue result of the proposed increased rates after 
deduction of income taxes therefrom, and with the conclusion 
that in determining the justness and reasonableness of motor 
carrier rates significance was to be attached to the collective 
profit margin in its relation to the “net worths” of the motor 
carriers. 

The further conclusions excepted to were that the evidence 
concerning minimum charges was subject to criticism from the 
standpoint of the cost accounting formula employed; that not 
“much” traffic would be lost to the motor carriers by the pro- 
posed increased rates and that therefore that loss of traffic 
should not be considered by the Commission; and that conditions 
in the motor carrier industry were not getting worse. The 
final exception read as follows: 


Exception is taken to the attitude of the examiners toward the 
testimony of the large number of motor carrier owner-executives who 
testified in the case. Instead of accepting such evidence as being 
intended to give and as giving comprehensively a cross-section picture 
of the present conditions and future prospects of the industry, it is 
said by the examiners in numerous places in their report that ‘‘some’’ 
truck executives said ‘‘so and so.’’ This discarding of the representa- 
tive character of numerous competent men who have spent so much 


of their lives in the industry reveals an attitude not warranted by 
the record. 


Commenting on the recommendation of the examiners that 
the Commission take the combined ‘net worths” as a “more 
nearly equitable basis for determining a fair rate of return,” 
the argument says that the “real fundamental error in what the 
examiners say on this subject lies in their assumption that the 
text of the statute concerning just and reasonable motor car- 
ter rates implies the use of some tangible property element 
a8 a yardstick. The statute does not impose any such require- 
ment. The duty of this Commission, in determining just and 
Teasonable motor carrier rates, is to ascertain whether the 
general rate level produces revenues exceeding the lowest cost 
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consistent with the furnishing of motor carrier service plus a 
reasonable profit or whether it fails to produce revenue suffi- 
cient to enable’ motor carriers under honest, economic man- 
agement, to provide such service.” Looked at from all prac- 
tical angles, the carriers said, including the exceedingly high 
income taxes the industry had to pay, and including the new 
wage increases just becoming effective and the rapid deteriora- 
tion of equipment, a composite operating ratio anywhere near 
as high as 95 was not only not fair, but was one which would 
defeat instead of serve the purposes of the statute. 

The Office of Price Administration, said the carriers, sought 
to prevail on the Commission the adoption of its novel and 
startling theories of price control as applied to commercial 
industries, especially in the matter of taxes. It was “boldly 
proclaimed on this record,” said they, that the O. P. A. con- 
sidered that an operating ratio of 95 or 96, before income taxes, 
sufficed for most industries and that, in their opinion, taxes 
must be paid and absorbed out of that greatly restricted net, 
adding that a definite “although somewhat hidden policy of 
devastating ‘profit control’ in this country stands revealed, and 
at this writing Congressional and public indignation is very 
pronounced.” 


Kraft Cheese Co. has also filed an exception to the ex- 
aminers’ finding that the respondents had justified their proposed 
cancellation of the “breakdown” rates subject to minimum 
weights less than the normal truckload minimum weights. The 
argument in support of the exception said that the importance 
of the weight breakdown basis in the revenue needs of the 
respondents was so small as to be negligible, and as to “nullify 
any argument for cancellation based on revenue needs.” Re- 
spondents, said the argument, had not attempted to discharge 
the burden of justification, and called attention to conflicting 
testimony of a witness for the respondents as to the minor im- 
portance of the breakdowns, and the testimony of shippers 
that such breakdowns were used and that such use could rea- 
sonably be expected to increase in the future. There was a 
strange contrast, it said, in the proposed report’s treatment of 
weight breakdowns on the one hand and of proposed increased 
minimum charges on the other. The latter moved 3 per cent 
of the motor carrier tonnage, it said, and the breakdowns 
moved 7.7 per cent, yet only the most general sort of testimony 
was offered on breakdown rates, no cost investigation and no 
testimony which might reasonably substitute for cost data 
appearing in the record, “yet the proposed report finds that 
change in the rate structure justified.” The Commission should 
find, it said, that the respondents had not justified their pro- 
posed cancellation of the so-called “breakdown” rates subject 
to minimum weights less than the normal truckload minimum 
of 23,000 pounds in part of the territory and 20,000 pounds in 
the other part. 


An unusual feature of the oral argument heard by division 
2 of the Commission in I. & S. M-2222, was the appearance, as 
an advocate in the interests of his company, of John E. Acker- 
man, president, Arrow Carrier Corporation, of Paterson, N. J., 
asking that the increases in rates be granted. Such appear- 
ances may be made under the Commission’s rules of practice, 
but an official of the Commission said he did not remember any 
other similar instance. 

Mr. Ackerman said he appeared in an effort to convince 
the Commission of the “desperate plight of our company.” 
Since January, 1942, he said, his company had been in the 
excellent financial position of having no interest-bearing debt. 
In the first three months of 1943, he said, the company had 
lost $27,000, including the retroactive pay applicable to that 
period. In the three months ending June 30, he said, approxi- 
mating the results of June operations, the company had lost 
$60,000, “showing that conditions have gotten progressively 
worse.” It had been necessary, he said, “only last week,” to 
apply for a bank loan, and that the company’s regular banking 
institution had refused to make the loan, because “they did 
not like the character of the loan. They said they did not like 
to lend money to a corporation which was not making any 
money because they did not see how it could pay it back.” 


The company had finally prevailed on another banking 
institution to lend it $75,000, he said, but on condition that all 
of the company’s officers personally endorse the paper. “We 
were very reluctant to do this,” said Mr. Ackerman, “because, 
while the bulk of our personal fortunes are tied up in the 
Arrow Corporation, we also have some outside interests and 
in the event Arrow should become defunct, we did not want 
everything to go in the crash.” He said that without applying 
any of the loan to the retroactive pay, “we were just able to 
bring our bills up to date.” Without the loan, he said, the 
company would not have been able to continue another thirty 
days. If the increases, which, he said, would only put the com- 
pany in a “break-even” position, were not granted, the com- 
pany’s stockholders and the company’s officers felt that there 
was no reason why it should continue in business. 
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Commissioner Splawn asked, in the event the increases 
were granted, how long it would take the company to pay off 
the bank loan. Mr. Ackerman said that there would be no net 
earnings, but that if the company was breaking even on cash 
income and disbursement it would mean “that with our depre- 
ciation account at about $7,000 a month, that that cash would 
be available for the retirement of the loan.” Commissioner 
Aitchison smilingly suggested that it might be necessary for 
the government to put men in uniform on the trucks to keep 
them up and carry on the whole business, to which Mr. Acker- 
man replied, “I’d love it.” 

Time for argument was allotted to C. E. Cotterill, for 
Middle Atlantic States Motor Conference, Inc.; D. F. Cavers 
and R. A. Nixon, for the Office of Price Administration and 
for the Director of Economic Stabilization; Lt.-Col. Thomas E. 
Sands for the War Department; Lt.-Col. George A. Brace, 
U. S. M. R. C., for the Navy Department; F. E. Brown, for 
the Port of New York Authority; W. H. Ott, for Middle At- 
lantic Shippers Committee; J. S. Burchmore, for National In- 
dustrial Traffic League; and John S. Griffin, for the War Food 
Administrator. 

Commissioner Aitchison having raised a question as to the 
non-appearance of the name of Associated Transport in a list 
of 161 carriers for whom operating ratios had been established, 
Mr. Cotterill said that the Associated figures had been received 
late, but that their inclusion would not have materially changed 
the picture. R. A. Nixon, for O. P. A., insisted that inclusion 
of Associated would change the composite operating ratio fig- 
ures from 95.26 per cent, before income taxes, for the first 
quarter of 1942 to 105.2 per cent, and for the first quarter of 
1943, from 98.43 per cent to 96.1 per cent, indicating, he said, 
an improvement in the operating ratio in the first quarter of 
1943 over 1942 of about 9 points. 

Mr. Cotterill, in his argument, said that the increases 
asked were merely to “hold the bones together.” He said that 
the record showed that beginning late in the first quarter of 
1943 and continuing at an accelerated pace after the first 
quarter, the industry was the “beneficiary” of startling wage 
increases under the “Little Steel” formula of 15 per cent above 
the Jan. 1, 1941, basis. That would amount, he said, to 7 or 7% 
points in the operating ratio of the carriers. 

Counsel for the War Department and the Navy Depart- 
ment said that the position of their respective branches of the 
government were that the report of the examiners was sus- 
tained by the record. John S. Griffin, counsel for the War Food 
Administrator, asked that there be no increase as far as un- 
processed agricultural products were concerned. F. E. Brown 
for the Port of New York Authority asked that, if the increases 
were granted, rate relationships in New York city be not dis- 
turbed. 

W. H. Ott, for the shippers committee, opposed elimina- 
tion of the so-called “breakdown” rates. As to the differing 
percentages of increase asked for truckload and less-truckload 
traffic, Mr. Ott said that, if granted, there would result a dual 
system of rates, and asked that, if the Commission granted the 
increases, it apply a percentage of increase to all sizes of ship- 
ments. 

J. S. Burchmore, counsel for National Industrial Traffic 
League, after tracing the process by which truck rates were 
tied to rail rates, and stating the league’s position as being 
that motor carrier rates should be made with respect to the 
circumstances and costs in the motor carrier industry, said that 
it was alarmed by the statement of Mr. Ackerman. Such in- 
creases as were necessary to produce revenues, he said, ‘‘we 
look to the Commission to grant,” but that whatever rate in- 
creases were justified should be made on a uniform basis. In 
a revenue case such as this, he said, rate structures should not 
be disturbed, and asked that there be nothing in the decision 
which would have a permanent effect on such questions as the 
differential between truckload and less-truckload rates. 


0. P. A. AND TRUCK RATES di 


The Office of Price Administration has granted authority 
to Kenneth Subler, dba Subler Transfer, of Versailles, O., effec- 
tive June 26, to sell and deliver motor contract carrier services 
at prices not to exceed 3 per cent above his March, 1942, prices 
for such services. 

The O. P. A. likewise has granted permission to Joseph 
F. Whelan Co., Inc., of New York, N. Y., to sell and deliver 
motor contract carrier services to the Procter & Gamble Dis- 
tributing Co. at prices not to exceed 6 per cent above its 
March, 1942, prices for such services, effective retroactively 
to Jan. 1, 1943. 





N. Y¥. ASSOCIATION AND MOTOR RATES 
The executive committee of the Commerce and Industry 
Association of New York, at a meeting June 28, designated 
George E. Mace, manager of its transportation bureau, to 
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represent the association at hearings in I. and S. M-2247, the 
New England general motor rate increase case, in Boston, 
July 20. The committee decided that the association should 
take no position, either for or against the proposed increase, 
but that it should go on record as holding that motor carriers 
should have sufficient revenue to be able to continue to serve 
the public efficiently. If the industry needed more revenue 
to do that, it said, necessary rate increases, so far as New 
York was concerned, should be applied to the base rates from 
New England to lower Manhattan and not to the differentials 
added to the base rates on traffic moving to and from outlying 
zones. It instructed its transportation bureau to oppose any 
move on the part of the federal government to obtain rates on 
government traffic via the New England motor carriers lower 
than those accorded to commercial traffic. 





Commutation Fares 


Common carrier railroads operating interstate and intra- 
state commutation services in the state of Illinois have peti- 
tioned the Commission in No. 28974, Interstate Commutation 
Fares—Chicago, Ill., District, to amend its order of April 28, 
1943 to enlarge the scope of its investigation to include intra- 
state commutation fares. Unless it does so, said the peti- 
tioners, “the Commission will not be in position to deal ade- 
quately with the commutation fares or to determine what 
fares will be necessary to carry out the national transportation 
policy or to enable petitioners to maintain essential commuta- 
tion service in the territory involved.’’ The Commission should 
be in position, in the event it should authorize increases in 
the interstate commutation fares of the petitioners, to prescribe 
and require that corresponding increases be made in the intra- 
state fares in order to prevent the unjust discrimination against, 
and the undue burden that would be placed upon, interstate 
commerce, and the undue preference to persons and localities 
in intrastate commerce that would otherwise result, said the 
petition. 

The petition said that revenues of the involved roads were 
in general substantially greater from intrastate commutation 
service than from interstate commutation service, and that 
“the intrastate and interstate commutation service and the 
commutation traffic as to certain of petitioners is co-mingled 
and carried on in such a manner as to be undistinguishable 
and inseparable. ...” As to other petitioners, it said, intra- 
state service was largely rendered in connection with facilities 
used in the performance of interstate transportation. 

The petition also requested that the following railroads be 
included as respondents: A. A. Sprague and Bernard J. Fallon, 
receivers of Chicago, Aurora & Elgin Railroad Co.; Chicago 
Great Western Railway Co; Wabash Railroad Co.; and Chi- 
cago and Western Indiana Railroad Co. 

Rail carriers operating in Kentucky, in another petition, 
have asked the Commission to institute “at an early date” an 
investigation of intrastate coach passenger fares and charges, 
and after hearing, to enter an order declaring “discriminatory, 
prejudicial, unjust, and unlawful, and as creating an undue 
burden upon interstate commerce, any fares or charges re- 
quired to be observed for the.intrastate transportation of pas- 
sengers within the state of Kentucky as a result of the order 
of the Railroad Commission of Kentucky . . . which are less 
than the fares and charges now maintained by petitioners 
for like and similar service in interstate transportation. .. .” 

The petition said that the Railroad Commission of Ken- 
tucky, on May 31, 1943, had issued a report and order author- 
izing changes in fares for transportation in sleeping or parlor 
cars, increasing the basic fare for one-way interstate trans- 
portation in coaches to 2.2 cents a mile, established pursuant 
to the Commission’s order of Aug. 1, 1942, but had required 
cancellation of the schedules in so far as they proposed in- 
creases in coach fares within the state of Kentucky. 


CLASS RATE INVESTIGATION 


The Commission, division 2, by an order in No. 28300, 
Class Rate Investigation, 1939, and No. 28310, Consolidated 
Freight Clazsification, has granted the petition of Edward Mar- 
tin, governor of Pennsylvania, to intervene in the proceedings. 
The governor’s application said that he had a direct interest in 
the matters in issue because they were applicable to shipments 
of property transported in interstate commerce between points 
within and outside Official Classification territory, including 
points in Pennsylvania. 

By another order in the proceedings, the Commission, divi- 
sion 2, has overruled the motion of the Public Service Com- 
mission of Missouri, to strike from the record exhibit No. 233, 
submitted by the Kansas Corporation Commission and the 
Kansas Industrial Development Commission to correct alleged 
errors in exhibit No. 113 in the proceedings (see Traffic World, 
June 19, p. 1453). 
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Rail Reorganization Bill 


Action of the Commission in the Chicago and North West- 
ern reorganization case and refusal of the Reconstruction 
Finance Corporation to permit the C. & N. W. to pay off its 
debt to the R. F. C. were criticized by Luther M. Walter, 
counsel for the C. & N. W. debtor corporation, in testimony 
supporting the Hobbs rail reorganization bill before the bank- 
ruptcy subcommittee of the House judiciary committee June 30. 

The Hobbs bill would set up a yardstick for the capitaliza- 
tion of a reorganized company and provide for judicial review 
of the Commission’s findings in reorganization cases. Mr. Wal- 
ter supported the bill and, in addition, recommended amend- 
ments limiting the Commission’s authority to prescribe maxi- 
mum allowances to allowances for services and expenses in- 
volved only before the Commission, and leaving to the court 
the fixing of the allowances for services before it; and restoring 
a former requirement that two-thirds of the creditor holdings 
vote for confirmation of a plan as against the present provision 
that the two-thirds vote apply to holdings voted and not to the 
total holdings. If the latter were not done, Mr. Walter proposed 
as an alternative that no creditor be permitted to vote holdings 
in more than one class. He objected to insurance companies and 
banks voting holdings in more than one class. 

Mr. Walter told the committee he would file suit to set 
aside the order of the Commission in the G. & N. W. reorgan- 
ization case denying the debtor’s petition for reopening (see 
Traffic World, June 12, p. 1423), and that if. he were unsuc- 
cessful he would ask for an amendment to the act providing 
that the Commission could modify a reorganization plan in 
situations such as that facing the C. & N. W. 

In supporting the capitalization and valuation provisions of 
the Hobbs bill and attacking the basing of capitalization on esti- 
mates of future earnings, Mr. Walter said that in the case of 
the C. & N. W. the Commission had provided for a capitaliza- 
tion of $243,000,000 less than the rate-making value of the prop- 
erty as had been found by the Commission, and a debt for the 
new company equivalent to 49.4 per cent of capitalization, while 
in the case of the Milwaukee the ratio of debt to capitalization 
was 40.8 per cent, and that, in effect, the Milwaukee had been 
treated more favorably than the C. & N. W. 

Had the Commission used the rate-making value as a base 
for capitalization of the C. & N. W., said he, creditors’ rights 
would have been preserved and there also would have been 
something for the stockholders. 

It was very important, he continued, that the courts have 
an independent judgment as to whether a reorganization plan 
was fair and equitable. The bill would preserve the judicial 
process. There had been too much of government by men in- 
stead of by law, he continued. There must be a check against 
administrative tribunals, he said. 

The R. F. C: held approximately $43,000,000 of 5 and 6 per 
cent notes of the C. & N. W. but refused to permit the corpora- 
tion to pay off the indebtedness, he said. He thought the Com- 
mission settlement of the debt to the R. F. C. as proposed in 
the plan was “unconscionable.” The C. & N. W. now had from 
80 to 90 million dollars of ‘free cash” in its treasury, yet it 
was not permitted to pay off the R. F. C. debt, he emphasized. 

In reviewing his attempt to obtain money to appeal the 
case, and the refusal of the Commission to fix maximum al- 
lowances for that purpose, Mr. Walter said the Commission 
was “strangling the debtor without funds.” 


What it amounted to, he said, was that the Commission 
was refusing a review of its plan in the courts. The Commission 
ought to be “coldly neutral” with respect to its plans, he said. 

Mr. Walter said it was important that the proposed legis- 
lation be made law as soon as possible in order to give the 
stockholders of the C. & N. W. a further hearing in the light 
of changed conditions. At the request of Representative Hobbs, 
presiding, he said he would ascertain what the outlook was for 
final application of the C. & N. W. plan. Mr. Hobbs had pointed 
out that Congress was about to take a recess of two months. 

_ Fairman R. Dick, of New York, appeared in support of the 
bill but opposed making it retroactive to apply to reorganiza- 
tion cases that were as far along as were the Chicago and North 
Western and Western Pacific cases. The reason was, he said, 
that the important creditors in those cases felt that if they were 
sent back to the Commission they would be deprived of interest 
and that they had superior rights that should be protected. Mr. 
Walter briefly opposed that view, saying, among other things, 
that the interest in question was being paid. Mr. Dick thought 
the bill might well apply retroactively to the St. Paul, the Rock 
Island, the Denver and Rio Grande Western, the New Haven, 
the Seaboard Air Line and the C. I. & L. cases. 

Mr. Dick said his interest was in the future of railroad 
credit. He was not before the committee in the interest of pro- 
tecting the stock for which Mr. Walter was appearing, he said. 
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The protection of stock representing honest investment was im- 
portant, said he, but the protection of the bondholder was even 
more important. Unfortunately, he continued, there had devel- 
oped civil war between stockholders and bondholders, but he 
indicated he felt that a satisfactory adjustment of that contro- 
versy could be made. 

A proper determination of capitalization, he indicated, 
would make it possible to deal fairly with all interests. The 
purpose of reorganization was to restore credit, said he, but 
the way the Commission had interpreted the bankruptcy act in 
the reorganization cases had hurt railroad credit more than it 
had helped it. He discussed the complete power he said the 
Commission had over the railroad industry in practically all its 
phases. He spoke of the low prices at which first mortgage rail- 
road bonds were selling, some of them at not more than the 
cost of the ties in the roadbeds. Capitalization should be based 
on investment and not on forecasts of earning power, he said. 
He said he would accept forecast of earnings based on lack of 
capacity to serve but that capacity to serve was an element in 
capitalizable value. He said the cost of the property needed to 
serve the public should be made the dominant element in 
capitalization. 

Mr. Dick said capitalization ought to be based on “asset 
value” rather than on “exchange value” and averred that there 
was a distinction between those terms. The “exchange value,” 
he said, was the value of assets as a producer of income and 
was often below the value of used and useful tangible prop- 
erty—the ‘asset value.’ He said that while the record in 
reorganization cases and in reports and orders of the Commis- 
sion on such cases argued that large amounts of rail property 
were obsolete and valueless, there was no evidence offered as 
proof of that statement. If large amounts of property were 
obsolete and without value, such property should be enumerated 
in engineering reports, he contended. He argued that the 
“pace of improvement” of rail properties was an important 
factor in considering future earning power, but that that factor 
had not been considered by the Commission in reorganization 
reports. 

Representative Hobbs said he concluded that if title I of 
the considered bill were changed so as to require that capital- 
ization be based on the healthy assets needed to serve the 
public it would meet Mr. Dick’s approval, and Mr. Dick said 
an estimate of future use of the property should be considered, 
but not estimates of what it might earn. Mr. Dick took the 
position that the Commission had erred by wide margins in 
the past in making estimates of future earnings. He said he 
was convinced that if railroad assets were healthy and if there 
was sound regulation and efficient management, the earning 
power of a railroad could be restored. On the question of 
depreciation, his position was that he would give credit for 
depreciation only as it came back into the capital structure 
in the form of replacements of worn-out equipment. 

Asked for his views as to the effect of airplanes on rail 
traffic in the future, Mr. Dick said he thought air carriers 
would have “quite serious” effects on mail and passenger traffic 
of the rails, but no considerable effect on freight. He discussed 
truck traffic as compared to rail transport, and said that inter- 
city trucks, with about 1,500,000 employes, hauled only about 
one-tenth as much freight as railroads did with 1,250,000 em- 
ployes. Excluding passenger service, the rail employe total 
was about 1,000,000, he added. He said five men in a train 
could transport as much as 300 trucks. 

After Mr. Dick had completed his testimony, July 1, Rep- 
resentative Hobbs said that the committee probably would hear, 
some time the following week, testimony by a “railroad expert” 
from the Reconstruction Finance Corporation and by Commis- 
sioner Splawn, and that other witnesses would be heard after 
the summer recess of Congress. 


Cc. & N. W. Reorganization 


Helen W. Munsert and Luther M. Walter, attorneys for 
the Chicago and North Western Railway in its reorganization 
proceedings under section 77 of the bankruptcy law, filed a 
petition in the federal district court at Chicago, July 1, asking 
an order requiring the Commission to reopen the reorganiza- 
tion proceedings, Finance No. 10881, for rehearing and modi- 
fication of its plan in accordance with their petition of May 19 
(see Traffic World, May 22, p. 1206). In that petition the 
debtor corporation asked for reopening and modification so as 
to permit the corporation to pay in cash the $42,250,133 claim 
of the Reconstruction Finance Corporation, plus accumulated 
interest. It said such a payment (totaling, with interest, as 
of July 1, $49,184,905) would wipe out the company’s obliga- 
tions to the R. F. C. at a considerable saving under the total 
of $135,833,808 in securities allocated to the R. F. C. in the 
Commission-approved plan. 

The Commission denied the petition as well as a supple- — 








22 


mental motion of the debtor asking for permission to file briefs 
and present oral argument in the matter on questions raised 
in a reply by life insurance and savings bank groups (see Traf- 
fic World, June 12, p. 1423). 

In its petition to the court of July 1, bearing civil No. 
43C629, the debtor company asks for an injunction against the 
Commission’s order denying reopening and a court order re- 
quiring the Commission “to vacate its order and reopen the 
proceedings on the petition and to hear and determine the 
issues presented by said petition and the reply thereto.” 

It says that the Commission’s order denying reopening, 
rehearing and modification of the plan, “in effect requires the 
plan of reorganization prescribed theretofore to become effec- 
tive without any hearing or consideration of the changed con- 
ditions” set forth in the petition; that it was “issued in dis- 
regard and in violation of the duties imposed” on the Com- 
mission by the interstate commerce act and the bankruptcy 
law; that it constituted ‘an abuse of administrative discretion” 
and was beyond the authority conferred on the Commsision by 
law, and that the denial to permit the debtor an opportunity to 
be heard on the questions constituted ‘a denial of the due 
process of law, in violation of the fifth amendment to the 
Constitution of the United States.” For all those reasons, it 
says, the Commission’s order was so “arbitrary and unreason- 
able” as to make it void. 

Since the Commission alone, under the law, has jurisdic- 
tion to prescribe a plan of reorganization, the debtor’s only 
recourse is a court ‘order compelling it to exercise that power 
in a manner to protect the debtor as well as the creditors, says 
the petition. It dwells on changed conditions since the Com- 
mission’s approval of the plan, in December, 1939, which have 
brought about, among other things, betterment of the corpora- 
tion’s cash position from $12,253,866.68 in September, 1939, to 
$83,432,502.52 on May 15 of this year. The debtor is receiving 
interest, ranging from % of one per cent to 2 per cent, on only 
$29,000,000 of that sum, says the petition, adding that the use 
of a portion of it to wipe out the R. F. C. claims might well 
result in a modification of the plan in which the common and 
preferred stockholders could be awarded some equity. 

Payment of the R. F. C. in full at this time, it says, “will 
inure to the benefit of the debtors present creditors and stock- 
holders, while payment after the plan of reorganization be- 
comes effective will inure to the benefit only of the holders of 
the new securities to be issued in accordance with the plan of 
reorganization. 

“The plan of reorganization as certified by the Commis- 
sion, is by reason of changed conditions occuring subsequent to 
the date of the orders of the Commission, unfair and inequi- 
table, does not afford due recognition to the rights of each 
class of creditors and stockholders, discriminates unfairly in 
favor of the Reconstruction Finance Corporation and against 


the stockholders, and is not compatible with the public in- 
terest.” 


D., S. S. & A. REORGANIZATION 

The Commission, division 4, by an order in Finance No. 
11484, Duluth, South Shore & Atlantic Railway Co. Reorganiza- 
tion, has ratified the appointment of P. L. Solether as a co- 
trustee of the property of the D., S. S. & A., principal debtor, 
and of the property of the Mineral Range Railroad Co., sec- 
ondary debtor, in proceedings No. 13310, pending in the federal 
court for the Minnesota district, fourth division, in place of 
Sigurd Ueland, resigned. 


ROCK ISLAND REORGANIZATION FEES 


Judge Michael L. Igoe, in the federal district court at 
Chicago, June 25, heard arguments on a petition, filed by Harry 
Kirshbaum, Michael Geses and Louis Cohen, attorneys for hold- 
ers of unsecured 4144 per cent convertible bonds of the Chicago, 
Rock Island and Pacific, for the setting aside of the Commis- 
sion’s order in which no allowance for fees for their work was 
made (see Traffic World, March 20, p. 630). The petition 
asked the court to fix fees in the amount of $30,000. R. G. Real, 
appearing for the trustees of the Rock Island, opposed the 
petition. 

Mr. Kirshbaum argued that, because the original hearing 
on the fees had been held before Examiner Conway while the 
order disallowing the fees for himself and his colleagues was 
handed down by the Commission, subsequent to the examiner’s 
death, without any specific statement that the order was based 
on the hearing record, the federal judge ought to order that a 
new hearing be held. Judge Igoe indicated that he was in 
doubt as to his power to fix the fees, in view of the language 
of Section 77 of the bankruptcy act, which permits such fixing 
by the court only within limits set by the Commission, but 
said he could only come to a consideration of that question 
after he had decided whether or not he should order a rehear- 
ing and reconsideration of the matter by the Commission. In 
order to do that, he said, he would have to examine the record 
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of the Commission’s fee hearing. After he had done that, he 


said, he would advise the parties. If his decision was that 7 


adequate hearing had been held and the Commission’s order | 


properly based on that hearing, nothing more need be done 
he said. If, on the other hand, he decided that Mr. Kirshbaun | 


and his associates should have another hearing and a new deter. 


mination of the fee matter by the Commission, he would deter. § 
mine his powers as to fee fixing on the basis of the result of § 


such a proceeding. 


Alton Reorganization 


Attorneys for the Alton Railroad filed a plan of reorgan. 
ization before Judge John P. Barnes in the federal district court 
at Chicago June 29. It was supplementary and, in some details, 
amendatory of the tentative plan filed last November when the 
petition for receivership under Section 77 of the bankruptcy 
—o 3 first filed (see Traffic World, November 28, 1942, 
p. , 

The new plan provides for a capitalization of $57,784,562, 
consisting of $30,000,000 of common stock of stated values of 


$100 and $125 a share, the remainder to be in the form of | 
bonds maturing January 1, 2018, bearing interest varying from } 


4 to 7 per cent. 
the Baltimore and Ohio, would be exchanged for the bonds, 


The present stock, all of which is held by © 


i 


Creditors with preferred claims would get a share of the $100 § 
value common stock for each $100 of their claims, and the 7 
remainder, bearing the $125 stated value, would be distributed | 
pro rata among the creditors with unsecured claims, under the 


guidance of the Commission. 


The plan calls for the transfer of the Alton’s leases on 7 
properties of the Joliet and Chicago Railroad, the Louisiana 7 
and Missouri River Railroad and the Kansas City, St. Louis 7 
and Chicago Railroad to reorganization managers appointed © 


by the Commission with court ratification. The original plan 


called for the payment of $3 a share on outstanding stock | 


The stockholders | 
of the K. C., St. L. and C. stockholders have been getting $6 7 
a share annually, but the lease has been under litigation in the | 


The amended plan | 


of the Kansas City, St. Louis and Chicago. 


federal courts for more than a year. 


said nothing about repayment to the Baltimore and Ohio of | 


over $8,000,000 advanced to the Alton for interest and equip- 4 
ments needs before the receivership petition was filed, or © 
about compensation to the Reconstruction Finance Corporation © 


for a $1,000,000 debt, underwritten by the B. and O. 
G. M. & O. FINANCING 


The Gulf, Mobile & Ohio Railroad Co. has applied to the © 
Commission, in Finance No. 14262, for authority to issue © 
$23,100,000 of first and refunding mortgage, series C, 5 per | 


cent bonds, to create a collateral trust indenture and pledge 
those bonds to the trustee thereunder to secure an issue of 
$15,400,000 of collateral trust bonds, and to issue the said 
$15,400,000 of collateral trust bonds for the purpose of re- 
financing certain indebtedness which will mature in 1950. This 
indebtedness consists of a note held by the Reconstruction 
Finance Corporation of $8,780,000, due May 17, 1950, and 
$6,700,000 series A bonds bearing interest at not more than 
3% per cent to be issued under the collateral trust indenture, 
the entire issue of $15,400,000 of collateral trust bonds to be 
= secured initially by pledge of the $23,000,000 series C 
onds. 

In Finance No. 14263, the G. M. & N. has filed with the 
Commission a copy of its application to the R. F. C. for a loan 
of $8,700,000 to be evidenced by applicant’s collateral trust 


bonds, series B, in the principal amount of the loan, and as a ~ 


condition of the loan, applicant says it will pay in full the note 
on which it is now indebted to the finance corporation in the 
principal amount of $8,780,000, the loan to be evidenced by 
applicant’s collateral trust series B 4 per cent bonds. 

Applicant says the R. F. C. has agreed to waive the 
premium of $153,650 if the $8,780,000 note is redeemed by 
Nov. 17, 1943. It said that all the collateral trust bonds of 
both series would be offered for sale by the highest bidder and 
that Halsey, Stuart & Co. had agreed to make a bid of par 
plus accrued interest with coupon or interest rates which would 
produce an interest cost not to exceed 3% per cent for the 
collateral trust series A bonds, with the right reserved to make 
a better bid. 

Applicant says conditions are now favorable for refinanc- 
ing the 1950 maturities and might not be favorable then. 


TEMPORARY MOTOR LEASE 

The Commission, division 4, by an order in MC F-2203, Mon- 
roe Motor Express, Inc.—Purchase—Georgia Motor Express, 
Inc., has authorized the lease by Monroe Motor Express, Inc., 
of Monroe, Ga., of that portion of the operating rights of Georgia 
Motor Express, Inc., of Atlanta, Ga., over a regular route, be- 
tween Athens and Elberton, Ga., serving all intermediate points, 
and appurtenant off-route points, for 180 days from June 19. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 
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LOSS OF OR INJURY TO GOODS 


(St. Louis Court of Appeals. Missouri.) The Terminal 
Railroad Association of St. Louis, in transporting car of mer- 
chandise received from delivering carrier to freight station 
owned by University of Washington, acted as “agent” in com- 
pletion of service which a line haul carrier would otherwise 
be expected to perform and was a “common carrier by railroad” 
entitled to benefit of exceptions in contract of carriage and 
subject to usual liability of common carrier in event of loss 
or damage to goods. 

All that is generally required to constitute a valid ‘final 
delivery” is that the shipment be transported to its destination 
and there delivered into the actual or constructive possession 
of the consignee according to instructions or local or special 
customs if not in contravention of established rules of law. 

Where Terminal Railroad Association of St. Louis delivered 
car of merchandise in good condition upon track in freight 
station owned by University of Washington, there was a “final 
delivery” thereof and association was not liable for subsequent 
injury to shipment. 

Where, under contract, liability of common carriers ter- 
minated upon delivery of the inbound carload freight on delivery 
on track at freight station owned and operated by University 
of Washington which handled such freight for account of ten- 
ants on its own terms, university was not a “common carrier” 
in performing such service for tenant and was not to be held 
to a carrier’s common law liability upon mere proof of its 
failure to deliver shipment to consignee. 

Where contract required that owner of freight station un- 
load car for tenant’s account, delivery of car at freight station 
constituted at least ‘constructive delivery” to tenant, as re- 
spects liability for subsequent damages to shipment by fire. 

Under general custom and usage, it is no part of the car- 
rier’s usual duty to unload carload freight. 

A terminal company or freight station, even though it has 
no rolling stock of its own, may be a “common carrier’ and 
subject to liability thereof if service rendered is that of a 
common carrier furnishing a necessary link in the transporta- 
tion under a through bill of lading. (Southern Advance Bag 
& Paper Co. vs. Terminal R. Ass’n, 171 S. W. Rep. 2d 107.) 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Wisconsin.) Where shippers did not 
avail themselves of their rights under statute authorizing the 
Public Service Commission to require railroads to refund over- 
charges for transportation of property, shippers could not assert 
that uniform bill of lading requiring written claims for loss to 
be filed within nine months after delivery of the property con- 
travened the statute. St. 1941, Sec. 195.38. 


A contract limiting the shipper’s right of recovery against 
the carrier to cases where notice of loss is given pursuant 
to reasonable terms of the contract is valid. St. 1941, Sec. 
192.42(1). 

Uniform bill of lading requiring written claims for loss to 
be filed within nine months after delivery of the property is 
not invalid as against “public policy.” 

_ That shipments under uniform bills of lading requiring 
written claims for loss to be filed within nine months after de- 
livery of the property were intrastate did not relieve shipper 
of duty to file written claims within nine months after delivery 
of the property as a “condition precedent” to right of action 
eet railroad for losses in the shipments and excess freight 

arges, 


Generally, as to shipments under a uniform bill of lading, 
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written notice of claim for loss cannot be “waived” by the 
carrier and the carrier cannot be “estopped” from raising the 
defense against the shipper. 

Where sand and gravel were shipped under uniform bills 
of lading requiring written claims for loss to be filed within 
nine months after delivery of the property and shippers failed 
to file written claims for alleged losses in the shipments and 
for damages from excess freight charges, railroad was entitled 
to unpaid freight charges for the shipments, without deductions 
for shipper’s loss and damage. (Chicago, St. P. M. & O. Ry. Co. 
vs. Kileen, 9 N. W. Rep. 2d 616). 

(Supreme Court of Oklahoma.) Where motor carrier’s 
published tariff provided that rates should be based on shortest 
distance, origin to destination, shown in mileage guide, and 
stated that distance should be determined from mileage chart, 
mileage maps, vicinity maps and maps of individual states, rate 
to be charged was lowest rate that could be determined from 
reference to any material in guide, and distances as obtained 
on reference to mileage maps alone were not conclusive. (Sin- 
clair Prairie Oil Co. vs. Harvey, 137 Pac. Rep. 2d 542). 





© es ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





(District Court, S. D. Georgia, Savannah Division.) The 
better practice is to except to libel before answering though 
practice prevails of uniting exception and answer in same 
pleading. Admiralty Rules 27, 32B(b), 28 U.S. C. A. following 
section 723. 

The rules of pleading in admiralty are not governed by 
common-law technicalities. 

In libel for cargo damage wherein respondents answered 
and pleadings were closed and thereafter invoking admiralty 
rule, respondents obtained an admission as to genuineness of a 
bill of lading under which shipment moved, a peremptory ex- 
ception to the libel thereafter filed was properly before court 
for determination as against contention that except on was too 
late and was therefore ‘‘waived.” Admiralty Rules 27, 32B(b), 
28 U. S. C. A. following section 723. 

A libel for damage to sugar cargo was not dismissible 
because bill of lading after acknowledging receipt of goods in 
apparent good condition on its face recited “Following ercep- 
tion appears on permits: ‘Sugar more or less caked upon ar- 
rival,’’’ where there was no information regarding permit, 
place of arrival or what sugar was referred to or how badly 
it was caked. 

A shipowner assuming obligation of common carrier can 
relieve himself of liability for failing to deliver safely only by 
showing that cause of loss was within one of limited exceptions 
which the law or the contract allows him as a defense. Harter 
Act, Sec. 3, 46 U. S. C. A. Sec. 192. 

In shipper’s libel for damage to sugar cargo contaminated 
by moisture, wherein respondents obtained an admission as to 
genuineness of bill of lading which excused ship from liability 
for damage resulting from moisture if due diligence to make 
vessel seaworthy had been exercised, shipper was not required 
to negative defenses contained in bill of lading, since admis- 
sion of genuineness did not make the bill part of the libel. 
Harter Act, Sec. 3, 46 U. S. C. A. Sec. 192; Admiralty Rules 
32B(b), 28 U. S. C. A. following section 723. (Spreckles Sugar 
Co. vs. South Atlantic S. S. Line, 49 Fed. Supp. 714). 





MOTOR ACT PROSECUTIONS 


Rhode Island district, at Providence. Nathan Samdperil, 
of Providence, was fined $1,250 June 16 on his plea of guilty to 
two informations charging him with aiding and abetting George 
Samdperil, dba New England Metal Co., of Providence, in so- 
liciting, accepting and receiving rate concessions from Pelletier 
Trucking Co., Inc., a motor carrier of Pawtucket, R. I., and with 
aiding and abetting George Pelletier in operation as a common 
carrier of property for compensation without authority and in 
his failure to keep records in the form and manner prescribed 
by the Commission. The fine was paid. 


FORWARDER OPERATION QUESTION 


“That the Commission has recognized that the war and re- 
sulting effects, as well as actions of the federal government with 
respect thereto, should be given special consideration in dealing 
with the question of operating authorities is well evidenced by. 








24 


special permissions granted to various steamer lines to provide 
for temporary suspension of their services without affecting 
their rights and privileges.” 

The foregoing declaration was made by Pan-Atlantic Car- 
loading Dispatch Service, Inc., and Pan-Atlantic Carloading Dis- 
patch Service of Texas, Inc., in a joint petition to the Commis- 
sion for reconsideration and modification of the order entered 
by division 4, without hearing, May 29, 1943, in FF-29, and 
FF-30, denying applications for permits to continue freight for- 
warder operations. Denial was made on the ground that the 
applicants, in March, 1942, had discontinued all forwarder oper- 
ations when the use of coastwise vessels by them was suspended 
because of the war. The petitioners ask that they be granted 
permits, subject only to the proviso that the conditions thereof 
be carried out “upon dissipation of the current national emer- 
gency,” or that the applications be set down for hearing in 
order that opportunity be afforded to present matters to the 
Commission. 

Petitioners said that the suspension of service was com- 
pletely and absolutely under circumstances beyond their con- 
trol, and added: 


It is felt, that by no stretch of the imagination was it the intention 
of Congress in the enactment of Part IV, by one stroke of the pen, be- 
cause of involuntary suspension of service, under circumstances such 
as are here involved, to completely discard any weight of applicants’ 
extended existence and thereby place them in a position of being 
obliged to justify initiation of service when the suspension period has 
expired, by way of termination of the current national emergency. 





Carloading Forwarder Rights 


Questions involving interpretation of part IV of the act 
with respect to limitation of a freight forwarder’s operating 
rights at points where it turns over its traffic to other for- 
warders for delivery to destination points have been raised by 
the applicant in FF-37, General Carloading Co., Inc., Freight 
Forwarder Application, in a brief of exceptions to findings 
recommended by Examiner M. J. Walsh in a proposed report 
in that proceeding (see Traffic World, June 5, p. 1324). 

The applicant noted that the examiner had recommended 
the granting of a permit to forward commodities generally 
between points in 13 eastern and midwestern states and the 
District of Columbia and designated areas or parts of three 
other states and between such points and Laredo, Tex. and 
Texas points within 100 miles of Laredo. 

In a petition for further hearing, filed concurrently with 
the exceptions brief, the applicant seeks an opportunity to 
“supplement and clarify” the record with respect to its services 
to points in the following states: Arkansas, Colorado, Iowa, 
Kansas, Minnesota, Missouri, Montana, Nebraska, Oklahoma, 
North Dakota, South Dakota, Wisconsin, Michigan (upper 
peninsula), and Wyoming. 

If the Commission were to adopt the examiner’s proposed 
findings, says the applicant, “applicant would be precluded 
from conducting freight forwarder service to points west of 
Chicago or St. Louis, despite the fact that such service has been 
offered to the shipping public for several years prior to the 
effective date of the act, and continuously since that date.” 
According to the brief, the examiner found that General Car- 
loading did not utilize, for the whole or any part of the trans- 
portation of shipments moving beyond Chicago or St. Louis, 
the service of any carrier or carriers subject to parts I, II, 
or III of the act. 


“The fundamental error made by the examiner,” says 
General Carloading, “is his conclusion that applicant’s arrange- 
ments with the two forwarders used west of Chicago and St. 
Louis did not constitute joint loading and is predicated on 
the theory there was an interchange of traffic at these two 
points, and, following the Commission’s reasoning in its deci- 
sions under part II of the act, General not having performed 
the forwarding service beyond these two points, is not entitled 
to a permit authorizing a continuance of those services. 


“The fault with this reasoning lies in the idea that a for- 
warder performs transportation. . . . The forwarder engages 
only in forwarder service. . . . It is immaterial for the pur- 
pose of this proceeding whether the shipments originating in 
the east were turned to or interchanged with another for- 
warder at Chicago or St. Louis. What is important is the fact 
that applicant offered its forwarder services to its customers 
and that service extended from all points in official territory 
to the territory beyond St. Louis and Chicago, as named in the 
application. ... 

“Part IV of the act does not authorize through routes and 
joint rates between forwarders but instead provision is made 
for joint loading. However, a forwarder must have authority 
to perform direct service to the points to be served by joint 
loading. . . . The particular billing on which the shipments 
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were delivered is of no importance for the reason that it js q 
a service that is contemplated by the act and not the physicaj 7 


transportation. 
similar sections in parts I, II or III, does not contain any 
reference to territorial application. 


statutory date... .” 


Forwarder Bills of Lading Inquiry 


. . . It should be noted that section 410, unlike 7 


All that is required by } 
section 410 is that the forwarder have been in service on the | 


The Commission, in No. 28990, Bills of Lading of Freight | 


Forwarders, has instituted, on its own motion, an investigation 
into and concerning the reasonableness and lawfulness other. 
wise of rules, regulations, and practices affecting the issuance 
of bills of lading or shipping receipts for forwarder traffic by 
freight forwarders subject to part IV of the interstate commerce 
act or their agents together with the forms of such bills of 
lading and shipping receipts. 


The Commission said it appeared that there was no uni. | 
formity in the practices of freight forwarders in the issuance | 
It appeared, it said, | 


of bills of lading on forwarder traffic. 


that section 413 of the act provided that in the case of service | 


subject to part IV the freight forwarder “shall be deemed both 3 
the receiving and delivering transportation company for the © 
purposes of section 20(11) of part I, which section requires any 7 


common carrier, railroad, or transportation company receiving | 


property for transportation in interstate or foreign commerce 
to issue a receipt or bill of lading therefor.” It further ap- 


patti 


peared, it said, that section 413 provided that when the services © 


of a common carrier by motor vehicle subject to part II of 7 
the act were utilized by a freight forwarder for the receiving | 


of property from a consignor in service subject to part IV, 


such carrier “may, with the consent of the freight forwarder, 7 


execute the bill of lading or shipping receipt for the freight | 


forwarder.” 


The investigation is with a view to making such findings 


in the premises and prescribing such just, reasonable, and other. | 
wise lawful provisions as the facts and circumstances shall | 


appear to warrant. The investigation does not concern the issu- 


ance of bills of lading by carriers subject to part I, II, or II | 


of the act to forwarders for shipments offered to such carriers 


by forwarders as consignors, but only the issuance of bills of ; 
lading or shipping receipts to the original shipper of the goods 7 
covering the transportation for which the forwarder assumes 4 


responsibility. 


All forwarders subject to part IV have been made respond- 7 


ents to the proceeding which is to be assigned for hearing at 
such time and place as the Commission may hereafter fix. 


FREIGHT FORWARDER SPECIAL PERMIT 


The Commission, by Commissioner Aitchison, has issued . 


amendment No. 9, amending amendment No. 8 to Special Per- 
mission No. 11647, No. 33775, involving authority for freight 
forwarders to depart from tariff publishing rules when refer- 
ring to tariffs in which they are not shown as participants. 
Amendment No. 9 extends for ten days, to Aug. 12, the time 
in which freight forwarders may continue to make reference 
to tariffs containing optional rules or rate provisions, such 
as provisions that railroad or motor carrier rates will apply 
when arrangements have been made with the forwarder, or 
at forwarder’s option certain provisions are applicable. 


FREIGHT FORWARDER ACTION 


By orders in the following freight forwarder proceedings, ' 


the Commission, division 4, has denied applications for permits 
to continue operations as freight forwarders, the order in each 
instance saying that all forwarder applications subject to part 
IV of the act had been discontinued by the applicant: FF-28, 
Stockton Port District Freight Forwarder Application; FF-100, 
Corpus Christi Distributing Service, Inc., Freight Forwarder 
Application; Mutual Transit Corporation Freight Forwarder 
Application; and F. F.-38, Stor-Dor Forwarding Co. (not the 
Stor Dor Forwarding Company, Inc., Chicago, whose applica- 
tion for a permit is covered by F. F.-48) Freight Forwarder 
Application. 





VEGETABLE OIL RATES 


The Office of Price Administration, in a letter to Secretary 
Bartel of the Commission, has asked to join in the petition of 
the War Food Administrator, in No. 27747, Mississippi Cotton 
Seed Crushers Association vs. Atlanta Birmingham & Coast Co., 
et al., “to the extent that such petition requests the postpone- 
ment of the effectiveness of the order for the duration of the 
war emergency.” (See Traffic World, June 12, p. 1389.) 
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Rate Bureau Regulation 
The Traffic World Washington Bureau 


A. F. Cleveland, vice-president in charge of traffic of the 
Association of American Railroads, said many “inferences and 
deductions” and <‘certain references made to the Association of 
American Railroads” by the Justice Department’s witnesses 
were “not true,” and proceeded to explain and defend the activi- 
ties of the A. A. R. and of railroad rate committees and rate 
conferences, as he began testimony June 25 before the Senate 
interstate commerce committee in its hearings on the Wheeler 
rate bureau regulation bill, S. 942. He was the third witness to 
appear before the committee on behalf of the railroads (see 
Traffic World, June 26). He presented only a part of his testi- 
mony June 25. He said that the Justice Department’s witnesses 
had not dealt with the subject matter of the hearing, S. 942, 
but had made “an elaborate attempt to describe the so-called 
rate conferences, bureaus or associations which are a part of the 
railroads’ machinery in making and publishing rates.” Those 
witnesses, he averred, had had no experience personally in the 
service of the railroads or of the rate bureaus, or as shippers 
who had dealt with such carriers or bureaus with respect to 
rate proposals. Their evidence, he said, was to a large degree 
hearsay evidence and had back of it no knowledge of the prob- 
lems confronting the railroads or their users. 

“Tt would appear,” he continued, “that the principal pur- 
pose of the extensive testimony which has been introduced is to 
criticize the machinery that has been set up by those best quali- 
fied to know what is needed and to discredit the honor and 
honesty of those officers of the railroads responsible for pricing 
the services of the carriers. There has been a labored effort to 
charge the officers of the railroads and the representatives of 
their associations with willful and deliberate violation of the 
Sherman anti-trust laws, and two of the witnesses have not 
hesitated to attribute to the railroad officers a deliberate inter- 
ference with the war effort, even intimating sabotaging the war 
effort... . I cannot refrain from saying that the railroads are 
proud of what they have done in assisting the armed forces as 
their needs arise, both as regards service and providing rates 
in harmony with the needs of the army, navy, marine corps and 
all other departments, agencies and subsidiary corporations of 
government engaged in shipping materials and supplies. . 
Many arrangements have been made by the traffic officers ex- 
tending privileges and favors costly to the railroads and which 
would not have been provided for a commercial shipper... . It 
is the kind of cooperation which should be praised rather than 
severely criticized even to the extent of implying a lack of 
patriotism on the part of the railroad officers. .. .” 


Uniformity of Rates 


Generally speaking, the classification and the rates must in 
the public interest be the same via all roads between the same 
two points, he said. To show the reason for this, he discussed 
routes and joint rates, in line with the explanation made earlier 
by Walter S. Franklin, vice-president in charge of traffic of the 
Pennsylvania. Mr. Cleveland said that of six single-line routes 
between Chicago and Minneapolis, the shortest was via the 
North Western, 396 miles, while the longest was via the Rock 
Island, 525 miles, but that the same rate applied over all these 
routes and also over joint routes between the points named. If 
rates on each line were made independently, industrial shippers 
desiring to ship large consignments of different kinds of freight 
could no longer enjoy the convenience and economy of being 
able to dump entire shipments at one depot with assurance that 
the transportation cost would be the same as at any other depot 
in the shipper’s community, the witness asserted. 

_ Senator Wheeler wondered why the short line between two 
points should not have a rate advantage over the more circuitous 
lines. Answering that, Mr. Cleveland showed, among other 
things, that one railroad might have two routes between the 
same points and that operating conditions on a short route, in- 
cluding such elements as grades, etc., might be such that, by 
comparison, the longer route could give less costly and more 
expeditious service. 

Railroads participating in rate conferences could not make 
an unreasonable rate, because such a rate was unlawful under 
section 1 of the act, he observed, adding: 


Neither could rates be made that are discriminatory for here again 
Such rates are by statute declared to be unlawful and the Commission 
has ample power to require discriminations removed. The Commission 
also has power to initiate investigations and based upon its findings 
on the record made, to prescribe the maximum, minimum or exact 
rates that may be charged. It also has the power to suspend rates 
filed with it and to preclude such suspended rates from taking effect 
until its suspension is raised. It would appear under present statutes, 
cs arian that the rights of the public are fully and adequately pro- 
ected. 

Status of A. A. R. 


Referring to the chart placed in evidence by the Justice 
Department as its exhibit No. 1, Mr. Cleveland said the chart 
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was intended to show a direct relationship between the rail rate 
committees and associations and the A. A. R., and he cited testi- 
mony that the A. A. R. was “the head of this hierarchy.” The 
A. A. R., he said, had no relationship whatever with the other 
organizations shown on the chart and had no control over any 
of those organizations. He added that the committees and asso- 
ciations in question were entirely independent of the A. A. R. 
and “responsible to their members alone,” but said that the 
A. A. R. cooperated with those organizations when called on for 
assistance and that this was particularly true of the A. A. R. 
traffic department. The Traffic Advisory Committee, he con- 
tinued, was not and never had been a committee with power to 
authorize, make or require the establishment of rates, rules or 
practices, but was in fact one with which he (Mr. Cleveland) 
consulted and conferred on policy questions. He told of the 
appointment of the Committee on Merchandise Freight as a re- 
sult of the advisory committee’s recommendations for tariff 
simplification. 

On Sept. 18, 1939, the merchandise committee met with the 
classification committee and a committee of nine chief traffic 
officers representing various territories and reviewed 41 recom- 
mendations that had been received, Mr. Cleveland said. He said 
those recommendations were then considered at a joint meeting 
of the chief traffic officers for the eastern, southern and western 
territories, in September, 1939. He added that many recom- 
mendations were approved, but that the following two pro- 
posals were not adopted. 


(a) That all l.c.l. ratings on articles other than those of light, 
bulky, hazardous, perishable or fragile nature in the classification 
and exceptions thereto now higher than third class be reduced to 
third class. 

(b) That all other 1.c.]. ratings in the classification and exceptions 
thereto now fourth class or higher be allocated to four intermediate 
classes, namely, columns 70, 60, 55 and 50, with due regard to density. 


“Blitzkrieg” Background 


* The subject of those recommendations was referred to the 
chief traffic officers of the eastern, southern and western terri- 
tories to work out as they might deem advisable in those terri- 
tories and the southern group made “a readjustment on many 
commodities which was put in effect for experimental purposes,” 
while the eastern group worked out a “tentative adjustment” 
which was never published, Mr. Cleveland said. This, he said, 
Nee what had been referred to in the hearings as the “blitz- 

rieg.” 

“It was designed in response to criticisms that the adjust- 
ment then in effect was not suitable for conditions then exist- 
ing,” he said, “and it was thought by the merchandise commit- 
tee that the changes proposed would be an effective answer to 
the criticisms that had been made and at the same time might 
recover considerable traffic which had been lost by the rails.” 

Dealing with what he termed “the very evident error of the 
witnesses of the Department of Justice in regard to the func- 
tioning of the various rate organizations maintained by the rail- 
roads.” Mr. Cleveland said that it was not true that rate or 
auxiliary committees, or rate bureaus, made rates, and that the 
rates actually were made by representatives of the member 
lines; that the Justice Department’s “worst mistake” was “the 
inference that the great bulk of rate changes go through the 
appeal machinery” and that. in fact, “an exceedingly large pro- 
portion of all rate proposals” were concluded promptly and by 
the body having original jurisdiction; and that “a very large 
proportion” of all rate changes filed with the Commission con- 
stituted reductions in prior rates, with increases relatively few 
in comparison. 

“The inference from the witnesses’ statements, as well as 
from the Senate committee.” he continued, “has been that the 
right of suspension means little, as the Commission could not 
possibly examine properly all tariffs filed. The facts are that 
the Commission’s tariff rules require a certain symbol used 
showing each advance and each reduction in every tariff or 
supplement filed, and it is not difficult for its staff to determine 
whether from the nature of the tariff a suspension should be 
made. It is not infrequent for the Commission to suspend a 
tariff on its own motion without having received a request for 
suspension. .. . It is not strange that as compared with the total 
tariffs filed the ratio of requests for suspensions is small, for 
the reason that a very large proportion of the changes are re- 
ductions and that most of the changes were made at the request 
of some shipper or shippers... .” 

Mr. Cleveland said the Justice Department had not told the 
committee that “a very large proportion of the entire rate 
structure” had been before the Commission in many cases and 
that a large part of that structure had been further reviewed 
by the Commission in many general investigations, such as 
those instituted under subparts of docket No. 17000 with respect 
to, among other things, iron and steel; petroleum and its prod- 
ucts; furniture; grain and its products; cottonseed, its products 
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and related articles; live stock; hay; sand and gravel and 
crushed stone, and nonferrous metals. 


Steamship Association’s Views 


Senator Wheeler announced that he had received a letter 
from Harry S. Brown, chairman of the Intercoastal Steamship 
Freight Association, of New York City, expressing the attitude 
of that organization toward the considered bill. In the letter, 
Mr. Brown said that rate bureaus or conferences were an essen- 
tial part of the machinery for insuring reasonable and non- 
discriminatory rates and practices and that, in the absence of 
such organizations, individual carriers would have to duplicate 
existing rate bureau personnel. This, he added, would mean 
greatly added cost to the carriers, and such cost would be re- 
flected in substantial increases in the charges to the public. 
Moreover, he said, it would be impossible for shippers to keep 
track of their own rates and those of their competitors. When 
his association was in active operation, said Mr. Brown, it pub- 
lished all its members’ rate proposals in the Daily Traffic 
World at advertising rates, and any interested persons, whether 
a shipper or not, had a right to appear before the association’s 
neutral rate committee and present objections or endorse the 
proposals. He said that “to dignify some of these meetings be- 
tween interested shippers and this committee as hearings,” as 
proposed in S. 942, would be “absurd.” He observed that agree- 
ments between water carriers were, under the shipping act of 
1916, exempt from application of the anti-trust laws. 


Cleveland Resumes 


Resuming his testimony June 29, Mr. Cleveland named 
various commodities as to which the Commission, after hearings 
held pursuant to the Hoch-Smith resolution and after other 
hearings, had established maximum rates and rate relationships. 
He said that since a preponderance of all traffic, whether mov- 
ing under commodity rates or class rates, was controlled by 
outstanding orders of the Commission, “it would appear that 
the fears of the Department of Justice as to the shippers being 
charged extortionate rates are not well founded.” 

He asserted that rate bureau procedure enabled all lines 
to have a full and complete picture of a given rate situation, 
“such as would be provided for the Commission in a case,” with 
the result that discriminations were avoided and mistakes or 
improper conclusions were much less liable to occur. 

Mr. Cleveland told the committee that in 1919 the average 
revenue by the ton-mile of the railroads was 1.73 cents, and 
that in 1942 the ton-mile revenue average was 0.932 cents. 
He said the railroads were carrying freight now cheaper than 
ever before, adding that they had better power, rails and cars, 
but that they had experienced “tremendous” increases in costs. 

Senator Wheeler said it was not clear to him why it was 
that, according to testimony presented by Herschel Hollopeter, 
of the Indiana Chamber of Commerce, the pig iron rate between 
Kokomo, Ind., and Chicago, was higher than the pig iron 
rate for the same distance between points in Alabama. Mr. 
Cleveland explained that transportation conditions were not 
uniform throughout the United States and that the Alabama 
pig iron rates might be in competition with water rates. 

Referring to exhibits placed in evidence by the Justice 
Department concerning activities of the Association of American 
Railroads, Mr. Cleveland said that a cited recommendation of 
the A. A. R. advisory committee to the traffic executive com- 
mittees of the eastern, southern and western districts provided 
that “before one railroad or group shall file a protest seeking 
suspension of a tariff filed by another railroad or group the 
traffic department of the association shall be advised and given 
the opportunity to discuss the situation jointly with the two 
railroads or groups.” This was designed, said the witness, to 
clear differences within the railroad industry without the 
necessity of “bothering” the Commission with such industry 
differences. 

“Sometimes,” he continued, “the result of such conferences 
has been that when the opposing group understood the position 
of the proponent group the objections of the protesting line or 
group were removed and tariffs published as desired. At other 
times objections were removed when slight modification was 
made in the proposal. In still other cases the differences could 
not be reconciled and then the estoppel was removed and when 
tariffs were filed there was no further restriction against 
filing protest and such were in fact made. . . . Not a single 
case has arisen when an arbitration has been sought.” 


Arnold Statement Called “Libel” 


Mr. Cleveland quoted from former Assistant Attorney 
General Arnold’s memorandum to his staff, dated Sept. 28, 
1942, statements that “the effort to suppress competition in 
transportation has extended to rate-making with serious im- 
plications to the war effort” and that the railroads had “gener- 
ally resisted the government’s request for rate reductions to 
reflect the realities of wartime transportation conditions.” 
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“Those statements,” he said, “are a cruel and vicious libg | 
upon an industry which has done, is doing and will continy 7 
to do its full share in winning the war. If there were no othe @ 
cause for higher prices in the United States today than rajj. | 


road freight rates, prices would not have gone up. Far from 


placing an undue burden upon the government in the proge. 3 
cution of the war, the railroads have been aptly described ag | 
Far from resisting the goy. | 


‘Uncle Sam’s strong right arm.’ 
ernment’s requests for rate reductions to reflect the realities 


of wartime transportation conditions, the railroads have indi. | 
vidually and through their organizations cooperated in meeting | 


rate situations arising from the war... . 

Mr. Cleveland said that in the first world war he neve 
saw or heard of any request from a government department 
asking for a reduced rate, under section 22 of the act, by 
which rates less than published rates are permitted on govern. 
ment traffic. He listed the government departments, agencies 
and corporations that were large shippers in the present war. 
He told of the formation of a committee composed of Chair. 
man Burgess of the Traffic Executive Association—FEasterp 


Territory, Chairman Kerr of the Southern Traffic Executive 9 


Committee and Chairman Farmar of the Western Traffic Execu- 


tive Committee, with himself as ex officio chairman, which % 
committee had been authorized to determine many requests 7 
for readjustments received from government departments or 


agencies resulting from the war. He noted that Director 


Eastman, of the O. D. T., had obtained a “clearance” for the 7 


committee’s activities from the Justice Department. 


Transit Privileges 


Mr. Cleveland discussed the extension of transit privileges 7 
on government traffic and showed that transit service involved 7 
four terminal operations, instead of two and that the total © 
charges paid by the shipper, including the transit charge, were © 


“very much less than the combination of the two locals. Among 


arrangements that had been provided on government traffic, q 


he said, were: 


Stopping of tanks in transit to test guns, which test is performed 
without unloading the equipment; reductions in classification rates on 
armored trucks; rates on silver involving a considerable tonnage (this 
being a commodity of which, due to its nature, the railroad is not a 
common carrier, 


was provided very much lower than would have been available had 


the business been forwarded by the Express Agency); changes in classi- q 


fication ratings and the establishment of new descriptions to take care 
of new products; establishment of rates in connection with new prod- 
ucts and from new points of production; and establishment of reduced 
rates, the necessity for which was the loss of water routes over which 
the business formerly moved. 


“To meet special exigencies as they have arisen,” he said, 
“provision has been made to permit boxing in transit, to per- 
mit outbound mixed carloads in lieu of straight inbound car- 
loads of a single commodity. .. .” 

He estimated the saving afforded the government through 
such transit arrangements as amounting to “possibly something 
over $200,000,000” a year. He added that “quotations involv- 
ing only explosives, ammunition and ordnance” represented a 
saving to the government of between 100 and 125 million dol- 
lars a year. He introduced an exhibit listing 125 instances in 
which “section 22 quotations” had been made by or through 
the A. A. R. traffic department, up to June 26, 1943, on traffic 
for government departments, agencies or corporations. This 
exhibit, he said, served as an index of what the railroads had 
— and did not include other “quotations” made by individual 
ines. 

Rail Transport of Oil 


Mr. Cleveland then discussed the work the railroads had 
done in transporting oil to the east, following the virtual ces- 
sation of coastwise tanker operations and said the reductions 
the railroads made in their rates averaged 35 per cent on crude 
oil and 25 per cent on refined oils, gasoline and heating oils. 
Those rates were in the first instance too low, he averred. 

“Notwithstanding the fact that the cost of handling this 
business has been on a basis that would not justify these rates,” 
he said, “they have been extended from time to time under the 
urge of various departments of government and are presently 
in effect. This represents a contribution of the railroads which 
in December, 1942, amounted to approximately $158,000,000 
on an annual basis.” 

Mr. Cleveland expressed the belief that ‘‘the representa- 
tives of those departments most concerned in the movement of 
this government traffic will state that they have received most 
cooperative and helpful assistance from the traffic officers of 
the railroads of this country in their efforts to meet as far as 
they consistently could those changes in rates and practices 
which the necessities of the various departments appeared to 
require.” 

Referring to a statement in the cited memorandum by 


but to meet the exigencies of government a basis 7 


al ene 
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Thurman Arnold to the effect that the Maritime Commission 
had been unable to obtain a railroad siding to its San Jacinto 
ard at Houston, Tex., because the Southern Pacific would not 

rmit construction of a siding that also would serve another 
railroad, Mr. Cleveland quoted from a letter by Jack Garrett 
Scott, O. D. T. counsel, to Attorney General Biddle, dated Oct. 
14, 1942, an explanation showing that Mr. Arnold’s statement 
was erroneous. Mr. Scott’s statement showed that the Houston 
Port Terminal Railroad wanted to build a 6%4-mile spur from 
its line to the San Jacinto yards and that “the Houston people” 
opposed the construction of a 1%-mile spur from the Southern 
Pacific; that it was agreed in a conference of the O. D. T. with 
the Maritime Commission that construction of the longer spur 
was unjustifiable, construction of the Southern Pacific spur 
thereupon being approved, and that the project was under con- 
struction at the time Mr. Scott’s letter was written. 


After stating that it had appeared to him that the Justice 
Department’s witnesses “and perhaps some members of the 
committee” had an entirely erroneous conception of a railroad 
traffic department, Mr. Cleveland said: 


No traffic officer of any railroad is handling its pricing, that is, 
rates, in a way to drive away traffic or to hinder its free movement 
or to create discriminations against its shippers. . . 

I believe every railroad traffic officer possesses a keen realization 
that the railroad and the industries it serves, whether they be manu- 
facturing industries, farms, mines or any producer of tonnage, are in 
fact partners and the more successful these industries are the better 
the chances for the railroad that serves them. It is just not common 
sense to believe that a railroad traffic officer will deliberately handle 
his rates so as to prevent industrial development in the territory his 
lines serve or that will make rates deliberately designed to restrict the 
distribution of his producers. ... 

Nowhere in industry . . . does the purchaser of the commodity 
or service have as much to say with regard to its pricing as in the 
case of the movement of freight by transportation companies. .. . 
The practice in transportation of consulting with the purchaser is of 
long standing and it antedates regulation. . . . But it is a privilege 
that has been voluntarily extended and it is not an inherent right. 
It is not, therefore, in my judgment, a subject on which there should 
be any legislation such as provided for in S. 942. I respectfully sub- 
mit that there exists no necessity for legislation on this subject other 
than a simple law to the effect that in the fixation of their publicity 
regulated prices the railroads shall be excepted from the terms and 
conditions of the Sherman antitrust law, that their rate associations 
shall be subject to general supervision by the Interstate Commerce 
Commission and that the Interstate Commerce Commission shall, after 
hearing, prescribe from time to time such reasonable rules as it may 
deem advisable under which the associations shall operate. 

Further, I am strongly of the opinion that the railroads should 
have the right to confer with the representatives of other forms of 
transportation on policy questions of mutual interest. . . . Without 
such a privilege, I am of the opinion that rate wars will break out 
throughout the country. .. 


“T, R.” on Rails and Antitrust 


Mr. Cleveland, in conclusion, quoted from former Presi- 
dent Theodore Roosevelt’s message to the Sixtieth Congress, in 
1908, a statement that the railroads of the country should be 
placed completely under the jurisdiction of the Commission 
and should be freed from ‘‘the domain of the antitrust law,” 
and a statement by former Commissioner Meyer that the ap- 
plication to the railroads of the Sherman antitrust act was 
“one of the greatest errors in our legislative history.” 


Asked by Chairman Wheeler whether the railroads always 
granted requests of government departments for rate reduc- 
tions, Mr. Cleveland said that “relatively few” requests had 
been declined. 


Senator Wheeler again brought up the question of why 
the shortest of several rail routes between two points should 
not have a lower rate than the more circuitous routes if it 
could cut its rate and still make a profit. He suggested that 
in a rate conference involving the Chicago & North Western, 
the short route between Chicago and Minneapolis, and the 
Rock Island, the long route between those points, the C. & 
N. W. might be prevailed upon not to reduce a rate so as not 
to curtail the revenues of the Rock Island. Mr. Cleveland said 
that in 45 years of rail traffic experience he had not encoun- 
tered a situation such as Senator Wheeler suggested. Senator 
Wheeler insisted that the idea he had discussed had been em- 
bodied in the western commissioner plan agreement. 


Senator Reed, of Kansas, said the theory had been held 
that “the longer line” might well be entitled to a lower rate 
than “the shorter line” so as to enable it to attract business 
and that for many years there was a differential in the rates 
from the east to Chicago so that the Pennsylvania and the 
New York Central, which had the shortest routes and the most 
expeditious service, were required to charge higher rates than 
the circuitous lines. Mr. Cleveland said that was the situation 
how on the “differential” lines from New England to Chicago, 
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the rates certain direct routes being 10 per cent higher than 
those on. routes via Canada. 


Rate “Formula” Question 


After Senator’ Reed had observed that “you can’t always 
base a rate on the distance of the shortest line” between the 
same two points, Mr. Cleveland said there were many who 
knew little about rates who thought there should be a rail 
rate formula. He -asserted that mathematics had nothing to 
do with the making of rates, that rates had to be based on the 
needs of commerce, and that, if the railroads did establish 
rates according to some formula, existing delicate rate adjust- 
ments would disappear and the traffic would not move. Senator 
Reed said that if rates were made only on a mileage basis, 
“you would disrupt the commercial life of this nation.” Mr. 
Cleveland agreed, saying there was no question about that. 

Senator Shipstead, of Minnesota, asked a series of ques- 
tions indicating a leaning to the belief that rail rate increases 
on grain had caused much of the Minneapolis milling industry 
to move to Buffalo, N. Y. Mr. Cleveland said the movement of 
the industry to Buffalo was purely an economic development; 
that there was always the possibility of shipping grain by lake 
to Buffalo, and that when one mill moved there, others had to 
follow. This development would have occurred, regardless of 
pe a railroads had done about rates, Mr. Cleveland con- 
tended. 

Mr. Cleveland asserted that the A. A. R. had positively 
‘no control whatsoever” over rail rate associations or commit- 
tees, and that the A. A. R. merely cooperated with such organ- 
izations and acted as an intermediary in matters appealed to 
it by them. Senator Wheeler said he did not think Mr. Cleve- 
land’s statement that the A. A. R. had “no control” over rate 
committees was accurate. Mr. Cleveland took the position 
that cooperation was not control. 

Mr. Cleveland said he thought that “this is a good time to 
straighten out the idea that the railroads are getting subsidies” 
from the federal government. He explained that the railroads 
did not receive one cent of subsidy from the R. F. C. and that 
the payments were made to the oil companies, in the amount 
of the difference between their present transportation costs 
and the costs they would pay if the oil were moved by tankers. 
Senator Wheeler said he knew that. Mr. Cleveland said that 
“a lot of people don’t.” 


Joint Rates With Motor Carriers 


As a supplemental statement, Mr. Cleveland placed in the 
hearing record an explanation of items contained in an A. A. R. 
report, issued in 1938, which the Justice Department had intro- 
duced as an exhibit and which Senator Wheeler had reproduced 
in the Congressional Record (see Traffic World, June 12, p. 
1405). 

With respect to the statement in that report that the A. A. 
R. traffic department had been “instrumental in having a policy 
adopted by the individual railroads not to make joint rates with 
trucking companies,” Mr. Cleveland said this matter was 
“moot,” adding that “whatever action was taken at the time 
the memorandum was prepared has been cleared up to the 
satisfaction of the Department of Justice.” 

As to the statement in the A. A. R. report that the A. A. R. 
traffic department had induced individual lines and groups of 
lines “to comply with orders of the Interstate Commerce Com- 
mission constructively,” etc., Mr. Cleveland said: 


It would hardly seem necessary to make any explanation of this 
situation other than to state that it relates only to orders of the Com- 
mission finding discrimination in one rate or rates and preference in 
some other rate or rates. Discrimination cannot be established in law 
unless it can be removed by advancing the rate alleged to be preferen- 
tial or by reducing the rate alleged to be prejudicial. The Commission 
and the courts have held that in cases of that kind the railroads must 
have the option of determining how the discrimination shall be cured. 
This suggestion only provided for a constructive handling of such 
orders. 


Dealing with the item in the A. A. R. report about “activi- 
ties of this department in avoiding suspension of increased 
rates” by the Commission, Mr. Cleveland said this meant no 
more than a willingness by his office to appear before the sus- 
pension board and place “any arguments that we may desire” 
before it for its consideration as to why a given tariff should 
not be suspended. ; 

In explanation of his statement in the report that he had 
“participated in conferences with shipper groups and obtained, 
as a result thereof, higher rates with the retention of traffic 
than the shippers were originally demanding,” Mr. Cleveland 
said: 


This means no more than that a request by an individual shipper 
or a group of shippers has been received asking for a conference. Con- 
ferences are, of course, granted to anyone who might desire them. At 
times their suggestions may, in my opinion, be unsound and after dis- 
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cussing the proposition their views are changed and the proposition 
that they finally put up to the railroads is quite different from what 
they originally had in contemplation. A great majority of the shippers 
are very much more concerned in the relationship of these rates to 
those of their competitors than they are in the actual volume of the 
rate itself. I have no power either to make or to promise a rate. 


Mr. Cleveland concluded his supplementary statement with 
the following remarks: 


Obviously there cannot be maintained an adequate transportation 
system unless revenues are adequate. Nothing in these illustrations 
indicates anything other than to fairly protect the rate structures to 
the fullest extent consistently possible. At the time this report was 
made the depression was at its height, many carriers were in bank- 
ruptey and other carriers were threatened with bankruptcy. 


E. H. Thornton Testifies 


E. H. Thornton, general manager of the New Orleans Joint 
Traffic Bureau, in testimony before the committee June 30, con- 
tended that the regulations that would be imposed on carriers, 
under the considered bill, in the operation of their rate-making 
bureaus would be detrimental to the manufacturers and ship- 
pers and to ports and manufacturing and distributing com- 
munities. 


“There is no doubt it would slow up the work of these rate- 
making bureaus,’’ he said. “The regulations here sought would 
impose such restrictions upon the carrier rate-making bureaus 
as to cause unusual delays in the handling by the carriers of 
meritorious requests from manufacturers, shippers, ports, etc., 
for reasonable rate adjustments. It would cause the carriers to 
turn down and deny many requests from manufacturers, ship- 
pers and ports for adjustments of rates, which requests, under 
existing conditions, might otherwise be approved and the rates 
published with reasonable dispatch, thereby resulting in mate- 
rial aid and benefit to the shipping public.” 


Mr. Thornton said the trade associations represented by his 
bureau had as their members many “small” manufacturers, 
sh.ppers and receivers of freight. The large shippers, he said, 
had their own traffic departments. He discussed his experience 
as a former railroad employe who had served on many rail 
rate committees. 


Objections to Bill 


He directed particular objections against provisions of S. 
942 requiring attendance of a Commission representative at rate 
bureau sessions, requiring consideration and final action on rate 
proposals within 30 days from the date of submittal of such 
proposals and final action by the appellate committee within 60 
days of the submittal, requiring the carriers to keep reports of 
their rate conferences and to make such reports open to public 
inspection, and requiring that final action on rate proposals be 
taken in public sessions of rate bureaus. He also opposed a 
provision of the bill that would authorize a carrier to publish 
a rate without having previously submitted a proposal thereon 
to the carrier rate bureau and to the public for consideration. 
He said he agreed with Director Eastman that the “complaint” 
about the rate bureaus originated with the lawyers and econo- 
mists of the Justice Department rather than with the shippers. 
He expressed support for the Bulwinkle bill, H. R. 2720, in the 
event Congress decided that present laws did not afford ample 
protection to the carriers in the operation of their rate bureaus. 


Delays of two or three years in the handling of rate pro- 
posals were the exception rather than the rule, Mr. Thornton 
told Senator Wheeler, in answer to a question. The witness 
said there were cases in which the carriers, before disposing 
of a rate proposal, might await a Commission decision involv- 
ing matters closely related to those involved in the proposal 
that had been submitted to them. He explained that statement 
by citing a proposal he had filed on sugar rates from New 
Orleans to Chicago, saying that action on that proposal also 
involved an adjustment of sugar rates from Montana and from 
California sugar shipping points to Chicago. 


Southern Governors and Rates 


Senator Wheeler wanted to know why it was that gov- 
ernors and senators of southern states complained about freight 
rate discrimination against the south. Mr. Thornton said the 
governors did not know anything about freight rates. Senator 
Wheeler maintained that these public officials had been elected 
by the people and implied that the governors’ views represented 
popular sentiment. Mr. Thornton insisted that southern ship- 
pers were not complaining and that the governors had not 
adequately investigated the freight rate situation. Senator 
Wheeler remarked that he understood the southern governors 
planned to meet in Denver with governors of western states 
to see what they could do about the freight rate situation. He 
said that there had been agitation against the southern rates 
in the last 20 years and since he had been in Congress, and 
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took the position that members of the congressional delega. 
tions from the south had not carried on this fight unless there 
had been some agitation from shippers. 


“We have very favorable freight rates,” said Mr. Thornton, 


Senator Wheeler asked the witness for his opinion aboyt — 


the idea of filing all rate proposals with the Commission jp. 


stead of “working them out” with rate bureaus. Why wouldn't © 


it be better to work out such proposals before a public body 
Senator Wheeler wondered. Mr. Thornton said he feared the 
Commission was not constituted or equipped to handle all rate 
proposals. 


mission every day and to find out how they affected his own 


interest, he said. Senator Wheeler indicated that in that mat. | 
ter the rate bureau could be of service to the shippers. Mr. | 


Thornton contended that the task of studying the tariffs, fileq 
to become effective on 30 days’ notice, and of preparing pro- 
tests in cases where such action was warranted, would be prac. 
tically impossible, as the time allowed for filing protests was 
only 20 days, or until 10 days before the effective date. It 


It would be a difficult job for every shipper to 7 
acquaint himself with the tariffs that were filed with the Com. 


would mean, he said, that the Commission would be flooded 7 
with protests, as the interested parties would protest a rate © 


proposal as a matter of precaution when in doubt as to its | 


effect on their own business. Senator Wheeler said he did not 
doubt that there would be a large volume of protests. He 


referred to Justice Department testimony to the effect that | 
only about 1 per cent of the rate proposals filed were sus. 7 


pended. Chairman Kerr of the Southern Freight Association 4 


arose to state that the Justice Department had not explained 3 
that more than 90 per cent of the rates filed represented re- © 


ductions and represented “exactly what the shippers asked 
for.” He said he thought Mr. Thornton would agree that nearly 


100 per cent of the “adjustments” had been worked out with § 


the shippers, ‘‘thereby avoiding litigation.” 


Wheeler on Antitrust “Relief” 


Senator Wheeler mentioned the Bulwinkle bill, saying it 9 
had been sent to the House by the Commission and that orig- 


inally it had been sent to him. He said he thought that “‘pos- 


sibly” where no coercion was employed in rate bureau opera- 
tions “‘we should say that there should be no prosecution under 


the antitrust law.’’ But, he added, “certainly” where there was © 
coercion and where strikes were fomented, if that was being | 


done, the Justice Department ought to prosecute. 


Hearings Halted 


As Mr. Thornton concluded his testimony, June 30, Senator © 


Wheeler announced that no further hearings on S. 942 would 
be held until after Congress returned from the summer recess 
it was contemplating. 


Motor Bureau Conference 


Frank Purse, director of district 8 for the Commission's 
bureau of motor carriers, introduced an innovation in the 
periodical conferences of staff members of his district, which 
comprises the states of Illinois, Indiana and Michigan, at a 
two-day meeting in Chicago, July 1 and 2. Customarily, such 
conferences are for the exchange of views and information 
among members of the staff and field forces of the motor 
carrier bureau in the districts in which they are held. At 
this meeting, however, representatives of shippers, truckers and 
other governmental agencies were invited to discuss with the 
bureau men their particular problems and the manner in which 
the bureau staff can help in solving them. Among those who 
appeared were the following: 


A. H. Schwietert, director of traffic, Chicago Association of Com- 
merce; Fred Faulkner, automotive chief, Armour and Company; Harry 
F. Chaddick, American Transportation Company; Ben Leventhal, presi- 
dent, Roosevelt Cartage Company, and president of the Central Motor 
Freight Association; Philip A. Smith, president, Cartage Exchange of 
Chicago; Walter Mullady, president, Decatur Cartage Company; J. L. 
Keeshin, president, Keeshin Motor Express Company, chairman of the 
central states employers’ committee; A. B. Nelson, vice-president, Il 
linois Motor Truck Operators’ Association; Harry Gormley, regional 
manager, motor transport division, Office of Defense Transportation; 
Carl Marinello, manager, Chicago Joint Truck Information Bureau; 
Col. Dan A. Hardt, transportation officer, sixth area command, U. §. 
Army; Paul Bond, acting transportation director, Petroleum Adminis- 
tration for War; J. A. Turner, chief, motor transport section, P. A. W.; 
Frank Baird-Smith and Leo Huff, consultants, petroleum transportation 
division, O. D. T. 


Mr. Purse spoke on the conference of bureau district di- 
rectors held last June; E. N. Bauer of the bureau’s salvage 
division, spoke on salvage, and Colin A. Smith, its senior attor- 
ney at Chicago, on enforcement problems. 
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Traffie World Attacked 


The Traffic World Washington Bureau 


In remarks in the Senate, July 1, criticising the decision 
of the Supreme Court of the United States in No. 175, Inter- 
state Commerce Commission et al. vs. Inland Waterways Cor- 
poration et al., involving rates on ex-barge grain from Chicago 
(see Traffic World, June 19, p. 1465), Senator Shipstead, of 
Minnesota, read the editorial in the Traffic World of June 19, 
commenting on Justice Black’s dissenting opinion in the barge 

se. 

“On June 19 we had an exhibition of how those who pub- 
lish newspapers and write editorials for the interests which 
are asking for special consideration and privilege act in speak- 
ing for those who sustain their publications,” said he. “The 
Traffic World, in its issue of June 19, vents its spleen upon 
Justices Black, Murphy and Douglas* for their dissenting opin- 
jon. I think the three jurists are to be complimented for being 
attacked from such a source. To show how these people, when 
they do not get the kind of decision they want, retaliate upon 
those who will not go along, I wish to quote from an editorial 
in the Traffic World. In the editorial there is language attack- 
ing Justices of the Supreme Court more violently and repre- 
hensively than I have ever before noted in public print.” 

Senator Shipstead said the editorial must also apply to 
the other two dissenting Justices, Justices Murphy and Douglas, 
because they agreed with Justice Black. 

“T call attention,” he said, ‘‘to the fact that, if that editorial 
applies to the three justices of the Supreme Court dissenting, it 
also applies to the members of Congress who anticipated what 
was going to happen if the transportation act of 1940 became 
law, and anticipated what would happen when the matter 
reached the Interstate Commerce Commission, after having spe- 
cifically pointed out to the Interstate Commerce Commission 
that they must not discriminate against waterways.” 

Senators Wheeler, of Montana, and Clark, of Missouri, 
joined Senator Shipstead in criticism of the Commission’s deci- 
sion in I. and S. 4718, grain proportionals, ex-barge to Official 
Territory, upheld by the Supreme Court’s decision under attack. 

Senator Wheeler said there was a concerted effort now be- 
ing made to permit railroads to get into the truck and bus 
business. 

“When Congress reconvenes after the recess I intend to 
introduce proposed legislation to prevent railroads from owning 
busses and trucks,” said he. “I think the railroad business should 
be divorced from the bus and truck business.” 

Senator Wheeler said, further, that he did not think the 
express companies, owned by the railroads, should be permitted 
to engage in the trucking business, that the railroads should not 
be in the trucking business, nor in the water transportation 
business, nor should they be permitted to own air transportation 
facilities. He opposed the idea that all forms of transportation 
should be owned by one group, asserting that, if that ever hap- 
pened, there would be no competition in transportation. 

Senator LaFollette, of Wisconsin, and Senator Shipstead ex- 
pressed the hope that the first order of business after the recess 
of Congress would be a concerted effort to reverse “‘the flagrant 
violation of the legislative intent of Congress committed by the 
Interstate Commerce Commission.” 

Respondents in I. & S. No. 4718, Grain Proportionals, Ex- 
Barge to Official Territory, have filed replies to the motions of 
A. L. Mechling and protesting grain interest, for leave to file 
petitions for rehearing, and to the petitions for rehearing. The 
proceeding involves an order of the Commission, upheld by the 
Supreme Court, permitting suspended cancellations of east- 
bound proportional rates from Chicago on ex-barge grain to go 
into effect (see Traffic World, June 26, p. 1527). 

The reply to the Mechling motion and the motion of the 
protesting grain interests said that the Commission had stated 
in this case that “in a proper proceeding” it might prescribe 
proportional rates on the ex-barge traffic. They pointed out 
that the Supreme Court had stated in upholding the Commis- 
sion order in the case that proceedings under section 15(7) were 
not to be held open until proportionals could be set. The reply 
to the Mechling motion said that this was not the “proper pro- 
ceeding” in which the Commission should consider possible 
prescription of rates for the ex-barge traffic, while the answer 
to the protesting grain interests said that to reopen the case 
“would develop a very confused record, much of the evidence 
being presented with reference to entirely different issues and 
not received with any reference to the new problems now sug- 
gested.” The two replies said that the interstate commerce act 
provided ample means for the relief of parties suggesting that 
any rate situation might be either unreasonable or unlawful 
under any provisions of the act. 

__A reply to the aforementioned motions has also been filed 
with the Commission by western carriers, saying that the only 
purpose the grain elevator operators hoped to accomplish in 
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their effort to inject new issues into the proceeding “by the 
pretense of a petition for rehearing is to unduly prolong the 
advantages to them of a ridiculously discriminatory and preju- 
dicial rate adjustment .. .” The reply said that the order, as 
it stood, did not give the Commission any jurisdiction to con- 
sider the issues the grain elevator operators proposed to inter- 
ject for the first time, saying that the “Commission cannot re- 
hear that which hasn’t been heard.” 


*Which is a plain lie. We criticized only the language of Justice 
Black.—Editor the Traffic World. 





Traffic World Doing Good Job 


Editor, Traffic World: 

I want to hasten to thank you for your articles on current 
traffic changes, rulings, and outlines which I have found very 
useful in handling my transportation and traffic class at Loyola 
University, under the engineering, science and management 
war training of the U. S. Department of Education, especially 
the outlines as given by Mr. Wilson’s articles as a result of 
which the majority of the students have adopted the complete 
works as their reference and guide. 

The U. S. government has really done a good job in these 
intensive traffic training courses by picking practical traffic 
men at the various key points and outlining a course that will 
at least give the newcomer in the traffic field a primary knowl- 
edge of where to look for the information, the essential ground 
work and requisites and what department of a railroad, motor 
carrier, water carrier, or forwarder handles the various items 
as théy come in the daily routine of a manufacturing company 
or acarrier. In helping the students already in traffic it enables 
them to take over the job ahead, due to the fact that their 
immediate superior has not the time nor in most cases the in- 
clination to train someone to step into his shoes. For example, 
a man in a railroad local office handles billing or some other 
assignment and never has the time to dig into the rate struc- 
tures, learn to read a tariff, or learn what a classification was 
printed for. In these classes (we just finished a course in which 
39 were granted certificates) one man can instruct as high as 
100 (we started out with 60) in the general fundamentals and, 
believe it or not, at the end of a three months’ intensive course 
they could read tariffs that were not too complicated, classify 
freight, break down cars on basis of streamlined rule 10, and 
give a fair outline of all of the O. D. T. orders, application of 
transportation tax, etc. 

This is a good piece of work as, while correspondence 
courses are the next best system, direct discussion and instruc- 
tion is what 1s needed where intensive training is necessary 
and there is not a harder field hit than the transportation in- 
dustry. 

As I have been critical in the past where I disagreed with 
some of your policies, by the same yardstick, I want to thank 
you and give you credit for a good piece of defense work when 
it is due you, as I feel the Traffic World is donig a grand job 
and keeping the public advised of changes and important deci- 
sions that would possibly cost the shippers unlimited fines etc. 
without this current, up to date, accurate information as car- 
ried in your publication. 

John M. Flynn, 
Professor, Transportation, and Traffic, 
Loyola University of the South. 
(Vice President, Gulf Carloading Com- 
pany, Inc., New Orleans, La.) 
June 25, 1943. 





P. 0. & D. Bonds 


Applications of the Pennsylvania, Ohio & Detroit Railroad 
Co., and of the Pennsylvania Railroad Co., have been filed with 
the Commission, in Finance No. 14261, asking authority for the 
P., O. & D. to issue and sell, and the Pennsylvania to assume, 
as lessee and guarantor, obligation and liability in respect of, 
$28,483,000 principal amount of first and refunding mortgage 
3% per cent bonds, series D, to be dated July 1, 1943, and to 
mature July 1, 1968. The P., O. & D. application said it was 
proposed to sell the bonds at par and accrued interest to Kuhn, 
Loeb & Cg, of New York City, and among the exhibits were 
copies of the company’s letter to Kuhn, Loeb & Co., and of the 
latter’s letter to the company, confirming the purchase by the 
banking house. A letter from George H. Pabst, Jr., president of 
the P., O. & D., accompanying the applications, said that the 
sale had been made, subject to the approval of the Commission. 
Mr. Pabst’s letter also contained the following paragraph: 


In view of a telegram to the Commission to which newspaper pub- 
licity has been given, we respectfully look to the Commission, in the 
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light of its history of fair regulation under the law, to see to it that 
purely private interests without responsibility in this matter and con- 
cerned only with prospective bankers’ profits, should not be permitted 
to defeat the accomplishment of a result which materially advantages 
the credit of two of the railroads whose welfare is entrusted to the 
Commission. 


The reference was to requests made by midwest banking 
houses that the Commission require competitive bidding on the 
proposed bond issue. 

The P., O. & D. application said the series D bonds would 
be sold to provide in part funds to be applied to the redemption, 
on or before Oct. 1, at 102% per cent, of $28,483,000 first and 
refunding mortgage 4% per cent bonds of series A, dated April 
1, 1927, and maturing April 1, 1977, and that the Pennsylvania 
would advance the balance required to pay the premium of 2% 
per cent. 

Mr. Pabst’s letter said it had been desired for some time to 
effect a refunding of the series A bonds to bring down the 
coupon rate from 4% per cent to 3% per cent, but that it had 
been necessary to wait for market developments which, he said, 
had now occurred. Unless advantage was taken of the present 
market situation, said he, the present opportunity to effect 
highly important savings would be lost. In order to carry out 
“this most desirable transaction,” the redemption price of the 
series D bonds must be deposited with the Girard Trust Co. as 
trustee of the first and refunding mortgage not later than Aug. 
2, said Mr. Pabst. 


The total savings in interest, he said, after taking into con- 
sideration sinking fund retirements over the 25-year period, 
would be $8,546,812.50. After deducting the premium payable 
on the series A bonds when called, said he, the net savings in 
interest would be $7,834,737.50, or an average annual saving of 
about $312,000. Furthermore, the letter said, there would be a 
substantial reduction in the taxes of the Pennsylvania for 1943, 
approximately $1,500,000. In this connection, the Pennsylvania 
application said that the reduction in income taxes would be by 
reason of the fact that, in its consolidated income tax return, it 
would be able to take credit for the premium required to be 
paid in connection with the refunding, as well as the unamer- 
tized discount at which the series A bonds were originally sold, 
“that is, $22,000,000 were sold in 1927 at 92% per cent of par, 
and $6,483,000 were sold in 1931 at 98 per cent of par, pursuant 
to authority of the Interstate Commerce Commission in Finance 
dockets Nos. 6181 and 8050, respectively.” 

The applications, said Mr. Pabst’s letter, had been filed 
with the Commission at the earliest possible date after execu- 
tion of the sale contract, and requested early action by the 
Commission, adding: 


If, in spite of the showing made in the attached papers and sum- 
marized in this ietter, the Commission should not be disposed to grant 
approval of the transaction hereby requested, we respectfully ask that, 
before denying such approval, we be allowed a public hearing before 
the Commission in order to publicly present the facts justifying these 
applications. 


The Commission has issued an order in Finance No. 14261 
assigning the proceeding for hearing July 8, at the office of the 
Interstate Commerce Commission, Washington, D. C., before 
Oliver E. Sweet, director of the Commission’s Bureau of 
Finance, and Examiner A. C. Devoe. 


Classification Rule 7 Revision 


Kansas-Missouri River Mills has asked the Commission to 
suspend rule 7, in supplement No. 31 to Consolidated Freight 
Classification No. 15, Agent R. C. Fyfe’s I. C. C. No. 28, “which 
is a rule to govern delivery of shipments consigned ‘to order’ 
without surrender of the original bills of lading and shipments 
on straight bills of lading consigned to one party, notify or 
advise another party, without surrender of written order or 
other required document,” filed to become effective July 10. 

The petition says that the proposed rule provides that the 
carrier must be protected against loss in one of three ways 
when the required documents are not available, by currency, 
certified check or bank cashier’s check equal to 125 per cent 
of the invoice or value of the property; or by a specific bond 
of indemnity with surety in amount equal to twice the invoice 
or value of the property; or a blanket bond of indemnity with 
surety. The rule was objectionable, it said, in that a bond 
substituted for currency, a certified check or a cashier’s check 
must be made by a corporate surety firm; currency, a certified 
check, or cashier’s check must be furnished when a shipment 
had been delivered on a blanket bond and the required docu- 
ment was not surrendered within five days; when a shipment 
had been delivered on a blanket bond and the required docu- 
ment had not been surrendered within five days, the blanket 
bond could not be further used until the required documents 
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had been surrendered, a deposit of currency, a certified check 
or cashier’s check was made, or a specific corporate surety 
bond was furnished; and a bond executed by a partner as 
surety for his firm would not be accepted. 

. There were two “particular reasons” for objecting to the 
proposed rule, said the petition. First, the cost of specific bonds 
was high, three surety firms having quoted a premium rate of 
$10 for $1,000 valuation. Second, it said, was delay to cars 
because some time would be required to arrange for a specific 
bond, and gave this explanation: 


Obviously some time will be required to arrange for a specific 
bond. If a car has been delivered on a blanket bond and through no 
fault of the owner the bill of lading is not available within five days 
the blanket bond becomes inoperative for other shipments on which 
the bills of lading are not available. The result will be the owner 
will let the late arrivals wait until the blanket bond is again available, 
Further, when a shipment is delivered on a blanket bond and the five 
day limit has expired the blanket bond cannot be used until cleared of 
the five-day shipment regardless of the amount of the blanket bond and 
the charge against it, although a large unused credit exists. Example: 
A blanket bond of $100,000 has only one shipment of $4,000 applied 
against it and it is five days old. The credit on the bond is $96,000, 
yet it cannot be used for a new shipment for any amount. 


After several months of consideration of proposed changes 
in the rule, the petition said, the carriers published a-new rule 
in supplement No. 28 to the Consolidated Freight Classifica- 
tion to become effective May 29. This rule was similar to the 
proposed rule, it said, except it did not require corporate surety, 
and was suspended on the Commission’s own motion in I. & §. 
5217. When consideration was being given to changing the 
rules, it said, a representative of the flour milling industry 
appeared at the meeting of the carriers in New York and op- 
posed the corporate surety feature, ‘and it was eliminated.” 
This action, said the petition, would indicate that the carriers 
were Satisfied with personal bonds, and that “our further in- 
formation is that after the rule in supplement No. 28 was sus- 
pended the carriers and the Bureau of Inquiry conferred and 
the proposed rule was published without an opportunity being 
_, shippers to consider it.” (See Traffic World, June 5, p. 

The matter was so important, said the petition, that a few 
more months of delay in making effective a new rule, if it 
should be decided a new one was necessary, would not be 
serious enough to justify denying shippers an opportunity to 
be heard. 


Cleveland Stock Yards Status 


Reopening of the proceeding for reconsideration on the 
record, and modification of the findings made by the Commis- 
sion in its report in No. 28421, Baltimore & Ohio Railroad Co. 
et al. vs. Cleveland Union Stock Yards Co., are sought in a 
petition filed with the Commission by the defendant in that case 
(see Traffic World, May 29, p. 1259). The petitioner said the 
Commission erred in finding that the Cleveland Union Stock 
Yards Co. from Feb. 5, 1938, to May 31, 1941, was a common 
carrier by railroad, subject to the act, in connection with load- 
ing and unloading of carload shipments of live stock transported 
to and from the petitioner. It asked the Commission to find that 
this stock yards company was not a common carrier by rail 
from Feb. 5, 1938, to May 31, 1943, with respect to the de- 
scribed service. 

The petitioner also claimed that the Commission had erred 
in finding that the duties of the railroad companies had been 
completed under the act when the services of unloading into the 
unloading pens had been performed, and said the Commission 
should find that with respect to direct shipments transportation 
was not completed until shipments were delivered to consignees 
and removed from the stockyards. Further, the petitioner said, 
the Commission should modify its finding No. 3 and find that 
the charges assessed by the petitioner from Feb. 5, 1938, to 
May 31, 1940, for use of facilities and the performance of the 
services of unloading, handling, etc., of live stock shipments con- 
signed direct to packers at Cleveland and moved by rail to the 
Cleveland Union Stock Yards had not been shown to have been 
unreasonable. The Commission also was asked in the petition 
to find that the complainants had not been shown to have been 
damaged by the payment of charges assessed by the petitioner 
in the period from Jan. 15, 1940, to May 31, 1940. 

As to a Commission finding that the defendant in the pro- 
ceeding might waive the difference between the charges it 
sought to collect and the charges found to have been reasonable, 
the petitioner averred that the charges it sought to collect were 
prescribed by the Secertary of Agriculture, that only the Secre- 
tary of Agriculture had authority to authorize the Cleveland 
Union Stock Yards Co. to waive the collection of such charges, 
and that “the Commission is without authority to determine the 
reasonableness of charges for services beyond its jurisdiction.” 
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July 3, 1943 


Suspended Tariffs 


(Designation of a toriff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5235, the Commission has suspended from 
June 30 until Jan. 30, the operation of certain schedules as 
published in supplement No. 7 to Inland Waterways Corpora- 
tion’s tariff I. C. C. No. 225. The suspended schedules propose 
to restrict the rates on grain products, in barge loads, from 
Illinois, Mississippi and’ Missouri River ports to New Orleans, 
La., so that they may not be used in making combination 
rates to points on the Intracoastal Canal. (See Traffic World, 
June 26, p. 1527.) 

In I. and S. M-2256, the Commission has suspended from 
June 30 until Jan. 30 the operation of certain schedules as 
published in supplement 35 to tariff MF-I. C. C. No. 270 of 
Southern Motor Carriers Rate Conference, Agent, Atlanta, Ga. 
The suspended schedules propose to cancel the present classifi- 
cation exceptions ratings on boots or shoes, less truckload and 
volume lots, applicable between points in southern territory, 
and to apply higher classification ratings in lieu thereof. 

In I. and S. No. 5234, the Commission has suspended from 
June 26 until Jan. 26 the operation of certain schedules as pub- 
lished in Peninsula Terminal Company’s tariff I. C. C. No. 21. 
The suspended schedules propose to increase the charges for 
loading, unloading and feeding livestock at North Portland, 
Oregon. 

an I. and S. No. 5233, the Commission has suspended from 
July 1 until Feb. 1 the operation of certain schedules as pub- 
lished in supplements 36 and 37 to Agent R. H. Hoke’s tariff 
I. Cc. C. No. 715. The suspended schedules propose to increase 
the rates on vinegar, in carloads, from Charlotte, N. C., to 
destinations in the South where the distances exceed 350 miles. 
An illustrative proposal is to increase from 39 to 54 cents the 
rate to Birmingham, Ala., and from 56 to 78 cents the rate to 
Miami, Fla. 

In I. and S. M-2258, the Commission has suspended from 
July 2 until Feb. 2 the operation of schedule MF-I. C. C. No. 1 
(issued May 29, 1943) of Robert Young, doing business as 
Young Transfer Co., Ottumwa, Iowa. The suspended schedule 
proposes to establish new contract carrier minimum rates and 
charges on “drugs and such commodities as are dealt in by 
wholesale drug houses’, and on “fresh meats and packing 
house products”, between Ottumwa, Iowa, and certain points 
in Missouri, including Mercer, Trenton, Altamont and Cameron. 

In I. and S. No. 5236, the Commission has suspended from 
July 1 until Feb. 1 the operation of certain schedules as set 
forth in supplement 22 to Agent L. E. Kipp’s tariff I. C. C. 
No. A-3306, supplement 15 to Agent J. R. Peel’s tariff I. C. C. 
No. 3495, and other tariffs. The suspended schedules propose 
to increase the rates on oats, barley, corn and certain products 
thereof, in carloads between certain points in western trunk- 
line territory. 

In I. and S. No. 5237, the Commission has suspended from 
July 1 until Feb. 1 the operation of certain schedules as pub- 
lished in Agent W. S. Curlett’s tariffs, supplement No. 50 to 
I. C. C. No. A-726 and supplement No. 2 to I. C. C. No. A-786. 
The suspended schedules propose to increase the rates on po- 
tatoes, other than sweet, in carloads, from eastern points to 
destinations in the south. 

In I. and S. No. 5238, the Commission has suspended from 
July 1 until Feb. 1 the operation of certain schedules as set 
forth in supplement No. 15 to joint tariff, Agents L. E. Kipp’s 
I. C. C. No. 1490, I. N. Doe’s I. C. C. No. 484, W. S. Curlett’s 
I. C. C. No. A-770 and B. T. Jones’ I. C. C. No. 3762, and other 
tariffs. The suspended schedules propose to increase the rates, 
minimum carload weights and per package estimated weights 
on apples from Pacific coast and intermountain territories to 
points in the United States and Canada. 

In I. and S. M-2257, the Commission has suspended from 
July 1 until Feb. 1 the operation of certain schedules as pub- 
lished in tariff MP-I. C. C. No. 5 of J. L. Schwinn, doing busi- 
ness as Sun Valley stages, Twin Falls, Idaho. The suspended 
Schedules propose new, increased and reduced interstate local 
passenger fares between certain points in Idaho. 


BURTON WATER EXEMPTION 

W. T. Burton Co., Inc., of Sulphur, La., has applied to the 
Commission in W-170, for exemption from the provisions of 
part III of the act, section 302(e). Applicant said its services 
consisted of furnishing vessels for marine construction in the 
Gulf of Mexico, the Gulf Intracoastal Waterway, the Missis- 
Sippi River, and adjacent waterways, and that it was seeking 
exemption “from a type of operation, as distinguished from 
any particular contract with any particular firm.” It now had 
an application pending before the Commission for common 
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carrier rights, said the applicant, and asked that the Commis- 
sion hold that application in abeyance until the instant exemp- 
tion proceeding was disposed of. 


Peanuts to Florida 


Greater Miami Traffic Association, Miami, Fla., has peti- 
tioned the Commission to suspend items Nos. 4400-C to 5055-C 
inclusive, of supplement 7 to Agent R. H. Hoke’s I. C. C. No. 
772, effective July 23. The protest said that the items men- 
tioned would cancel specific commodity rates on peanuts, estab- 
lished by the rail carriers to meet truck or water competition, 
and to apply in lieu thereof class rates representing column 
35-V as authorized by Agent E. H. Dulaney’s Exceptions No. 22 
to Southern Classification, I. C. C. No. 90, and would result 
in increases ranging from 89 to 111 per cent. The movement 
involved is from North Carolina and Virginia origins to Miami 
and Tampa, Fla. 

The petition placed before the Commission correspondence 
between the association and the Office of Price Administration 
following a prior proposal of the same rate cancellation made 
Jan. 27 by supplement No. 1 to Agent R. H. Hoke’s I. C. C. 
No. 722. A reply from the O. P. A. indicated that notice 
of the proposed cancellation had been filed with it, and said 
that, under certification, J. G. Kerr, chairman of the Southern 
Freight Association had written to the effect that an investiga- 
tion made by origin and destination lines disclosed that the 
rates were not being used and should be canceled, thereby 
clearing them from the tariff. In view of that statement, said 
O. P. A., it had not protested the proposed cancellation. 

A further letter from the Association to the O. P. A. said 
that it had been informed that the traffic was highly competitive 
between the A. C. 1., Seaboard Air Line, and the Southern, to- 
gether with the Florida East Coast, “and that certainly all of 
the traffic representatives of those lines were familiar with 
the fact that there was a substantial movement of these peanuts 
to Miami. This would lead me to believe that neither the origin 
or destination lines made a careful survey to determine that 
these rates were being constantly used.” 

The petition quoted a letter from the O. P. A. to Mr. Kerr, 
calling attention to the situation, and listing shipments illus- 
trative of the movement, and advice to the O. P. A. from 
Mr. Kerr to the effect that instructions would be promptly 
placed with the publishing agent to restore the cancelled rates. 
The restored rates were finally published to become effective, 
said the petition, June 2, in supplement No. 4 to Agent R. H. 
Hoke’s I. C. C. No. 7772, and that, “despite the knowledge 
that the rail carriers now have there is a rail movement of 
these peanuts they have again seen fit to cancel the rates 
effective July 23, 1943.” 

The petition said that the proposed rates would be unjust 
and unreasonable. The percentage increases from 89 to 111, 
and increases a car from $160 to $200, when based on the 
minimum under General Order O. D. T. 18, with resulting 
car-mile earnings ranging from 36.7 cents to 39.2 cents, would 
be unreasonable and excessive, it said. 


Rice from Arkansas 


Jonesboro Freight Bureau and Jonesboro Rice Mill, of 
Jonesboro, Ark., and Mouton Rice Milling Co., of Harrisburg, 
Ark., have jointly petitioned the Commission to suspend item 
1780-A of supplement 41 to Southwestern Lines Tariff No. 
114-K, Agent Peel’s I. C. C. No. 3503, published to become effec- 
tive July 15. The item, says the petition, proposes to cancel the 
existing 17-cent rate, minimum 10,000 pounds, on rice from 
Jonesboro, Harrisburg, Newport and Tuckerman, Ark., to 
Thebes and Cairo, Ill., as now contained in item 1780 in the 
original tariff. That rate, it says, is one of two factors used in 
constructing rates on rice moving in carloads from the afore- 
mentioned Arkansas points to, “roughly,” the eastern half of 
Central Freight Association territory and to all of New Eng- 
land territory, and will result in a general increase contrary to 
the provisions of the price control act and the regulations of the 
Office of Price Administration. 

Lack of movement on the rates was the alleged reason 
given by the railroads for the proposed cancellation of the rate, 
the petition said, but added that there was no lack of move- 
ment, approximately 7,000,000 pounds of rice having moved 
on the rate from Jonesboro and Harrisburg to destination points 
in the described territories in the 1942-43 season. The rate was 
made effective May 1, 1940, said the petition, to meet truck 
competition. At that time, it said, rice was bein trucked from 
Jonesboro and Harrisburg to Cairo, where it was loaded into 
freight cars and sent forward to its destination. The establish- 
ment of the 17-cent rate, it said, combined with something like 
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F, tomorrow, the vast Chain of Tidewater Terminals 

cannot give you exactly the storage, handling, or 
delivery facilities you require in a given city, remem- 
ber this: 

War comes first. And war means a dozen allied 
Armies as well as something like a billion people. They 
must and will be taken care of. America is feed- 
ing and supplying them, and every shipment is a 
tidewater warehousing, docking, or handling | 














The Chain of Tid 


NEW YORK OFFICE: 17 State Street 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 
George M. Richardson, Vice-President 


BAYWAY TERMINAL CORPORATION 
(operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth), New Jersey 
R. S. McElroy, V.-P. & Gen. Mer. 


NEWARK TIDEWATER TERMINAL, INC. 
Port Street, Newark, New Jersey 
J. A. Lehman, Vice-President 
and General Manager 


KEYSTONE WAREHOUSE COMPANY 
Seneca and Hamburg Sts., Buffalo, N. Y. 
W. J. Bishop, Vice-President 
and General Manager 
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part in this essential job. 

But don’t forget that you, too, are our responsi 
bility. Your distribution must be served. Your neces 
sary customers must: be taken care of. In so fa 
as war allows it, we are in your service. We um 
you, therefore, to state your basic needs. Even} 
facility not in government service will be offerei 
you. Every need that must be met is our problem 


frankly. 


NORFOLK TIDEWATER TERMINALS, INC. 
Norfolk, Virginia 
James A. Moore, Vice-President 
and General Manager 


LINCOLN TIDEWATER TERMINALS 
17 State Street, New York, N. Y. 
Arthur Link, Vice-President 


BOSTON TIDEWATER TERMINAL, INC. 
666 Summer St., Boston, Massachusett# 
T. W. Haskell, Vice-President 
and General Manager 


MERCHANTS WAREHOUSE COMPANY 
453 Commercial St., Boston, Massachusetts 
T. W. Haskell, Manager 


as well as yours. Please state your problenf 


SEATTLE OFFICE: 632 Skinner Bldg | 


ewater Terminals 
and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia, Pa. 
CHICAGO OFFICE: 1646 Transportation Bldg. 
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One Effective Storage 
Answer...Field Warehousing 


Dozens of companies, faced with the 
problem of borrowing money on goods 
and raw materials, have found that 
the Tidewater Method of Field Ware- 
housing answers their need exactly 
and at less cost than warehouse stor- 
age. It is a complete and firmly estab- 
lished system whereby we bring the 
warehouse to your plant, and issue 
warehouse receipts against which 
you borrow. May we explain it fully ? 


Tidewater Field 


Warehouses, Inc. 


17 State Street, New York City 
Joseph E. Lowe, Vice-President 


A unit of the Chain of Tidewater 
Terminals and Inland Warehouses 
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two years of solicitation on the part of railroad representatives, 
finally resulted in the diversion of the traffic from truck car- 
riers to the rails. The movement, said the petition, was in car- 
load lots averaging about 80,000 pounds each. 

Using Cleveland, O., and New York, N. Y., as illustrative, 
the petition said that cancellation of the rate would result in 
increases from Jonesboro and Harrisburg to 58 cents and 73 
cents, respectively. The rate from those points to Thebes and 
Cairo, it said, would be increased from 17 cents to 43 cents, 
adding that the rate from Stuttgart, Ark., would be applied 
from Jonesboro and Harrisburg. Jonesboro, it said, was 108 
miles nearer Cairo and Thebes than Stuttgart, and that the 
increase would result in rates unjust and unreasonable, unduly 
prejudicial to Jonesboro and Harrisburg, and unduly preferen- 
tial of Stuttgart. 

Also, said. the petition, if the Jonesboro petitioner should 
return to the practice of shipping rice to Cairo by truck and 
thence by rail, he would be deprived of the transit privilege 
held out by St. Louis-San Francisco Railway Co.’s Tariff I. C. C. 
No. 11288. Under that tariff, the petition said, the Jonesboro 
petitioner now moved rough rice in carloads from points on the 
Missouri Pacific to Jonesboro on the so-called cut-back rates, 
milled it at Jonesboro, and later shipped the finished product, 
clean rice, outbound on “these Thebes combination rates via 
the Frisco and Missouri Pacific to points in the destination ter- 
ritories mentioned.” 


Groceries from Texas Points 


Texas rail carriers parties to Agent Ira D. Dodge’s tariff 
No. 93-A, I. C. C. No. 565, have asked the Commission to sus- 
pend and investigate the 7,000 pounds volume rates on groceries 
(including canned goods) as published in item 4310-A, supple- 
ment 5 to Agent J. D. Hughett’s Tariff MF-I. C. C. No. 93, 
effective July 14. 

The petition says that the proposed columns 3 and 3B 
rates on 7,000 pound shipments are the same as or lower than 
the present columns 4 and 4L rates applicable to shipments 
of 7,000 pounds, but being converted effective July 14 to apply 
on shipments of 14,000 pounds. The proposed column 3 rates 
with minimum of 7,000 pounds, it says, are the same as or 
higher than the present less-truck-load rates and would, of 
course, be of no use to shippers. The proposed truck rates, 
it says, “are in many instances lower than the present rail 
rates which were originally established to meet the presently 
published truck rates... .” 

Under F. S. O. No. 14785, said the petition, rail carriers 
were permitted to establish and maintain the truck carrier 
basis of rates on groceries, including canned goods, for less 
than carloads and 7,000 pound shipments, and such rates were 
currently published. Effective May 15, it said, the rail rates 
were reduced below the truck level due to the Commission’s 
orders in Ex Parte 148. The current truck rates, it said, include 
the Ex Parte 148 increase of six per cent. 

By the protested item, the petition said, the present columns 
4 and 4L rates were being subjected to a volume minimum 
weight of 14,000 pounds in lieu of 7,000 pounds. Protestants, 
it said, would be unable to revise their corresponding rates 
until revised fourth section relief was secured. They under- 
stood, it added, that the revision of the present rates now 
subject to a minimum weight of 7,000 pounds to be subject to a 
minimum weight of 14,000 pounds was the result of the Com- 
mission’s statement in I. & S. M-1665, which was in effect 
that there did not appear to be any necessity for maintaining 
so-called volume minima as low as 7,000 pounds on these com- 
modities. As groceries and canned goods were involved in 
I. & S. M-1665, the petition said, “protestants are at a loss to 
understand why the truck carriers find it necessary to sub- 
stitute a new rate basis (columns 3 and 3B) to apply on these 
commodities when shipped in volume lots of 7,000 pounds.” 

While they were not specifically seeking suspension of the 
proposed 14,000 pound rates, said the petition, the protestants 
called the Commission’s attention to the fact that this upward 
revision in minimum weight, while an improvement, “still 
does not meet the Commission’s requirement set forth above 
that they ‘should promptly increase their truckload minima to 
reflect their maximum permissible loading.’ Certainly it can- 
not be successfully contended that under the present Texas 
statute providing for maximum load limit including loading 
and equipment of 38,000 pounds, that 14,000 pounds provides 
a maximum truck load.” 


COAL, KY. AND ILL. TO CHICAGO 
On petitions of railroad defendants and interveners and 
coal interests, the Commission has reopened for rehearing No. 
28629, Commonwealth of Kentucky and Railroad Commission 
of Kentucky vs. Illinois Central et al., and No. 28689, Illinois 
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Coal Traffic Bureau vs. Ahnapee & Western et al., involving | 
rates on bituminous coal from western Kentucky and southers 
Illinois to Chicago, Ill., and intermediate points to other destina- 
tions in the northwest (see Traffic World, Jan. 23, p. 4 
At the same time, the Commission postponed until its further 
order the effective date of its order (Aug. 1) in No, 28629 
prescribing a rate of $2.30 a net ton. No. 28689 was dismissed 
The rehearing is to be at such time and place as the Commis. 
sion may hereafter designate. 


Small Craft Transportation 


The Commission, division 4, has issued an order, Ex Parte 
No. 157, Application of Part III to Transportation by Smal] 
Craft, instituting on its own initiative an investigation to de. 
termine whether, and to the extent to which, application of the 
provisions of part III of the act to transportation performed by 
water carriers by small craft of not more than 100 tons carry. 
ing capacity or not more than 100 indicated horsepower js 
necessary to carry out the national transportation policy. 

The order said that certain water carriers engaged in trans. 
portation by small craft were common carriers engaged also 
in the transportation of property partly by railroad and partly 
by water under common control, management, or arrangement 
for a continuous carriage or shipment under part I of the act, 
It said also that certain water carriers engaged in such trans- 
portation had established through routes with other common 
carriers by water subject to part II, or with common carriers 
by motor vehicle subject to part II of the act, for the transpor- 
tation of property. Certain water carriers, it said, engaged in 
transportation by small craft were also engaged in the trans- 
portation of property by vessels of more than 100 tons carrying 
capacity or more than 100 indicated horsepower in the same 
general territory; and that certain water carriers engaged in 
small craft transportation were also engaged in the transpor- 
tation of passengers subject to part III by vessels equipped to 
carry more than 16 passengers. 

The order said that verified statements or briefs in favor 
of or in opposition to the application of the provisions of part 
III to such small craft transportation might be filed with the 
Commission on or before Sept. 15, and that requests for an 
opportunity to present evidence at a public hearing, or to par- 
ticipate in oral argument before the Commission, might be made 
in such statements or briefs. 

A notice from Secretary. Bartel of the Commission said that 
whether there should be a hearing or argument would be de- 
termined after consideration of the reasons advanced in the 
statements or briefs as to the necessity therefor. 

The notice pointed out that, in cases where a water carrier 
performing transportation by small craft also operated vessels 
of greater carrying capacity and power in the transportation of 
the same commodities between the same points, division 4 of 
the Commission had found that the transportation by small 
craft should be subject to part III. However, it said, certificates 
and permits had been issued to water carriers operating only 
large craft without any restriction against subsequent acquisi- 
tion and operation of small craft. It should be noted that under 
the terms of section 303(g), as well as under the terms of the 
Commission’s order instituting the investigation, consideration 


might be given to the question whether all or any part of the | 
transportation by small craft should be subject to the provisions | 


of part III, said the secretary’s notice. 


Leasing of Owner Equipment 


The Commission’s Bureau of Motor Carriers has issued 2 


preliminary statistical report on the leasing of owner operator 
equipment which, it said, was issued as information and had 
not been considered or adopted by the Commission. 


In a foreword, Director Blanning says the report sets out | 


the results of the first statistical analysis made by the Com- 
mission’s staff of one of the several types of leasing practiced 
in the motor carrier field. The analysis, he says, not only 
covers a major form of leasing, but “provides indications of 
the general level of compensation at which other forms of 
leasing of vehicles with drivers occur and of the costs ass0- 
ciated with the operation of vehicles.” The report was desig- 
nated as “preliminary,” said Mr. Blanning, because a larger 
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body of data than it seemed desirable to ask the carriers to © 
provide would be required for a comprehensive analysis of the © 


influence of the varied conditions under which such leasing © 


occurred. : 
The report was based on data furnished for one week in 


July, 1941, he said, and that leasing of owner-operator equil- © 


ment appeared to have declined materially in some sections 
since that time. However, he added, at last reports leasing 
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this type had increased substantially in some sections in which 
defense traffic was heavy, although this increase might not 


have been maintained “down to the present date.” 


Asummary accompanying the tabulations said that the data 


) used were provided by 157 carriers, and comprehended 4,139 


? trips and 1,579,000 miles under lease. It said that 87 per cent 


of the trips were made with tractor-semitrailers, only 9.6 per 


> cent with straight trucks, and 3.3 per cent “other combina- 


tions.” The trips made by “other combinations,” it said, aver- 
ed 641 miles as compared with the average of 406 miles for 


} all vehicles covered, and that the latter was in excess of that 


© of all owned 


and leased vehicles of carriers subject to the 
Commission’s jurisdiction. : 
Of the 4,139 trips, it said, 85.5 per cent were “one-driver” 


| and 14.5 per cent “two-driver” trips, the average “two-driver” 


trip being almost three times as long as the average ‘one- 
driver” trip. ; 
Gross compensation, defined as the amount lessor was 


§ entitled to receive for labor services and use of his equipment, 


before deductions averaged 12.67 cents a vehicle-mile. Amounts 
earmarked for drivers’ wages, social security, etc., it said, re- 
ferred to as deductions, average 3.20 cents a mile, or 25.3 per 
cent of the gross compensation. After other deductions ex- 
plained in the report, the summary said that net compensation 
averaged 8.81 cents a vehicle mile. 

Variables treated in the report covered types of vehicles 
or combinations of vehicles, number of drivers for each trip, 
length of trip, effect of the use of two drivers on the level of 
gross compensation for different distances, methods used in 
computing compensation due the owner-operator, and the in- 
fluence of “itinerant” or “tramp” operators. 

The report also covered a study of the forms of leasing, 
hours spent by drivers on duty, number of trips made by 
owners of leased vehicles, and the tabulations used in arriving 
at the conclusions expressed. 


TRANSPORTATION TAX REPEAL 
H. E. Wennagel of Baltimore, Md., chairman of the commit- 
tee on traffic affairs of the Eastern Meat Packers Association, 
has been advised by Wilbur La Roe, Jr., of Washington, gen- 
eral counsel of the association, that the author of a House 


} bill to eliminate the tax on amounts paid for the transportation 
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of property has expressed disappointment over “lack of sup- 
port” for his bill. Mr. La Roe told Mr. Wennagel that Repre- 
sentative Fulmer, of South Carolina, who introduced the bill 
in question (H. R. 2593), had said that unless a greater public 
interest was evidenced “he would not even press the committee 
to submit a bill to the Treasury Department’’—the reference 
being to the House ways and means committee. 


“I do not believe that this bill has much chance of passage 
unless industry gets behind it,” said Mr. La Roe. “It occurs 
to me that Eastern Meat Packers Association would render a 
service to the country if it could provide leadership that leads 
to the elimination of this tax. .. . The matter is being neglected, 
although industry throughout the country regards the tax as a 
nuisance.” 

Mr. La Roe’s letter was in response to an inquiry from 
Mr. Wennagel. The latter has urged members of the E. M. 
P. A. to convey to Representative Fulmer their expressions of 
support for his bill. 

Several other organizations have stated to the House ways 
and means committee their views favoring repeal of the trans- 


} portation tax (see Traffic World, June 26, p. 1548). 


= 


Reference was made in the Traffic World, June 26, p. 1548, 
to H. R. 2167 as providing for repeal of the transportation tax 
on property, in connection with a statement that the commit- 
tee had not decided to hold hearings on that bill. H. R. 2167 
is the bill introduced by Representative Maloney, of Louisiana, 
providing for exemption from the tax on transportation of 


| Property of amounts paid for such transportation by states 
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and political subdivisions thereof. H. R. 2593, introduced by 
Representative Fulmer, of South Carolina, referred to in the 
same article, provides for repeal of the taxes on amounts paid 
for the transportation of property. In answering a question as 
to whether hearings had been scheduled on the repeal bill, the 
clerk of the House committee on ways and means referred to 
H. R. 2167. If hearings are held, it is pointed out, all bills 
relating to the transportation tax will be subject to testimony. 


KLEPFER LEASE 
The Commission, division 4, has authorized the temporary 


epfer, doing business as American Freight Lines, of Peoria, 
ul, by Melvin Trucking Co., of Streator, Ill. The order was 
issued in MC F-2210, Melvin Trucking Co.—Purchase—Theodore 
R. Klepfer and Robert Klepfer, and grants authority for 180 
days from June 19. 





Air Transportation 





Burlington Helicopter Application 


The Burlington Transportation Company, bus-operating 
subsidiary of the Chicago, Burlington and Quincy Railroad 
Company, has filed with the Civil Aeronautics Board an appli- 
cation for authority to operate “helicopter or similar aircraft 
service” over 6380 route-miles in California, Colorado, Illinois, 
Iowa, Kansas, Missouri, Montana, Nebraska, Nevada, South 
Dakota, Utah and Wyoming. The service would afford millions 
of people residing in towns and small cities in the territory 
served by the Burlington Transportation Company “the bene- 
fits of coordinated air transportation between the communities 
in which they live and the airports served by transcontinental 
or transoceanic airliners, as well as with motor bus and rail- 
road services,” says I. B. James, president of the company. 

The company is particularly suited to institute and operate 
such services, he says, because it has had “long and varied 
experience in short and medium distance passenger services,” 
its station facilities are conveniently located and many of them 
“appear adequate for helicopter landings and take-offs,” and 
its “shops and mechanical personnel are readily adaptable for 
servicing helicopters, whose motors more closely resemble those 
of busses than those of airplanes.” 

There exists at present no aircraft with which successfully 
to carry on the contemplated operations, he says, “but the 
principles involved in the helicopter, when its operation is im- 
proved and its capacity increased, have definite promise of ful- 
filling our requirements for dependability and efficiency.”” When 
such aircraft have been perfected, he says, the Burlington wants 
to establish the service for which it is making application “as a 
logical evolution in, and adjunct to the transportation service” 
it is now rendering. 


AIR STOCK CONTROL 


Examiner J. Francis Reilly, of the Civil Aeronautics Board, 
in a report served June 28 in No. 854, United Air Lines Trans- 
port Corporation, Acquisition of Lamsa, S. A., has recommended 
that the board approve, subject to conditions, acquisition by 
United of control of Lineas Aereas Mineras, S. A. (Lamsa), a 
Mexican corporation, by purchase of 3,750 shares of its 5,000 
authorized, issued and outstanding shares of capital stock. The 
examiner proposed that the board find Lamsa engaged in a 
phase of aeronautics otherwise than as an air carrier and that 
acquisition of contro] would not be inconsistent with the public 
interest and would not result in creating a monopoly or mon- 
opolies and thereby restrain competition or jeopardize another 
air carrier not a party to the proposed acquisition of control. 
Lamsa, according to the report, conducts air transport opera- 
tions between Mexican points. The stock is to be purchased 
from Gordon S. Barry, vice-president, director, and general 
manager of Lamsa, for a price of $150,000 subject to reduction 
on the happening of certain contingencies. 


Airline Statistics 


Mail pound-miles and express pound-miles flown by the 17 
domestic airlines in April increased 88 per cent and 70 per cent 
respectively over April last year, although 24 per cent less 
scheduled mileage was flown, the Civil Aeronautics Board an- 
nounced in connection with the issuance of the second of its 
series of mileage and traffic statistics of domestic air carriers 
for April, 1942-43 and the 12 months ended with April 30, 
1942-43. 

“The number of revenue passenger-miles decreased 12 per 
cent compared with that of a year ago, due to the withdrawal 
of aircraft from the airlines for military use, and to the restric- 
tion of passenger accommodations by the increasing loads of 
mail and express,” said the board. 

“The airlines flew 97.3 per cent of their scheduled mileage 
in April. More than 88.5 per cent of the available seats were 
occupied by revenue passengers, as compared with the 68.1 per 
cent of occupancy, which was the highest figure that had ever 
been attained in any month before the attack on Pearl Harbor. 

“The average airplane load during April was 14.34 pas- 
sengers, 683 pounds of mail, and 328 pounds of express, as com- 
pared with 11.03 passengers, 267 pounds of mail, and 142 pounds 
of express a year ago.” 

The board’s compilations showed that revenue miles flown 
totaled 8,427,582 for April, 1943, as against 11,429,135 for 
April, 1942, and 99,501,185 for the 12 months ended April 30, 
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1943, as against 140,058,048 for the 12 months ended April 30, 
1942; that revenue passenger miles totaled 131,737,268 for April, 
1943, as against 149,985,535 for April, 1942, and 1,398,363,094 
for the 12 months ended April 30, 1943, as against 1,528,507,067 
for the 12 months ended April 30, 1942; that mail pound miles 
totaled 5,754,650,998 for April, 1943, as against 3,051,195,286 
for April, 1942, and 51,906,115,081 for the 12 months ended 
April 30, 1943, as against 29,690,585,485 for the 12 months ended 
April 30, 1942; that express pound miles totaled 2,769,444,650 
for April, 1943, as against 1,624,322,427 for April, 1942, and 
27,239,192,281 for the 12 months ended April 30, 1943, as 
against 13,853,555,983 for the 12 months ended April 30, 1942; 
and that the revenue passenger load factor (per cent of seats 
occupied) was 88.56 for April, 1943, as against 75.68 for April, 
1942, and 79.55 for the 12 months ended April 30, 1943, as com- 
pared with 62.43 for the 12 months ended April 30, 1942. 


Latin American Air Service 


Statistics compiled by the Office of Air Transport Infor- 
mation, U. S. Department of Commerce, show that the total 
number of airlines now operating in Latin America is 44, or 
two and one-half times as great as that of U. S. domestic air- 
line companies. This comparison, says a statement by Pan 
American Airways System, reveals the “rapid advancement of 
civil aviation in the good neighbor republics to the south...” 
Of the ten leading airlines in Central and South America listed, 
it says, five are either divisions or affiliated companies of the 
Pan American Airways System. 

The statistics show the Latin American lines as operating 
106,828 unduplicated routes and flying 760,993 scheduled miles 
a week. A total of 47,703 unduplicated route miles (based on 
December, 1942) are shown for selected domestic lines—Ameri- 
can, United, Braniff and Continental—with 2,570,000 average 
miles flown a week. 

“That the aerial crossroads of Latin America are as busy 
as many in the United States is shown by the report which 
lists Mexico City as having 109 scheduled arrivals and de- 
partures per week, followed by Camaguey, Cuba, with 74; Rio 
de Janeiro with 71; Buenos Aires with 56, and Barranquilla, 
Colombia, with 53,” says Pan American. “All are important 
stops on Pan American’s inter-continental air routes. Behind 
these figures lies the story of how greatly Latin Americans de- 
pend on the clipper planes of Pan American Airways and its 
affiliated companies in their daily lives. In many sections of 
South America, particularly, travel and communication would 
be virtual impossibilities were it not for the air routes pioneered 
by Pan American. Mountains, jungles, swamps, and deserts 
make ground transportation in such places difficult if not im- 
possible. For that reason, air travel which is always faster and 
often less expensive has advanced until airline mileage in 13 
of the 20 Latin American republics already greatly exceeds 
railroad mileage. Both Pan American Airways and Pan Ameri- 
can-Grace Airways have greatly expanded routes and services 
and cut flying times in recent months, thus aiding the hemis- 
pheric defense measures. . . . By means of the fourth transcon- 
tinental air route south of the equator, Buenos Aires is now 
linked to the United States by daily air service by Pan-Ameri- 
can-Grace and Pan American Airways.” 


AIRLINE EARNINGS 


In the year ended March 31, 1943, the net revenue from 
operations of “‘all the 18 airlines” in the United States operating 
under the jurisdiction of the Civil Aeronautics Board was 191 
per cent higher than the net revenue for the preceding year, 
the increase being from $10,216,400 in 1942 to $29,760,300 in 
1943, according to a report issued by the C. A. B., June 30. 

In that same period, the board said, there was a decrease 
of $675,600 in the total amount paid to the airlines for the car- 
riage of mail. Express and freight accounted for a large part 
of the revenue increase, the income from those sources having 
been $3,445,700 in 1942 and $7,814,100 in 1943, it said. The 
C. A. B. report showed that the total operating revenues of the 
airlines rose to $109,946,400 in the year ended March 31, 1943, 
from $104,060,000 in the preceding year, while their operating 
expenses were reduced to $80,186,100 in the year ended last 
March 31 from 93,843,600 in the preceding year. Revenue miles 
flown, the report showed, totaled 102,495,200 in the 12 months 
ended with last March and 139,369,300 in the previous 12 
months. This reduction, it noted, amounted to about 26.5 per 
cent. Operating income by the revenue mile rose from 74.66 
cents to 107.27 cents and operating expenses by the revenue 
mile rose from 67.33 cents to 78.23 cents, it was shown. 

The board reported that the net operating revenue in 
March, 1943, for the 18 air carriers aggregated $2,796,300, as 
against $1,391,300 in March, 1942, an increase of 101 per cent. 


TRAFFIC WORLD 


Airlines covered by the C. A. B. report are: All American, § 
American, Braniff, Chicago & Southern, Colonial, Continenta], 
Delta, Eastern, Hawaiian, Inland, Mid-Continent, National 
Northeast, Northwest, Pennsylvania-Central, Transcontinental } 
& Western Air, United, and Western Air. A tabulation of their 
individual earnings contained a footnote stating that the boarg 
had not received a report from Northeast Airlines for the erio 
December, 1942, to March, 1943, inclusive, and that the amounts 
shown in the tabulation for that line were, therefore, estimates, 


ALL AMERICAN MAIL PAY RATES 

The Civil Aeronautics Board announced that it set a new 
rate of pay for the transportation of mail by All American 
Aviation, Inc., of 54 cents an airplane mile for the period from 
April 10, 1942, to March 31, 1943. On and after April 1, 1943 
a rate of 50.26 cents would be paid, said the board. The air. 
line was formerly paid 42 cents an airplane mile. 

The board said the bulk of revenue received by All Amer. 
ican was paid by the government for the transportation of 
mail, since it carried only mail and cargo. It added that Ajj 
American was the only company now operating by the “pick. 
up” method, picking up and delivering while the plane was in 
flight, and providing direct daily airmail and air express gery. 
ice to 115 cities and towns in six states—Pennsylvania, West 
Virginia, Ohio, Delaware, Kentucky and New York. 


HALTING OF AIRPORT PROJECTS 

Since funds for the Work Projects Administration had been 
withdrawn and the construction activities of W. P. A. termi- 
nated, 28 airports in the country remained in a state of partial 
completion, and on those projects the local and federal govern- 
ments had spent a total of more than $8,400,000, said Repre- 
sentative Keefe, of Wisconsin, in an address in the House. He 
submitted a list of the uncompleted airports, showing that they 
were located in 18 states. Many of the communities involved, 
he said, had raised money through bond issues or otherwise 
and had bought the land to make the sponsor’s contribution 
for completion of the airports ‘with the distinct understanding 
that the federal government would maintain its proportionate 
share under the W. P. A. formula.” 

Mr. Keefe said the 28 ports in question had not received 
“the approval of the army and navy” from the standpoint of ¢ 
military necessity. Representative Ludlow, of Indiana, said he 
had been advised by Acting Budget Director Coy that the 
28 projects would be resubmitted to the “Army and Navy 
Board” to determine their essentiality, and that those approved 
would be favorably considered by the Bureau of the Budget 
“in the hope that in the next deficiency bill funds may be ap- 
proved to carry the program out.” 





N. A. R. U. C. Action 


The executive committee of the National Association of 
Railroad and Utilities Commissioners has adopted resolutions 
asking revocation of orders of the Commission assuming juris- 
diction over intrastate transportation of explosives and oppos- 
ing federal legislation designed to give the Commission or any 
other federal agency power to regulate the size or weight of 
— vehicles operated on state highways in disregard of state 
aws. 

The committee said that the Commission, April 20, acting 
through division 3, adopted orders amending its regulations 
governing the transportation of explosives in such manner a 
to make the same expressly applicable to rail and motor car- 
riers, specifically including those engaged in intrastate trans" 
portation, and without exception of those not engaged in inter- 
state transportation. It said it was its opinion that such order 
plainly exceeded the jurisdiction of the Commission and that 
uniformity of regulations applicable to any commodity, as re- 
spected interstate and intrastate traffic, to the extent that such 
uniformity was desirable in the public interest, should be 
brought about under the cooperative procedure, authorized by 
Congress, for that purpose. It asked the Commission to revoke 
the orders in so far as they related to intrastate transporta | 
tion. 

The committee also adopted a resolution asserting that 4 
redraft of the Lea aviation bill, known as committee print No. 
2, would be destructive of state power to’ regulate intrastate 
transportation by aircraft, and directed legal representatives 
of the association to oppose H. R. 1012 or any redraft thereof 
that threatened to encroach on the power of the states to regu: 
late intrastate commerce by air. 

A resolution opposing enactment of the Wheeler bill, §. 
942, providing for regulation of rate bureaus, as it now stood, 
was adopted. The committee opposed in particular the provi- 
sions for participation of the Commission in the proceedings of 
rate bureaus of carriers “or which would tend to give any 
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resumption of reasonableness to rates proposed through such 
rate bureaus.” The committee said it favored enactment of 
legislation which would remove any question as to the legality 
of the action of carriers in considering and filing rates through 
rate bureaus, provided the proceedings of carriers through such 
rate bureaus were conducted in conformity with such general 
regulations applicable thereto as the Commission should pre- 
gribe, under authority granted the Commission in such legisla- 
jon. 
” In a resolution expressing regret on the retirement of E. I. 
Lewis from the position of director of the Commission’s Bureau 
of Valuation, the committee said that no man had contributed 
more to good understanding between state and federal com- 
missions than Mr. Lewis; that, under him, the primary valua 
tion of the nation’s railroads was completed “in a manner cred- 
itable to him and to the Commission,” and that he had been 
active and helpful in the N. A. R. U. C. and had been a mem- 
per of its executive committee nearly 24 years. 

The committee announced that the 1943 meeting of the 
association would be held Sept 14 to 16, inclusive, at the 
Edgewater Beach hotel in Chicago. 


CONGRESSMAN TO BE AIRLINE OFFICIAL 


Representative Nichols, of Oklahoma, chairman of the 
House select committee to investigate air accidents, has placed 
in the Congressional Record an announcement of his intention 
of resigning his seat in Congress to become vice-president of 
Transcontinental & Western Air, Inc. 


AIR MAIL SUIT AWARDS 


President Roosevelt has asked Congress to appropriate 
$364,423.43 to pay judgments of the Court of Claims in favor 
of airlines whose air mail contracts were summarily canceled 
Feb. 19, 1934, by Postmaster General Farley (see Traffic World, 
Dec. 12, 1942, p. 1426). The court found that the lines were 
entitled to the following amounts as the result of the cancella- 
tions: Pacific Air Trainsport, $59,519.32; Boeing Air Transport, 
Inc., $143,441.68 and $42,931.62; United Air Lines Transport 
Corporation, $66,748.80, and $51,782.01. 


AIR ROUTES IN SOUTHWEST 


The Civil Aeronautics Board has reopened, for reargument 
and reconsideration, parts of a proceeding in which it had 
acted on applications of four airlines for authority to establish 
routes in Texas, New Mexico and Colorado (see Traffic World, 
May 15, p. 1943). The board ordered reopening of its final 
order and opinion insofar as they denied the applications of 
Continental Air Lines, Inc., and Braniff Airways, Inc., for 
authority to engage in air transportation between El Paso 
and San Antonio, Tex., and granted an opportunity to those 
airlines to amend those applications so as to request authority 
to engage in temporary as well as permanent air service to 
and from the points requested in their respective applications. 
The board also ordered reopening of the case insofar as author- 
ity was denied therein to Braniff Airways, Transcontinental 
& Western Air, Inc., and Essair, Inc., to engage in air transport 
between Austin and Houston, Tex. 


RAIL WOMEN EMPLOYMENT 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 82,107 female employes as of the 
middle of April, representing 6.09 per cent of the total em- 
ployes for all reporting divisions—1,347,128. These figures are 
set forth in the second issue of a statistical series published at 
three month intervals by the Commission’s Bureau of Transport 
Economics and Statistics, statement 4340. Female employment 
represented 7.74 per cent of the 1,060,434 employes in the re- 
porting divisions in which females were included. The state- 
ment showed female employment was distributed as follows: 

Executives, officials, and staff assistants, 0.12 per cent of 
the total, 13,855, or 17; professional, clerical, and general, 25.93 
per cent of the total, 215,291, or 55,832; maintenance of way and 
Structures, 1.25 per cent of the total, 250,296, or 3,126; mainte- 
nance of equipment and stores, 4.40 per cent of the total, 354,- 
716, or 15,613; transportation (other than train, engine and 
yard), 4.73 per cent of the total, 156,671, or 7,404; transporta- 
tion (yardmasters, switch tenders and hostlers), 0.41 per cent of 
the total, 3,145, or 13; transportation (train and engine), 0.15 
per cent of the total, 66,460, or 102. 

Among the classifications, aside from professional, clerical 
and general, in which women were employed, were extra gang 
men, 1,438; section men, 1,553; skilled trades helpers, 2,578; 
general laborers (shops, engine houses and power plants, stores 
and ice, reclamation, and timber treating plants}, 6,676. In the 
professional, clerical and general classification, the statement 
Showed 5 female employes as lieutenants and sergeants of po- 
lice, 20 as patrolmen and watchmen, and 75 as-‘motor vehicle 
and motor car operators. 
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3-Cent Rail Wage Ban Opinion 


Director of Economic Stabilization Vinson, July 1, in his 
memorandum opinion in the 8-eent railway wage case, said the 
wage increase was disapproved because it was based on an 
alleged “gross inequity” shown by comparison of railway wages 
with wages in other industries and such a comparison was not 
relevant under the President’s “hold-the-line” order or the 
Byrnes directive of May 12. He outlined the proper tests, as 
he saw them, for wage adjustments under the “hold-the-line’”’ 
order and Byrnes directive. In short, he said, wages might be 
adjusted fo correct substandards of living, to give a 15 per 
cent increase over Jauary, 1941, to provide merit increases if 
costs were not raised, and to bring them in line with tested 
going wage rates. 

He said the board might reconsider its recommendation 
and might make a revised recommendation in conformity with 
the standards of the President’s “hold-the-line” order and the 
Byrnes directive of May 12. Under both the executive order 
and the directive, he said, adjustments might be made to those 
workers who had not received the full benefits of the “little 
steel” formula. He said also that the substandard test might 
well be considered in determining whether there should be 
increases. 

The opinion followed the order issued by Director Vinson 
June 22, providing that the increase of 8 cents an hour recom- 
mended by the emergency board in the case of the non-operat- 
ing railroad employes should not become effective, but that the 
board might reconsider its recommendation and make a re- 
vised recommendation in the light of the opinion to be filed 
a days from June 22 (see Traffic World, June 26, 
p. : 

Director Vinson’s opinion, dated June 30 and released for 
publication July 2, was addressed to I. L. Sharfman, chairman, 
and Walter T. Fisher and John A. Fitch, the members of the 
emergency board. The text of the opinion follows: 


I am addressing you as the Emergency Board appointed February 
20. 1943, from-the National Railway Labor Panel, to investigate an 
unadjusted dispute between certain carriers, including railroads, the 
Railway Express Agency, refrigerator car companies, and stockyard 
companies, and certain of their employes represented by Fifteen Co- 
operating Railway Labor Organizations, concerning requests for in- 
creases in rates of pay. This is the memorandum opinion referred to 
in the order of June 22, 1943, in this case. 

That order directs that the recommendation of your board, for a 
general increase of eight cents per hour in the wage rates of non- 
operating railroad employes,’ shall not become effective. 

I do not believe that the proposed award of your board conforms 
either to the President’s Hold-the-Line-Order (No. 9328), or to the 
directive of May 12, 1943, issued by the Economic Stabilization Director 
pursuant ,thereto. 

When the President issued Executive Order 
Line) he stated: 

a . The only way to hold the line is to stop trying to find 
justifications for not holding it here or not holding it there. 

‘‘No one straw may break a camel’s back, but there is always a 
last straw. We cannot afford to take further chances in relaxing the 
line. We already have taken too many.’”? 

The Emergency Board bases its award primarily upon the existence 
of a ‘“‘gross inequity’’ allegedly demonstrated by a comparison of the 
wage rates now paid to the employes here involved with rates paid to 
other workers deemed generally comparable. In its comparisons, your 
board takes account both of specific rates paid at a particular time, 
and of wage rate trends. (Supplemental Report pp. 53-70, 170-82, 193. 
200-1, Report pp. 13-5, 16-9, 23-4.) 

“The threat of serious inflation—or, more concretely, the frantic 
race between wages and prices in relation to mounting living costs— 
probably constitute the most basic and the most potentially explosive 
problem on the home front with which the American people are faced. 
If the Government’s attack upon this problem were to prove of no 
avail, every element in the population would be subjected to the impact 
of devastating repercussions, and even the successful prosecution of 
the war might be gravely endangered. The hosts of labor—with wage 
levels that would almost inevitably lag behind price changes, and with 
money savings in a variety of forms that would almost inexorably be 
dissipated—would be among the severest suffers. Apparent gains would 
be transformed into real losses. Collective bargaining would be turned 
into make-believe. Government intervention would be beset by help- 
lessness. 

“The stabilization program, then, is a matter of vast national im- 
portance. It transcends the interests of either the carriers or the 
employes, and it must necessarily exert a signficant influence upon the 
adjustment of the dispute here involved. It is imperative that the 
stabilization program be firmly safeguarded, but that it be applied. 
as intended, to the distinctive circumstances of the unadjusted dispute 
committed to the determination of the Emergency Board.’’ Supple- 
mental Report pp. 41-2, Report 9-10, par. 13, 14. 

The power to correct ‘‘gross inequities’’ is allegedly drawn from 
the language of the Act of October 2, 1942, which permits the adjust- 
ment of wages designed ‘‘to correct gross inequities or to aid in the 
effective prosecution of the war.’’ This authority, however, is dele- 
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1 There is no overtime issue in this case. ‘‘No request came before 
the board for a change in the existing arrangement for premium pay- 
ments for overtime.’’ Supplemental Report p. 183. 

2 As has been stated by the Emergency Board. 
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gated by the statute to the President, and is vested in other agencies 
of the Government only as the President may direct or delegate. 

The President did not, however, write a blank check. In the Hold- 
the-Line Order (No. 9328), he provides standards for these adjustments. 
This order directs the agencies exercising authority under Executive 
Order No. 9299 (the Emergency Boards) to approve no further jncreases 
in wages except adjustments 

(1) clearly necessary to correct substandards of living; 

(2) in accordance with the ‘‘Little Steel’’ formula; 

(3) for job reclassifications or merit increases if they do not (a) 
increase production costs, (b) provide a basis for increases in prices. 
The Hold-the-Line Order, moreover, authorized the Economic Stabili- 
zation Director to exercise all the power conferred upon the President 
by the Act of October 2, 1942. Exercising this power, the director 
issued his directive of May 12, 1943, which provided that: 

(1) Tested going rate brackets for recognized categories of em- 
ployments in various labor markets may be established, and adjust- 
ments may be made to the minimum in these brackets. 

(2) Maladjustments between wages and the cost of living are to be 
considered only under (a) the ‘‘Little Steel’’ formula, (b) the correc- 
tion of substandard conditions of living. 

(3) If adjustments are made under (2), then adjustments in imme- 
diately interrelated job classifications to keep minimum differentials 
for productive efficiency may be considered. 

Under both the Executive Order and the directive, adjustments 
may be made to those workers who have not received the full benefits 
of the ‘‘Little Steel’’ formula. That formula permits appropriate groups 
of employes to receive 15% more in their basic rates of pay than they 
did in January, 1941. The Emergency Board concludes that the 10c 
increase given these workers in December, 1941, exhausts all of the 
increase in pay that is permitted under the ‘‘Little Steel’’ formula. 
In its report the board states: 

“In those circumstances the fact that 40 of the 73 classes of rail- 
road employes have not received the full 15 per cent cost-of-living 
adjustment permitted by the Little Steel Formula becomes irrelevant. 
The wage requests of 1941, like those now before this board, were 
part of a concerted movement of the non-operating employes. The 
average straight-time hourly earnings of all the 73 classes as of Janu- 
ary, 1941, must be taken as a base in computing the percentage in- 
crease, as a cost-of-living adjustment, which resulted from the 10-cent 
wage increase of December, 1941. On this basis the full 15 per cent 
increase has been made. Not only would any differentiation between 
the various crafts or classes in this regard run counter to the requests 
or the desires of the labor organizations and the employes whom they 
represent, but it would do violence to the Little Steel Formula. The 
Little Steel Formula constitutes an integral part of the stabilization 
program as it now prevails, and the board is recommending no de- 
parture from it.’’ Report pp. 20-1, par. 41. 

This office considers the above application of the 
formula to this case proper. 


It is believed that the Emergency Board has not exhausted the 
possible applications of other tests recognized in the Executive Order 
and the directive as above outlined. On this record it appears that the 
substandard test might well be considered. It is recognized that the 
substandard test is often difficut to apply. If this test is applied not 
only must it be decided which rates are to be changed because they 
promote substandard living conditions, but also it must be decided 
what adjustments are necessary in the immediately interrelated job 
classifications to keep the minimum differentials required for pro- 
ductive efficiency. The substandard test must not become futile. how- 
ever, simply because it is difficult to apply. 


It is true that the substandard test generally requires a considera- 
tion of local circumstances which bear upon accustomed wage levels. 
The reason for this general approach to the problem of substandard 
wages is quite plain. If wage levels were judged by comparison with 
the financial requirements of a minimum standard of living, a con- 
siderable percentage of prevailing wages would be found inadequate. 
The adjustment of such wages in a general upward direction, tending 
toward achievement of a national minimum standard of living, is a 
difficult and complicated process. Too swift an adjustment, particularly 
in regions and areas subject to general economic disadvantage, might 
seriously cripple important sectors of a regional or area economy, 
thereby destroying or materially impairing employment opportunities 
and the living standards of the very workers whose conditions were 
sought to be improved. - 

In ordinary cases, therefore, it is necessary to consider the im- 
provement of substandard living conditions in the light of economic 
conditions prevailing in a particular region or area. For this reason, 
it is generally deemed impractical to set a national figure and arbi- 
trarily to determine that any wage below that figure is substandard, 
even though such a determination might be factually correct. 

However, such localized treatment might not always be necessary. 
A particular industry, a particular segment of an industry, or even a 
particular employer may call for nation-wide treatment. This is to 
say, because of facts peculiar to a particular case, it may be practical 
to determine that, with reference to a particular industry, all wages 
paid below a determined level are substandard or should be increased. 

Such special treatment has, on occasion, been accorded by the 
National War Labor Board to the employees of a paricular employer 
or a particular industry. When it has long been the practice, as in 
the case of the railroad industry, to adjust wage scales by nationwide 
agreements, treatment on a national rather than a regional basis 
would be especially justified. in such exceptional cases, the sub- 
standard test may be adjusted to the national agreement rather than 
the regional method of treatment. 

In view of the particular situation with which the Emergency 
Board must deal, I think the board might fairly determine that all 
workers receiving less than a designated rate per hour are eligible 
to receive wage adjustments to eliminate substandard living condi- 
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tions. In view of the difficulty in determining with exactitude whic, 
wage rates under a stated rate per hour should be adjusted because 
they are directly substandard and which rates under that stateg rate 
shoud be adjusted because they are in immediately interrelateg job 
classifications, I think that the board may be justified in increasing qj 
rates under a stated rate the same number of cents per hour. 
Such an adjustment will naturally maintain existing differentials 
on all job classifications now under that stated rate. Such an adjust- 
ment, however, would require some upward revisions in rates for 
immediately interrelated job classifications above that stated rate, But 
in accordance with the directive of this office such revision shoulq be 
tapered off so as to obviate the need so far as practically feasible for 
revision in the higher wage brackets. This tapering must be done 
in a rigorous fashion so as to reflect actually the minimum increase 
necessary for productive efficiency in the interrelated job classifica. 
tions and not to reflect a general wage increase under that name. The 
exact methods and steps in the tapering off process is left to the boarg 


to determine on the basis of its study of the interrelated job claggj. 
fication. 


Therefore the Emergency Board may reconsider its recommendation } 


and may make a revised recommendation in conformity with the stand. 
ards of Executive Order No. 9328 and the directive of May 12, 1943, 


Labor Protests 


Protest against the Vinson opinion was made to the Presj- 
dent by George M. Harrison, of the railway clerks, and other 
labor leaders, and earlier Harrison and the other labor spokes. 
men had protested to Director Vinson and Director Byrnes, of 
the Office of War Mobilization. It was said that some progress 
had been made in the conference with the President, but that 
further conferences would be held. Labor spokesmen indicated 
that there was a feeling among the employes favoring the 
taking of a strike vote but in that connection question was 
raised whether a vote would be taken because the President 
had set up the National Railway Labor Panel at labor’s re- 
quest to have emergency boards appointed without the taking 
of a strike vote. The labor leaders said Vinson’s opinion was 
impossible of application to the rail. workers. 


Short Line Emergency Board Report 


The emergency board appointed to investigate and report 
on several short line railroad labor disputes, composed of 
Richard F. Mitchell, chairman, and Robert D. Calkins and Wal- 
ter C. Clephane, in its report to the President said it could not 
accept without reservation the doctrine advanced by the em- 
ployes here that ability of the carriers to pay was not a factor 
to be considered in fixing rates of pay or in determining back 
pay On financially weak carriers such as those represented here. 
It said that, in seeking to find an equitable basis for settlement 
of this dispute ability to pay must be considered and a deter- 
mination made in the individual case whether or not the finan- 
cial condition of the carrier was a proper basis for concessions 
from the standard wage practices on other roads of the coun- 
try (see Traffic World, April 3, p. 807). 

The board’s report deals with disputes on the Columbus 
and Greenville Railway Co., Georgia & Florida Railroad Co. 
New York, Ontario & Western Railroad Co., Wichita Falls & 
Southern Railroad Co., and the Meridian & Bigbee River Rail- 
way. The board reported that the New York, Ontario & West- 
ern and its employes had reached an agreement settling the 
dispute after the evidence had been submitted, and recom- 
mended approval of the settlement. As to the N. Y., O. & W. 
and other carriers involved, the following summary of the re- 
port was issued at the White House June 29: 


The settlement provides first for the increasing of the wages of the 
employes before this board in the amount of 76 cents per day retro- 
active to June 1, 1943. Second, the operating employes before this 
board are to be paid an increase of 7% per cent of their earnings for 
the months of September, October and November, 1941. This amounts 
to approximately $23,700 which is to be paid to these employes in three 
monthly payments commencing in August, 1943. Third, New York, 
Ontario and Western further agrees to pay to the operating employes 
back pay at the rate of 76 cents per day from December 1, 1941, to 
June 1, 1943. This back pay amounts to approximately $236,000 and 
the agreement entered into between the employes and the carrier pro- 
vides that it will be paid when the gross operating revenues of the 
New York, Ontario and Western exceed a certain amount set forth 
in the agreement. 

The agreement having been mutually agreed to by the _ brother- 
hoods and the trustee of the New York, Ontario and Western, this 
emergency board recommends its approval. 

Georgia & Florida Railroad Company: The board finds that this 
railroad has already complied with the request of the employes for 
the increase in wages of 76 cents per day but that it has not paid the 
back wages. The board recommends that the Georgia & Florida Rail- 
road Company pay back wages to December 1, 1941, which will amount 
to approximately $10,000, but on account of the financial condition of 
this company it appears that the obligation will have to be met pri- 
marily, if not entirely, out of current revenues; the board recommends 
that the payment be spread over a period of six months commencing 
thirty days after the filing of this report. The board recommends that 
the increase in wages which has been granted by this carrier to its 
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employes should be written into and become a part of the current 
eement between the employes and the railroad company. 

wichita Falls & Southern Railroad Company: The board recom- 
mends that the Wichita Falls and Southern Railroad Company should 
ay overtime at time and one-half after eight hours. This recommenda- 
ad would establish the practice commonly prevailing on the railroads 
of the country and in the area served by this carrier. It is estimated 
that the additional cost of overtime under this rule would be approxi- 
mately $5,300. The revenues of the Wichita Falls and Southern have 
declined almost steadily from $983.000 in 1930 to $366,000 in 1942, and 
the board finds that no evidence has been submitted to justify the 
nope of any improvement in traffic or revenue. The board recommends 
that the employes be granted an increase of 44 cents per day to become 
effective July 1, 1943. It is estimated that this increase in pay will 
cost the carrier approximately $3,000 per annum. 

Columbus and Greenville Railway Company: The Columbus and 
Greenville Railway Company has put into effect the 76 cents per day 
increase requested by its employes but has refused to write same into 
its contract. The board finds no justification in the revenues history 
or prospects of this road for its reluctance to specify the current rate 
in a written contract. The employes are entitled to have these rates 
written into the contract and the board recommends that the parties 
do so. The board recommends back pay of 7% per cent of the earn- 
ings of the employes for September, October and November, 1941, in 
accordance with the mediation agreement of December 5, 1941. It is 
estimated that the cost of paying 74% per cent of the earnings for the 
three months in question on this carrier would be approximately 
$3,800. This carrier is able to pay and the board recommends this 
back compensation to be paid within thirty days after the filing of this 
report. The carrier submitted certain proposed changes covering the 
working conditions of the employes. The carrier offered no evidence 
of the reasons for or effect of the changes proposed, whereas undis- 
puted testimony was given to the effect that the present rules are 
practically the same as on other carriers in the area. The board 
recommends the withdrawal of the proposed rule changes. 

Meridian and Bigbee River Railway Company: The board recom- 
mends that the Meridian and Bigbee River Railway Company increase 
the hourly rates of pay of firemen by 2 cents per hour as requested 
by the employes. The carrier has signified its willingness to make 
these increases retroactive to January 29, 1943. The board recommends 
that the wage rates agreed upon should be written into and become a 
part of the current agreement between the employes and this carrier. 
The board recommends that to the employes represented by the Brother- 
hood of Railroad Trainmen there be granted overtime on a minute 
basis at 3/16 the daily rate for all overtime in excess of eight hours 
ina day or a trip. This overtime practice applies generally in freight 
service on the railroads of the country. The Meridian and Bigbee 
River Railway Company is one of the few railroads not operating under 
this rule. The board recommends that at the request of the conductors 
and brakemen a run around rule should be written into the current 
agreement; such a rule already exists in the contract covering engi- 
neers and firemen on this carrier and prevails generally throughout 
the country on the railroads. 


Brotherhood Wage Hearing 


Heavy railroad traffic and high railroad earnings were 
declared to be temporary by Dr. J. H. Parmelee, director, 
Bureau of Railway Economics, in testimony before the emer- 
gency fact-finding board in the operating brotherhoods’ wage 
case at New York, June 28. The brotherhoods are demanding 
a wage increase of 30 per cent with a minimum money increase 
of $3 a day. ; 

Dr. Parmelee told the board that the rate of increase in 
traffic since the beginning of the step-up in national production 
in 1939 was “more rapid and more pronounced than in any 
period of American railway history.” This was the result 
not only of the war effort, said he, but of the fact that “war 
conditions also have shifted temporarily to the railroads much 
traffic formerly handled by water, by highway and by air. 
When the war is over, these abnormal and temporary traffic 
factors will wholly or largely disappear.” War traffic will 
decline, said he, and, on other traffic, the railroads will then 
“be subjected to more intensive competition than ever before.” 

There has already been “a marked slackening in the rate 
of traffic increase,’ he said. The upward trend of the first 
half of this year would not continue at so high a rate in the 
last half. He pointed out that the increase in ton-miles in 
the first quarter of 1943 over the first quarter of 1942 was 
29.4 per cent, “while the rate of increase in April, the fourth 
month, was 19 per cent, and in May was 12.4 per cent.” Passen- 
ger-miles have increased at a greater rate than ton-miles, he 
Said, and had had ‘a smaller deceleration in that rate of in- 
crease,’ but the same trend was noted. As to operating rev- 
enues, he said the increase was 41 per cent in the first quarter 
of 1943, 308 per cent in April, and 24.3 per cent in May. 
Continuing, he said: 


Without venturing a definite forecast of traffic trends for the bal- 
ance of this year, I have made a survey of the probabilities. It is en- 
tirely possible, and in my opinion is entirely probable, that the net 
Tallway operating income of the carriers for the second half of 1943 
will fall below that of the corresponding period of 1942, and, further, 
that the decrease in net for the second half of the year will equal or 
More than equal the increase in net in the first half, with the final 
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result that the net railway operating income for the year as a whole 
will be no greater than for the year 1942. In arriving at this opinion, 
I have made no allowance for any increases during the year in wage 
rates, either of the nonoperating employes or of the operating em- 
ployes involved in the present proceeding. 


Dr. Parmelee spoke of maintenance that had to be deferred 
because of the present heavy traffic and the scarcity of needed 
materials and labor. To the extent that such maintenance had 
been deferred, said he, “the operating expenses of the years 
1942 and 1943 have been and will be understated and the net 
earnings correspondingly overstated.” 

The inability to keep up with current maintenance, he said, 
tended to hold down current operating expenses. Much of the 
a “thus accumulating must be made up in future years,” 
said he. 

Wages of rail workers hit a new high in 1942 and would 
rise even higher in 1943, said J. E. Monroe, assistant director 
of the Bureau of Railway Economics at the emergency board 
hearing, June 29. The average for all rail workers in 1942 was 
$2307, he said, and for the first three months of this year, 5 
per cent higher than for the same period last year. Wages of 
train and engine service workers were considerably higher, he 
said, ranging, in 1942, from an average of $2352 for yard fire- 
men to $4848 for local freight engineers. On a monthly basis, 
he said, increases in the pay of train and engine service work- 
ers since 1939 were startling. Among those receiving the lower 
wages, he cited the increase of local freight firemen from a 
monthly average of $220.79 to $310.08, and among the highest 
paid, he cited the average of local freight engineers as increas- 
ing from $305.83 a month in 1939 to $375.48 at present. The 
average earnings of the train and engine men in January, 1939, 
were $207.30, and in January, 1943, $267.84, an increase of 
29.2 per cent, said he. 

The wages of the men had outstripped living costs in the 
period between 1929 and 1942, said he. In 1942 the cost of 
living was 4.2 per cent below that of 1929, he said, while the 
average weekly wage of train and engine workers was up 23.9 
per cent, resulting in an increase of the workers’ purchasing 
power of 30.3 per cent. 

He said the dual basis of pay of train and engine workers, 
under which hours worked and miles run both enter into the 
calculation of wages, resulted in paying those workers, on the 
average, for 30.9 per cent more time than they actually worked. 

L. W. Horning, vice-president, New York Central, also 
referred to the dual pay basis, saying that it had the effect of 
pyramiding wages in relation to the improvements of trans- 
portation performance. 

“As train speed increases, so do the hourly earnings of the 
employes,” said he. “Thus there is a widened gap between the 
earnings of employes paid on the dual basis and the earnings 
of those paid on the hourly basis. Furthermore, a stated 
amount of increase in basic wage rates, coupled with the in- 
creased speed of trains, pyramids to amounts far in excess of 
the stated amount of increase.” 

Mr. Horning drew parallels between the working condi- 
tions and wages of United States and Canadian railroad em- 
ployes. The American and Canadian railroaders “work very 
much alike, talk alike and railroading is about the same in 
both countries,” said he, but,:due to increases in wages in the 
United States since 1932, the worker in the United States now 
averaged $8.26 a week more in pay than his Canadian colleague, 
as compared with a differential in favor of the United States 
worker of only $1.93 a week in 1932. Wages of workers in this 
country were now, on a weekly average, 23 per cent higher 
than in Canada, said he. 

The present heavy railroad traffic is a “transient thing” in 
the view of rail management, which feels that it must “antici- 
pate the certain coming of a day when business reverts to 
normal, when railroad traffic again falls, when railroad em- 
ployment becomes of paramount importance to the employes 
themselves.” So said J. B. Hill, president of the Louisville 
and Nashville Railroad, at the hearing, June 30. 

Managers, investors and employes ought not “lull them- 
selves into a position of false security as respects public trans- 
portation after the war,” said he. Competition then would be 

“keener than ever before.”’ He testified as to the capital set-up 
and dividends of his railroad over the years, saying that its 
dividends since its beginnings have averaged 4.84 per cent an- 
nually, which indicated ‘‘a very conservative railroad capitaliza- 
tion.” It has been “a constructive force of tremendous benefit 
in the development of the territory it serves,” and its “rewards 
to capital certainly have not been excessive,” said he. Its 
management wanted its employes to receive the best wages 
and working conditions ‘consistent with a just consideration 
of all factors,” but, he said, the present was “no time to under- 
take to give a degree of permanency to wages or working con- 
ditions not compatible during normal times with the ultimate 
best interests of the railroad industry, including its employes.” 

G. W. Rainey, general manager, Chicago, Rock Island and 
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Pacific, said that railway train and yard employes “have had 
their work and duties progressively lightened over the years.” 
Among the things that made the work of those men easier, he 
cited improved construction of cars, better track, improved 
signalling, fewer stops between terminals, increased tender 
space, improvements in methods of using fuel, and the speeding 
up of trains. Terminal facilities have been improved, also, said 
he, and that, added to other things, has decreased the time the 
men spent on the road. 

J. O. Taylor, secretary, bureau of information of the East- 
ern Railroads, testified about the existing level of wages of 
trainmen on high-speed passenger trains, and the effect on 
those wages of the increases demanded by the operating rail 
unions, at the hearing, July 1. 

The hourly wages received by the crew of the Baltimore 
and Ohio’s Capitol Limited now ranged from $1.89 for the 
brakemen to $3.43 for the engineers, said he, and would be 
increased to $2.78 and $4.64, respectively, if the union demands 
were met in full. He cited other similar figures as follows: 


New York Central, Twentieth Century Limited: Engineers, present 
$3.89, proposed $5.30; brakemen, present $2.21, proposed $3.27. Santa 
Fe, Chief: Engineers, present $3.68, proposed $4.99; brakemen, present 
$1.80, proposed $2.66. Burlington, Denver Zephyr: Engineers, present 
$4.68; proposed $5.93; brakemen, present $2.36, proposed $3.50; Milwau- 
kee, Midwest Hiawatha: Engineers, present $3.16, proposed $4.35; 
brakemen, present $2.01, proposed $2.97. Illinois Central, Panama Lim- 
ited: Engineers, present $2.68, proposed $3.87; brakemen, present $1.44, 
proposed $2.12. Seaboard Air Line, Silver Meteor: Engineers, present 
$3.87, proposed $5.22; brakemen, present $2.03, proposed $3. Southern 
Railway, Southerner: Engineers, present $3.32, proposed $4.55; brake- 
men, present $1.80, proposed $2.66. 


R. W. Brown, president of the Lehigh Valley Railroad 
said that the only reason 1942 and 1943 net earnings reached 
high levels was “because of the inability of the railroads to 
spend the necessary money for labor and material, not only to 
replace equipment and facilities worn out during the lean years 
of the ’thirties, but also to replace or renew such facilities and 
equipment as have been undergoing and will continue to un- 
dergo a terriffic strain under wartime conditions.” He said he 
believed rail workers should have “reasonable wages,” although 
it was not his “province as a witness to interpret the meaning 
of a reasonable wage for railroad employes.” He did not, 
however, he added, think that wages were reasonable if they 
were increased “to such an extent that they will destroy the 
property of those whose money is invested in the railroad 
machine.” 


TRUCK MANPOWER PROBLEMS 


In a conference of the manpower committee for the truck- 
ing industry with officials of the Office of Defense Transporta- 
tion and of the War Manpower Commission, there was agree- 
ment that manpower shortages experienced by motor carriers 
were due to transfers of employes to other jobs rather than to 
Selective Service calls, according to the Office of War Informa- 
tion. 

“Figues based on recent surveys conducted by the U. S. 
Employment Service show,” said the O. W. I., “that only about 
13 per cent of the current labor separations in the industry re- 
sult from men leaving their jobs to join the armed forces.” 

The O. W. I. said that Miss Dorothy Sells, chief of the per- 
sonnel supply section of the O. D. T. division of transport per- 
sonnel, told the conferees that she had found, in a recent survey 
in southwestern United States, that women were replacing men 
in a large variety of occupations in the trucking industry. She 
recommended more wide-spread employment and training of 
women for jobs in mechanical departments, according to the 
O. W. I. Its announcement said that W. M. C. officials present 
at the conference discussed results of training programs estab- 
lished in various parts of the country. 


GOVERNMENT FREIGHT TO CANADA 


The Office of Defense Transportation has issued General 
Order O. D. T. 38A, effective July 1, superseding General Order 
O. D. T. 38, as amended, which instituted a control system 
requiring O. D. T. shipping permits for movement of government 
freight by rail or truck from the United States to destinations 
in Canada, or via Canada to destinations outside the’continental 
United States (see Traffic World, May 22, p. 1212). The new 
order reduces the scope of the original order. 

The original order applied to all freight shipments con- 
signed by or to agencies of the U. S. Government. The revised 


order lists the following specific cases in which the permit 
system will apply: 


1. Carload or truckload shipments consigned to an agency of the 
United States and destined to any point in the Dominion of Canada. 
2. Carload or truckload shipments consigned by or to an agency of 
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the United States Government and destined to any point in the Dominion 
of Canada for export therefrom. 

3. Carload or truckload shipments consigned by an agency of the 
United States Government or transported on a United States Govern. 
ment bill of lading to Churchill, Manitoba, or to Edmonton, Alberta, op 
any point on the line of the Northern Alberta Railways Co. ‘ 


An administrative order (administrative order O. D. T. 2A) 
outlining procedures to be followed in the application for ang 
issuance of O. D. T. shipping permits, was issued simultaneously 
with General Order O. D. T. 38A. 





Joint Information Offices 


The Office of Defense Transportation has announced ap- 
proval of four more joint information offices, in Macon, Ga, 
Jackson, Miss., Tulsa, Okla., and Harrisburg, Pa., to serve as 
clearing houses for information received from carriers on avail- 
able freight and empty or partially laden trucks. 

Under O. D. T. regulations, private and contract carriers 
engaged in over-the-road service are required to register aj] 
empty trucks with joint information offices before operating 
out of cities in which such offices have been established. Over. 
the-road for-hire motor carriers are required to register both 
empty and partially laden vehicles. 

The Macon office will be at 411 Poplar Street. It will charge 
25 cents for each clearance statement on empty vehicles. For 
assigning a full or partial load, $1 will be charged the carrier, 
Manager of the office will be Louis Burghard Glenden. This is 
the second joint information office to be established in Georgia, 

The Jackson office will be at 1020 Standard Life Building, 
It will charge 50 cents for issuing a clearance statement where 
no traffic is assigned. For assigning a full or partial load to be 
transported up to 100 miles, $1 will be charged the carrier; 
for loads to be carried from 101 to 200 miles, $2, and for loads 
to be carried more than 200 miles, $3. Manager of the office 
will be Mrs. Eleanor R. Magruder. This is the first joint infor- 
mation office to be established in Mississippi. 

The Tulsa office, to be located at 510 East Eleventh Street, 
will charge 25 cents for issuing a clearance statement. For as- 
signing a partial load, a minimum charge of 50 cents will be 
made. For assigning a full load to be transported up to 100 
miles, $1 will be charged the carrier; for full loads to be car- 
ried from 101 to 300 miles, $2, and for full loads to be carried 
more than 300 miles, $3. Manager of the office will be Mrs. 
Dortha Fay Naughton. This is the third joint information office 
to be established in Oklahoma. 

The Harrisburg office, to be located at 3419 Brisban Street, 
will charge 25 cents for issuing a clearance statement when no 
traffic is awarded. For assigning a full or partial load to be 
transported up to 100 miles, $1 will be charged the carrier; for 
loads to be carried from 101 to 300 miles, $2, and for loads to 
be carried more than 300 miles, $3. Clinton W. Beyer will be 
manager of the office. This is the third joint information office 
to be established in Pennsylvania. 

The Chicago truck joint information office reports that, in 
the five-weeks period ending June 19, it furnished equipment 
to transport 12,310 tons of freight outbound, an increase of 960 
tons over the 11,350 tons of the previous five-weeks period. The 
total number of 10-ton traffic units registered at the office in 
the five-weeks period was 2580; total units registered for loads, 
1820; units loaded through the office, 1231, and clearances is- 
sued to points of loading, 4806. 

The Office of Defense Transportation has approved a Ire 
duction of 25 cents in the fee charged by the Lansing (Mich.) 
Joint Information Office for clearance statements issued to 
truckers moving out of Lansing, with empty, or partially loaded 
vehicles. The new fee, 50 cents, is effective July 1. George J. 
Bleibtrey, general traffic manager of the Motor Wheel Cor- 
poration, is chairman of the office, and Herman C. Kuhnert }s 
manager. 


SERVICE JULY 4 AND 5 





Director Eastman of the Office of Defense Transportation, k 
July 1, urged the railroads, the trucking industry, and shippers | 


to arrange for prompt handling of freight in those plants work- 
ing on Sunday, the Fourth of July, and Monday, July 5. 

Mr. Eastman reminded the transportation industry and the 
shipping public that Chairman Nelson of the War Production 
Board had designated the Fourth of July holiday as a regular 
working day and had asked all industry to carry on norm 
operations on that day. } 

“In view of the pressure on railroad and trucking equlp- 
ment”, declared Mr. Eastman, “the transportation industry 
should see to it that all plants which work on July 4 or 5 are 


provided with adequate rail and truck facilities so that con- | 


gestion can be avoided.” 


. 
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9. D. T. Division Changes 


Director Eastman has named John L. Rogers, who has 
peen director of the O. D. T. division of motor transport, as 
assistant director of the O. D. T. His functions will be to 
assist and advise Mr. Eastman, to have general charge of all 
matters relating to motor trucks, subject to Mr. Eastman’s 
direction, and to perform such other special duties as may be 
assigned to him from time to time, according to the O. D. T. 
announcement. 

Harold C. Arnot, regional manager of the motor transport 
division at San Francisco, succeeds Mr. Rogers as director of 
the division. Mr. Arnot was director of region 9, comprising 
Arizona, California, Nevada and Oregon, the O. D. T. said. 

“These changes were made,’”’ Mr. Eastman said, ‘‘at the 
request and upon the recommendation of Mr. Rogers. As 
director of the division of motor transport, Mr. Rogers has had 
immediate administrative responsibility for the work of the 
0. D. T. in connection with motor trucks, and no officer of the 
0. D. T. has had a more complex, difficult, and onerous assign- 
ment than this. Mr. Rogers, moreover, is a member of the 
Interstate Commerce Commission, and he has felt it necessary 
to continue his duties in that capacity. 

“The double load thus imposed upon him has been ex- 
tremely burdensome, and he now feels that the time has come 
for him to seek some relief. Under the new arrangement, the 
immediate administrative responsibility for the work of the 
division of motor transport will fall upon Mr. Arnot. The 
0. D. T., however, will continue to have the benefit in this 
work of the experience, counsel, and advice of Mr. Rogers, 
which it could not for a moment afford to lose. Mr. Arnot will 
report in the first instance to Mr. Rogers.” 

“Mr. Arnot was born in Spokane, Washington, June 13, 
1899,” the O. D. T. said. “He attended school in California and 
on completion of a course in business administration entered 
the service of Fageol Motor Co. in Oakland, Calif., in 1918. 
Starting as cost accountant, he advanced to the positions of 
purchasing agent, assistant to Frank R. Fageol, and Pacific 
northwest manager. He was appointed vice president and gen- 
eral sales manager of the Fageol Truck & Coach Co. in 1934 
and in 1935 organized and became president and general man- 
ager of the Fageol Motor Sales Company at Seattle and repre- 
sented Diamond T—Sterling, Studebaker, Divco Twin and 
Twin Coach in the Pacific northwest. Mr. Arnot accepted ap- 
pointment as district manager of O. D. T., division of motor 
transport, in May, 1942, and was made regional manager at 
San Francisco in September, 1942.” 


Trucking Industry Needs 


The war planning committee of American Trucking Asso- 
ciations, Inc., has placed before the Office of Defense Trans- 
portation and the War Production Board its recommendations 
for new equipment and parts for the trucking industry, includ- 
ing a total of 128,167 vehicles of various types. 

The committee submitted data showing requirements for 
replacement and additional equipment of all for-hire carriers 
certificated and permitted by the interstate commerce act for 
the period ending December 31, 1944, as follows: Medium 
trucks, 14,115 replacements and 6,191 additions; heavy trucks, 
5,379 replacements and 2,339 additions; tractors, medium, 
6,281 replacements and 3,377 additions; tractors, heavy, 10,237 
replacements and 5,119 additions; semi-trailers, 13,457 replace- 
ments and 10,911 additions; full trailers, 455 replacements and 
411 additions. Total of such units now operated, 217,416. Total 
of replacements and additions, 78,272. 

Requirements for replacement equipment of all for-hire 
carriers other than those certificated and permitted by inter- 
State commerce act for period ending Dec. 31, 1944, were set 
forth as follows: Trucks, medium, 27,991, heavy, 10,887. Trac- 
tors, medium, 2,195, heavy, 3,529. Trailers, semi and full, 
0,293. Total units, 49,895. 
_ The committee requested that the W. P. B. set up a truck- 
ing industry advisory committee to keep it informed as to the 
trucking industry needs. The committee said that the 7,500 
heavy duty trucks planned for the last half of this year had 
been sceduled to comprise 4,250 with 400 to 450 cubic-inch 
displacement engines, and 1,500 in a class of a minimum of 
350 cubic inches, with 1,750 remaining as the largest or special 
equipment sizes and classes. It said this proposed schedule was 
unbalanced in favor of the larger types and a revised schedule 
was worked out. This calls for 7,500 vehicles but changes 
types so that the total when manufactured will break down 
into 1,400 trucks with 250 to 300 cubic-inch engine displace- 
ments, 2,950 of 300 to 400-inch type, and 1,400 of 400 to 450- 
Inch class. The extra heavy and special equipment classifica- 
tion, including 1,750 vehicles, remains unchanged. 


Al 


The recommendations for replacements and additions, in- 
cluding the 7,500 trucks heretofore scheduled, were said by 
the committee to be necessary if there was to be a 10 to 15 
per cent increase in traffic for the second half of this year. 
Another recommendation of the committee was that equipment 
be issued to essential users as quickly as possible after the 
trucks have been manufactured. If that were done, it was 
said, it would do away with the practice of placing any new 
vehicles in a reserve pool to be apportioned over a period of 
months and result in the placing of equipment where it was 
needed as soon as it was produced. 

The committee appealed to the O. D. T. to see that the 
vehicles requested were scheduled for production. The com- 
mittee conferred with O. D. T. and W. P. B. officials, and 
truck and trailer manufacturers. 


0. D. T. Holiday Travel Warning 


Director Eastman in a statement issued June 28 urged 
the public to spend the Fourth of July week-end at home. 

Pointing out that extra trains or busses usually operated 
at vacation times would not be available to accommodate holi- 
day crowds this year, Mr. Eastman warned that persons not 
heeding his request might find themselves temporarily stranded 
and unable to get home at the time planned. Overcrowding of 
trains and intercity busses by holiday pleasure-seekers, he said, 
would interfere both with furlough travel by members of the 
armed forces and with essential civilian passenger travel. 

Text of Mr. Eastman’s statement follows: 

For months the Office of Defense Transportation has been urging 
civilians to avoid week-end trips on trains or intercity busses. Since 
the coming week-end will be a long holiday week-end, when the tempta- 
tion to travel will be strong, I must again direct attention to the 
O. D. T. request to minimize travel wherever possible. 

It is appropriate to add a warning. Few extra trains or busses 
will be operated over the Fourth of July week-end; service will be 
substantially the same as on a normal week-end. Therefore, people 
who take holiday trips may find themselves temporarily stranded and 
unable to return home at the time planned. 

Furlough travel is heaviest at week-ends. The railroads and bus 
lines cannot handle large crowds of holiday pleasure-seekers in addi- 
tion. If such crowds jam the trains and busses, men on furlough will 
be delayed in getting home and delayed in getting back to their posts. 
There will likewise be interference with essential civilian travel. 

Anyone contemplating a Fourth of July trip should know very defi- 
nitely that his journey, just as much as that of anyone else planning a 
similar trip, will hamper the movement of men in uniform and the 
movement of other essential passenger traffic. A little reflection will, 
I hope, convince all such persons that the patriotic thing to do is to 
spend the Fourth of July week-end at home. 





MONEY FOR O. D. T. 


The Senate appropriations committee did not recommend 
any revision of the item of $14,650,000 for the Office of Defense 
Transportation, contained in the war agencies appropriation 
bill, H. R. 2968, as passed by the House (see Traffic World, 
June 19, p. 1479), and the Senate, June 30, passed the bill with- 
out making any change in the O. D. T. appropriation. The bill 
then went to a conference committee, because of amendments 
made by the Senate in other provisions. 


oO. D. T. APPOINTMENTS 

Promotion of Samuel S. Bruce of Pittsburgh, Pa., from 
assistant director to associate director in charge of coal move- 
ment in the division of railway transport has been announced 
by the O. D. T. ; 

Before coming to O. D. T. in April, 1942, Mr. Bruce had 
been associated with the Koppers Company for 26 years. At 
the time of his appointment he was general traffic manager of 
the company. 

J. Edgar Snider of Washington, D. C., who has been serv- 
ing as deputy assistant director in charge of coal movement, 
has been promoted to deputy associate director. Prior to his 
association with O. D. T., Mr. Snider was an examiner on the 
staff of the Interstate Commerce Commission. 





CERTIFICATES OF WAR NECESSITY 


The O. D. T. has issued amendment 8 to General Order 21, 
permitting commercial motor vehicle operators to use their 
vehicles without having certificates of war necessity on them, 
when the certificates are in the possession of the O. D. T. or 
the Office of Price Administration. 





DISPOSITION OF VESSELS 


The sale, transfer and charter of vessels without the prior 
approval of the Office of Defense Transportation or the War 
Shipping Administration has been prohibited by joint action of 
those two agencies. 

Identical general orders (General Order O. D. T. 40 and 
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General Order W. S. A. 27, Revised), issued by O. D. T. and 
W. S. A., effective immediately, were intended to prevent the 
diversion of commercial craft from essential to non-essential 
trades, said the agencies, adding: 


The controls are restricted to vessels which have a gross tonnage 
of at least 500 tons or power of at least 150 horsepower; which are docu- 
mented as vessels of the United States, allocated to the United States, 
or owned or controlled by citizens of the United States; and which are 


capable of being used as a means of transporting property or persons 
by water. 


Specifically, exempted from the orders are: The requisition, sale, 
transfer, or charter of vessels by or with W. S. A. or the Maritime Com- 
mission; vessels principally used for pleasure or fishing; the charter of 
vessels filed with W. S. A. under the ship warrants act; and certain 
other craft. 

Application for approval with respect to the following vessels must 
be made to the War Shipping Administration; vessels owned by or 
chartered or allocated to W. S. A.; vessels engaged in trade to or from 
Alaska, Puerto Rico, and the Hawaiian Islands, or those last employed 
in such trades; and vessels, other than those operated exclusively on 
the Great Lakes, engaged in foreign trade or last operated in that trade. 


Application for approval with respect to all other vessels must be 
made to the O. D. T. 


The orders revoked two other W. S. A. orders (General Order W. 
S. A. 27 and General Order W. S. A. 27, supplement one), which pro- 
vided for similar control over certain type of vessel, but did not affect 
the ships warrant act or the shipping act of 1916. 


CONSERVING SCHOOL BUSSES 
_ The Office of Defense Transportation has issued instruc- 
tions to school bus operators on how to store their idle vehicles 


for the summer in order that they will be in “good shape’ to 
transport students to school in the fall. 


TAXICAB REGULATIONS 


The Office of Defense Transportation, in general order 
O. D. T. 20-A, superseding No. 20, has prescribed a revised 
set of wartime regulations for taxicabs, designed to curtail 
waste mileage so that essential taxicab services will continue 
to be available. The O. D. T. said the order exerted wider 
controls than did the old order. 


SHARE TRUCK PLAN 


A program for truck sharing in the nation’s private truck- 
ing industry is under preparation by the Office of Defense Trans- 
portation to eliminate use of many trucks duplicating and over- 
lapping routes of others. The purpose of the program, according 
to the O. D. T., is to stimulate more extensive joint and recip- 
rocal use of private trucks by members of the same industries, 
related industries and unrelated industries or businesses that 
can combine their deliveries on a single truck. 


TRUCK COORDINATION ORDERS 


The Office of Defense Transportation has approved a joint 
action plan, in supplementary order O. D. T. 3, revised 32, 
involving the consolidation of certain operations of Powell 
Brothers Truck Lines, Inc., and the Frisco Transportation Co., 
between Clinton and Springfield, Mo. The plan, said O. D. T., 
would save more than 123,000 truck miles annually. 


TRUCK CONSERVATION ORDER 


The Office of Defense Transportation has issued General 
Permit O. D. T. 17-25, allowing florists who reduce the monthly 
mileage of their retail delivery trucks to 30 per cent of that oper- 
ated in the corresponding calendar months of 1941, to make two 
weekly retail deliveries to one point of destination, provided 
it is a hospital, and easing to a minimum of three pounds or 
42 inches in combined length and girth the size of packages, 
instead of the 5 pounds or 60 inches minimum in effect for 
certain other commodities. 





TRUCK DELIVERY RESTRICTIONS 


An optional set of restrictions on motor trucks used for 
certain retail peddling in the east coast gasoline shortage area 
has been announced by the Office of Defense Transportation, in 
general permit O. D. T. 17-26. 

Under the optional general permit, the O. D. T. will allow 
peddlers using motor vehicles to make retail deliveries regard- 
less of the size and weight of the packages delivered, and to 
make calls to obtain orders for future delivery, provided two 
restrictions are met. These are: 


1. Operate not more than one day in each two calendar weeks over 
each delivery route or area previously established under O. D. T. orders. 

2. Load each truck with merchandise which consists of no more than 
10 per cent, by weight, of commodities which are restricted to one re- 
tail delivery a week (i. e., beer, candy, soft drinks, cigarettes, ice 
cream, cut flowers, etc.). 


These restrictions are optional. If a peddler does not conform to 
























































































































































TRAFFIC Worty § July? 
these restrictions, he must comply with the restrictions containeg in same 
the O. D. T.’s original retail delivery restriction order, Genera] Order jncrea 
O. D. T. 17, amendment 3A. d | 

This order permits only a limited number of weekly retail and 926, ° 
wholesale de‘iveries of certain commodities and places a size and weight Valles 
limitation on retail delivery of all except a few commodities. 30; G 
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SOUTHEAST SHIPPERS’ BOARD RESOLUTIONS _ 

R. A. McCaffrey, general chairman of the Southeast Ship. 82 
pers’ Advisory Board, in a letter to Frank Knox, Secretary of 10. 
the Navy, and Henry L. Stimson, Secretary of War, cally § 
attention to a resolution adopted at the recent meeting of the year 
board, “that the wartime performance of the railroads merits 9 of 12 
the Army-Navy E award for excellence and that we so recom. : 
mend to the Secretaries of Navy and War.” The letter says'§ mate 
that the members of the board “‘sincerely hope for favorable § Grait 
action on this recommendation.” Chairman McCaffrey has } 93,2 
also written to J. F. Byrnes, director of the Office of War 9 36,06 
Mobilization, transmitting another resolution of the board 6.4; 
calling on “government authorities responsible for the alloca. } Petr 
tion of critical materials to meet war needs to take the ste boile 
necessary to furnish without delay adequate materials for } Man 
maintenance and for the additional equipment and facilities | 
which the railroads must have if they are to continue to meet | mat 
the needs of the nation.” Cot 

48; 

Othe 

m : 

Great Lakes Board Meeting en 

Records for attendance at a meeting of the Great Lakes § 89; 
Regional Advisory Board were broken, June 30, when 425 reg- and 
istered at the meeting at the Carter Hotel, Cleveland, O. More § Ast 
than 500 attended the luncheon, sponsored by the Traffic Club § 20, 
of Cleveland, the Cleveland Chamber of Commerce and the 0.9; 
Cleveland Purchasing Agent’s Association, at which Commis- cats 
sioner Johnson was the speaker. He predicted ‘tremendous ad- 10.2 
ditions” to the railroad traffic load in the remainder of 1943 
and said the opening of a second front in Europe would impose 
an “inexpressible burden” on them. That burden would call 
for the abandonment of some of the existing railroad practices, Sel 
said he, adding that some of them still insisted “that shipments } yw, 
be routed all the way over their routes, although time could be rei 
saved by shipping tonnage part of the way on other routes.” 

At its business session, over which F. J. Armstrong, presi- Th 
dent, presided, the board adopted a resolution calling on the § jp 
War Production Board to allocate materials for needed addi- } 1g 
tional railroad equipment. The action came after Allen Dean, } Te 
chairman of the board’s car efficiency committee, charged that 
“because the railroads and the shippers of the country have re’ 
done a job of providing unfailing transportation for the nation’s co 
war effort; because the carriers have demonstrated the ability Al 
of private enterprise to meet the supreme demands of a global vi 
war, without begging government to hold their hands, the 
railroads are now denied materials adequate to maintain their ro 





roadbeds and rolling stock.’’ Had the railroads broken down, 
he said, “it would have evoked a maternal attitude on the part 
of the government that would have handed the railroads any- 
thing they might have asked for.” The niggardly attitude of 
the W. P. B. was “the direct result of the magnificent perform- 
ance” of the carriers, he said. 

Forecasts of commodity carloading committees indicated 
an increase of 2.6 per cent in loadings in the board’s territory 
in the third quarter of this year as compared with the third 
quarter of 1942. The cars actually loaded last year numbered 
589,901, while the predictions for this year totalled 605,290. 
Twenty per cent increases each were predicted in the loadings 
of grain and in hay, straw and alfalfa. Other heavy predicted 
increases included fertilizers, 11 per cent; coal and coke, 106 
per cent; ore, 10.1 per cent; paper, paperboard and prepared 
roofing, 10.3 per cent, and livestock, 9.5 per cent. Heavy pre 
dicted percentage decreases included potatoes, 50 per cent; 
cement, 37 per cent; lime and plaster, 21.2 per cent; brick and 
clay products, 20.3 per cent, and gravel, sand and stone, 123 
per cent. 



















Freight Loading Forecast 


Freight carloadings in the third quarter of 1943 are ex- 
pected to be 1.5 per cent above actual loadings in the same 
quarter of 1942, according to estimates compiled by the 13 
Shippers’ Advisory Boards. 

On the basis of those estimates, freight loadings of the 
28 principal commodities will be 9,959,651 cars in the third 
quarter of 1943 compared with 9,814,974 for the same com- 
modities in the corresponding period in 1942. Of the 13 Ship- 
pers’ Advisory Boards, 6 estimate an increase and 7 a decreas¢ 
in carloadings in the third quarter of 1943 compared with the 
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same period in 1942. Estimated loadings and percentages of 
increase OF decrease for each district follow: 

New England, 175,625, increase, 2.9; Atlantic States, 903,- 
996, decrease, 0.3; Allegheny, 1,169,591, decrease, 0.5; Ohio 
Valley, 1,209,505, increase, 4.2; Southeast, 1,017,940, decrease, 
30; Great Lakes, 981,203, increase, 5.3; Central Western, '300,- 
942, decrease, 3.4; Mid-West, 1,285,386, increase, 8.0; North- 
west, 979,374, increase, 3.6; Trans-Missouri-Kansas, 453,287, 
decrease, 4.9; Southwest, 727,784, increase, 0.1; Pacific Coast, 
433,825, decrease, 2.4; and Pacific Northwest, 321,963, decrease, 


0. 

, The boards expect an increase in the third quarter this 
year compared with the same period a year ago in the loading 
of 12 commodities, but decreases in 16 commodities. 

The commodities for which they expect increases, the esti- 
mated loadings, and the percentages of such increases, follow: 
Grain, All, 390,147, 8.8; Flour, meal and other mill products, 
993,255, 4.2; Hay, straw and alfalfa, 20,090, 11.6; Potatoes, 
36,060, 13.5; Live stock, 182,672, 5.5; Coal and coke, 2,651,801, 
6.4; Ore (iron and N. O. S.), 1,092,910, 6.5; Salt, 35,133, 2.5; 
Petroleum and petroleum products, 698,630, 2.7; Machinery and 
boilers, 69,807, 5.6; Fertilizers, all kinds, 106,653, 11.6; and 
Manufactures and miscellaneous, 1,841,604, 12.6. 

The commodities for which they expect decreases, the esti- 
mated loadings, and the percentages of such decreases, follow: 
Cotton, 49,751, 3.6; Cotton seed and products, except oil, 14,433, 
48; Citrus fruits, 26,931, 13.8; Other fresh fruits, 48,516, 28.9; 
Other fresh vegetables, 54,246, 4.0; Poultry and dairy products, 
33,330, 6.3; Gravel, sand and stone, 637,208, 19.2; Lumber and 
forest products, 658,414, 8.2; Sugar, syrup and molasses, 55,438, 
89; Iron and steel, 550,162, 7.6; Cement, 156,513, 28.2; Brick 
and clay products, 69,701, 12.5; Lime and plaster 35,666, 10.9; 
Agricultural implements and vehicles, other than automobile, 
20,022, 0.8; Paper, paper board and prepared roofing, 113,842, 
05; and Canned goods—all canned food products (includes 
catsup, jams, jellies, olives, pickles, preserves, etc.), 86,716, 
10.3. 


PERISHABLE FREIGHT REFRIGERATION 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued under service order No. 123 (see Traffic 
World, June 26) special permits Nos. 20, 21 and 22 permitting 
reicing of certain cars of potatoes. 

Special permit No. 20 allows the Missouri Pacific (Guy A. 
Thompson, trustee), or connection, but not both, to reice once 
in transit after the first or initial icing ART 21653 and ART 
18688 containing potatoes from Fleming Newton, Jacksonville, 
Tex., consigned Baldwin Pope Marketing Co., St. Louis, Mo. 

Special permit No. 21 allows the Louisville & Nashville to 
reice once in transit after the first or initial icing ART 21093 
containing potatoes from Horrilton, Ark., consigned Edward H. 
Anderson Co., Owensboro, Ky., and reconsigned to Hopkins- 
ville, Ky. 

Special permit No. 22 permits any common carrier by rail- 
road to reice once after the first or initial icing ART 21986, 





Revenue Freight Loading 


Revenue freight loading the week ended June 26 totaled 
760,844 cars, according to the Association of American Rail- 
roads. This was 107,397 cars, or 12.4 per cent, below the 
preceding week, 92,574 cars, or 10.8 per cent, below the cor- 
responding week of 1942, and 147,760 cars, or 16.3 per cent, 
below the corresponding week of 1941. These substantial de- 
creases in loading resulted from cessation of work ‘in the coal 
mines, coal loading the week ended June 26 having fallen off 
108,459 cars as compared with the preceding week. Statistics 
prepared by the A. A. R. car service division follow: 
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ART 21022, ART 18524, ART 72609, and FGE 18705 contain- 
ing potatoes originating Arkansas points destined to, or “now 
on.” Chicago Produce Terminal, Chicago, Ill., consigned Pio- 
waty Fruit Co., Chicago, provided, contents meet Canadian 
import requirements and that the ultimate destinations are 
Canadian points. 

Waybills are to show reference to the special permits. 

By special permissions under service order No. 123, Homer 
C. King, director of the Commission’s Bureau of Service, has 
permitted the following railroads to reice once in transit after 
the first or initial icing, the indicated cars of potatoes: : 

Special, permit No. 23: Missouri Pacific Railroad Co. (Guy 
A. Thompson, Trustee), or connection, ART 73004, ART 17069 
or ART 17078, from Benton Wholesale Grocery Co., Benton, 
Ark., consigned Balsano Fruit & Produce Co., St. Louis, Mo.; 
WRX 9600, from Gerry Horton, Famosa, Calif., consigned 
Balsano Fruit & Produce Co.; and NRC 16015, from Jones 
Brothers, Spiro, Okla., consigned to G. A. Marsh, St. Louis, Mo. 

Special permit No. 24: Louisville & Nashville Railroad Co., 
ART 16552, NRC 17035, RDT 18362, and RDT 19548 or 18548, 
from Arkansas and Oklahoma origins, shipped by T. O. Cole, 
aa Smith, Ark., and consigned to Castellini Co., Cincinnati, 

hio. 

Special permit No. 25: Pere Marquette Railway Co., R. D. 
T. 19571, from Cedars, Okla., shipped by T. O. Cole, Fort Smith, 
Ark., and consigned J. A. Besteman or S. B. Davis, Grand 
Rapids, Mich. 

It is required that waybills show reference to the special 
permits. 


POTATO SERVICE ORDER 

Effective at 12:01 a. m., July 2, the Commission issued 
Service Order No. 134 suspending tariffs of the Pennsylvania 
Railroad so far as they permit the holding at Greenwich, Phila- 
delphia, Penn., or at points in Delaware or Maryland (eastern 
shores) for diversion, reconsignment, or orders, shipments of 
potatoes, other than sweet, originating in the south. Holding 
of shipments at such points unduly delayed the movement of 
trains, said the Commission. 


Reduced Rail Refrigeration 


Under service order No. 133, placing restrictions on re- 
frigeration service of fresh or green vegetables using top or 
body ice in refrigerator cars (see Traffic World, June 26), 
Homer C. King, director of the Commission’s Bureau of Serv- 
ice, has issued special permit No. 1 permitting the Union Pa- 
cific or connection, the Chicago, Burlington & Quincy, and the 
Missouri Pacific (Guy A. Thompson, trustee), initially to ice 
or reice with both bunker and top or body ice cars loaded with 
vegetables and other perishables, as follows: U. P., FGEX 
35164, destined Sioux Falls, S. D.; C. B. & Q., PFE 5837, des- 
tined Woodlawn, Neb.; and M. P., MDT 17132, destined Camp 
Phillips, Kan., originating beyond or at Kansas City, Mo. 

Director King has also issued special permit No. 2 permit- 
ting the Union Pacific initially to ice or reice with both bunker 
and top or body ice PFE 29560, loaded with vegetables in 
mixed lots, destined Fort Riley, Kan., and the Missouri Pacific 
(Guy A. Thompson, trustee) initially to ice or reice with both 
bunker and top or body ice PFE 62202, loaded with vegetables 
in mixed lots, destined Camp Phillips, Kan., originating beyond 
or at Kansas City, Mo. 

Waybills are to show reference to the special permits. 

“Producers and shippers of fresh fruits, vegetables and 
melons will save 10 per cent of present refrigeration charges 
as a result of a recommendation by the National Perishable 
Freight Committee,” the War Food Administration said June 
29. “The reduced rates become effective July 5. 

“The recommendation followed an order by the Interstate 





Revenue Freight Car Loading—Week Ended Saturday, June 26 


Grain and Live 
grain prod. stock Coal 
1943 55,610 11,521 68,470 
EE | a 1942 44,066 10,676 166,213 
1941 52,931 9,470 170,884 
Preceding week June 19.......... 1943 49,708 11,198 176,929 
Per cent increase over............ 1942 26.2 7.9 
Per cent decrease under.......... 1942 58.8 
Per cent increase Over...........-. 1941 5.1 21.7 
Per cent decrease under.......... 1941 59.9 
{1943 1,210,570 346,863 4,116,872 
Cumulative 26 weeks to June 26 4 1942 976,020 306,664 4,171,836 
(1941 903,260 281,488 3,481,200 
Per cent increase over...........- 1942 24.0 13.1 
Per cent decrease under.......... 1942 1.3 
Per cent increase over............ 1941 34.0 23.2 18.3 
Per cent decrease under.......... 1941 
—_ 


Per cent to 15 year average, 100.9. 


Forest Mase. 
Coke Products Ore L.C.L. Miscellaneous Total 
10,952 44,856 81,101 98,374 389,960 760,844 
14,039 52,351 88,167 92,209 385,697 853,418 
14,023 46,404 73,025 159,300 382,567 908,604 
14,214 45,022 86,365 98,209 386,596 868,241 
6.7 1.1 
22.0 14.3 8.0 10.8 
11.1 1.9 
21.9 3.3 38.2 16.3 
375,323 1,061,683 978,123 2,450,770 9,556,818 20,097,022 
366,103 1,223,144 1,206,882 3,287,123 9,525,629 21,063,401 
335,047 1,035,903 1,071,381 4,044,372 8,698,081 19,850,737 
25 3 
13.2 19.0 25.4 4.6 
12.0 2.5 9.9 1.2 
8.7 39.4 
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Commerce Commission on June 18 which instructed the rail- 
roads to publish ‘reasonable and just’ charges for half-stage 
icing. The I. C. C. action followed a War Food Administration 
petition, late in May, to the freight committee, asking half-stage 
icing at reduced rates. This committee represents the railroads 
on all questions affecting refrigeration services in railroad 
transportation” (see Traffic World, June 26, p. 1545). 

“The saving to growers and shippers,” W. F. A. officials 
said, “though a step in the right direction, is not enough. We 
hope the railroads will reconsider and make a reduction closer 
to the 25 per cent reduction in refrigeration charge that we 
proposed.” 

Special permit No. 3, under service order No. 133, has 
been issued by Director King permitting the Chicago, Burling- 
ton & Quincy or connection and the Kansas City Southern 
initially to ice or reice with both bunker and top or body ice 
cars loaded with vegetables in mixed lots, as follows: C. B. 
& Q., or connection, IC 55735, destined Sioux City, Ia.; C. B. 
& Q., WRC 15159 and PFE 73397, destined Sioux Falls, S. D.; 
and K. C. S., PFE 29198 and SFRD 31133, destined Camp 
Crowder, Mo., originating beyond or at Kansas City, Mo. Way- 
bills are to show reference to the special permit. 

Special permit No. 4 under service order No. 133, issued 
by Homer C. King, director of the Commission’s Bureau of 
Service, permits the Chicago, Burlington & Quincy Railroad 
Co. initially to ice or reice with both bunker and top or body 
ice PFE 75225, loaded with vegetables in mixed lots, destined 
Woodlawn, Neb.; and in Missouri Pacific Railroad Co. (Guy 
A. Thompson, Trustee) to treat similarly PFE 40969, loaded 
with vegetables in mixed lots, destined Great Bend, Kans., 
originating beyond or at Kansas City, Mo. 

Special permit No. 5 under service order No. 133 permits 
Union Pacific Railroad Co. initially to ice or reice with both 
bunker and top or body ice PFE 98590, loaded with vegetables 
in mixed lots, destined Fort Riley, Kans.; Chicago, Burlington 
& Quincy Railroad Co., or connection, similarly to treat PFE 
42457, loaded with vegetables in mixed lots destined Sergeant 
Bluff, Ia.; and MDT 3470, destined Sioux Falls, S. D., originating 
beyond or at Kansas City, Mo. 

Special permit No. 5 under special order No. 133 grants 
permission to common carriers by railroad to ice and reice, 
with both bunker and top or body ice, green corn in straight 
shipments loaded in standard refrigerator cars RS type (with- 
out collapsible bunkers). 

Each permit requires that bills of lading and/or waybills 
shall show reference to the special permit. 


NO POTATO ICING ORDER 


The Commission, division 3, has issued amendment No. 3 
to service order No. 126, effective June 29, adding the states 
of Delaware, Maryland, New Jersey and Tennessee to the two 
states mentioned in amendment No. 2 to the order (North 
Carolina and Virginia), in which no common carrier by rail- 
road shall ice or reice or permit to be iced or reiced a refrig- 
erator car or cars loaded with potatoes originating at points 
in those states, notwithstanding the provisions of service order 
No. 123, as amended. The instant amendment suspends the 
operation of all tariff rules or regulations in conflict with its 
terms, and continues in effect the permission for common car- 
riers by railroad initially to ice or permit to be initially iced a 
refrigerator car or cars loaded with potatoes originating in 
Florida, Georgia, or South Carolina, but not in excess of 5,000 
pounds, and provides also that where a refrigerator car is 
equipped with half-stage icing, the ice shall be placed in the 
upper half of the bunkers with gates set for half-stage icing 
(see Traffic World, June 19, p. 1485). 

Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permit No. 1 under service order 
No. 126, granting common carriers by railroad permission ini- 
tially to ice or permit to be initially iced a refrigerator car or 
cars loaded with potatoes originating in Virginia and consigned 
to installations of the armed forces of the federal government 
located at points in Alabama, Florida, Georgia, or South Caro- 
lina, but not in excess of 5,000 pounds of ice a car, and pro- 
vided that where a refrigerator car is equipped for half-stage 
icing such ice but not to exceed 5,000 pounds a car, shall be 
placed in the upper half of the bunkers with grates set for 
half-stage icing. The permit expires Aug. 1. 

The permit says that not more than eight refrigerator cars 
shall be loaded for shipment under its provisions in any one 
day, and requires that way bills show reference to the special 
permit. 





ARMY AIDS TRUCKERS 

The War Department has set up highway control stations 

on main highways in the area adjacent to New York City, to 
fac‘litate motor deliveries of army shipments. A central con- 
trol] station, established at the Headquarters of the Second Zone 
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Transportation Officer, 25 Broad Street, New York City, wi 
maintain control records showing the final destination of aj 
inbound truck load shipments of army freight. The department 














































































said the establishment of the stations was in keeping with the ‘I 
army’s program for conservation of rubber, manpower, gago. § 4 that 
line and equipment used by the commercial motor carriers enough 
carrying essential war freight. Truck operators may obtain jn. He 
formation at the control stations as to correct destinations of petforn 
shipments. giving . 
Director Eastman has commended the action of the War - 
Department in establishing highway control stations to regu. of the 
late the flow of motor truck freight to army installations jn 94 = 
the New York metropolitan area, as an important contribution § t@%SP° 
to the conservation of rubber, manpower, gasoline and motor §%™Cé 
equipment. rtatl 
Mr. Eastman pointed out that truck operators carryine to thet 
army freight to or near the New York metropolitan area may {he saic 
now obtain at those control stations directions to their correct freight 
destinations as well as latest highway information of detours, ment, 
bridges and road conditions. This service, he said, would not 
only be of considerable assistance to the operators in render. 
ing expedited deliveries, but would also greatly reduce losses As 
of mileage, manpower and wear and tear on motor equipment, and g 
“Since operation of the New York port of embarkation port, 
entails frequent changes in the destinations of truckload §cientl 
freight, inbound trucks formerly had to check with their own Jsaid ‘ 
New York terminals on the exact point of unloading before the C 
deliveries could be made,” said he. ‘This procedure often made fFities i 
necessary extra miles of travel and entailed long delays in J York, 
deliveries as well as tying up needed equipment. Under the Conn. 
present system, army personnel at the control stations will N 
assist inbound trucks by calling the central control stations J porta 
where records of the destinations of all inbound freight will be fof N 
on hand so that drivers may be informed upon entering the J highv 
area of the exact place of delivery of the freight they are J port 
carrying.” every 
——____— I 
CAR SURPLUS REPORT rT 
U. S. Railroads reported an average daily surplus of 71,958 § paiir 
freight cars for the week ended June 26, according to the car § sonne 
service division of the Association of American Railroads. It § coast 
was made up as follows: plain box, 15,871; auto box, 1,682; flat, § New 
823; gondola, 7,695; hoppers, 26,353; and miscellaneous, 19,534. os 
ARMY TRANSPORT CORPS IN CINCINNATI ma. 
The War Department has announced establishment of a § mech 
Cincinnati, O., section of the army transportation corps. It § Meae 
said mechanical and electrical engineers, production specialists, _ 
naval architects, draftsmen, inspectors of mechanical and elec- of r 
trical equipment, expediters and men with highly technical adeq 





backgrounds were needed by the new section. 











FREIGHT COMMODITY STATISTICS 
The Commission has issued a compilation, prepared by its 
Bureau of Transport Economics and Statistics, of freight com- 
modity statistics of Class I steam railways for January, 1943, 
statement M-500. ’ 
As to both carload and less-carload traffic, the compilation 






































showed a grand total of 105,097,392 tons of revenue freight oe 
originated, 105,103,781 tons terminated, total freight traffic (in- J we, 
cluding duplications) of 219,665,105 tons, and freight revenues day 
amounting to $537,155,873. Carload traffic accounted for 103, § cai, 
699,343 tons originated, 103,773,130 tons terminated, the total 
freight traffic (including duplications), amounting to 216,850,- § 4). 
482 tons, and freight revenues of $511,103,623. As to forwarder § jny 
traffic, included in the manufactures and miscellaneous, n. 0. S., 
carload group, the compilation showed 268,806 tons originated, § tay 
283,072 tons terminated, total freight traffic (including duplica- § tio 
tions) of 556,772 tons, and freight revenues of $5,438,794. tri 
eas 
GROSS ON WAR AND TRANSPORT thi 
Major General C. P. Gross, chief of the army transportation pas 
corps, in testimony before the Senate appropriations committee "6 
on the War Department appropriation bill for the fiscal year be 
1944, reiterated the contention he had made earlier before 4 a 






subcommittee of the House appropriations committee that the 
War Production Board ought to respond more liberally to the 
railroads’ requests for additional locomotive equipment and 
rails, it was shown in the Senate committee print of hearings 
on the bill (see Traffic World, June 19, p. 1483). 

In questioning of General Gross, Senator Maybank, of 
South Carolina, suggested that much of the military travel by 
railroad, including troop movements, was unnecessary. Gen- 
eral Gross said that “we are trying to impress upon all the 
need to keep travel at a minimum,” but explained that he did 
not give the orders with respect to troop movements. 

Senator Thomas, of Utah, wondered if there was anything 
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vin the offing” that indicated that government operation of 
the railroads might be necessary in the present war. General 
said there was not. 

“— think that it is a good idea to keep out of as much 
that stuff as we can,” said Senator Thomas. “We have 
enough trouble, anyway.” 

He added that “the management knows that if they do not 
rform properly, they will lose control, so no doubt they are 
giving you the best cooperation they can give you.” 

General Gross said that the largest item in the estimate 
of the army transportation corps was $770,684,892—about half 
of the total. This amount, he said, would cover the costs of 
transporting all supplies and materials as produced by the other 
grvices, with the exception of such costs as arose in the trans- 
rtation of certain commodities from the point of manufacture 
io their first destination. The remaining funds in the estimate, 
he said, would be applied to the purchase of barges, tugs, small 
freight and passenger boats, railroad rolling stock and equip- 
ment, and miscellaneous supplies, plus salaries and wages. 




















N. Y. REGIONAL TRANSPORT REPORT 


As a result of cooperative planning by railroads, shippers 
and government authorities to control rail shipments to that 
port, the Port of New York was now functioning more effi- 
ciently, with a greater traffic load, than in the last world war, 
said Carl H. Henrikson, Jr., regional business consultant of 
the Commerce Department, in a report on transportation activ- 
ities in “the New York region,” comprising the state of New 
York, New Jersey north of Trenton, and Fairfield County, 
Conn. 

Mr. Henrikson said a highlight picture of wartime trans- 
portation in the New York region logically focused on the port 
of New York, and that “eight trunk line railroads, a great 
highway system and a major inland waterway converge on the 
port which in turn serves foreign trade radiating to and from 
every port of the world.” 

He summarized other parts of his reports as follows: 




















Traffic on inland waterways held up by late spring and high water. 
Railroads bearing record burden with less equipment and fewer per- 
sonnel. All coal and most of oil shipments to northeast, formerly 
coastwise, moved to or through this region by rail at express speeds. 
New pipeline will not lighten burden. Passenger traffic nearing critical 
stage as appeals to public to travel less fail. Equipment in good oper- 
ating condition. Manpower problem growing worse. 

Truck operators hard hit by gasoline shortage, government war- 
time restrictions, scarcity of repair parts, and shortage of drivers and 
mechanics. Bus transportation seriously curtailed for same reasons. 
Meager gas rations and pleasure driving ban cause sharp cut in auto- 
mobile driving. Toll bridges, tunnels, turnpikes feel pinch. Thousands 
of filling stations close. Motor registrations show steady decline. 

Commuters increase, service decreases. Taxi service curtailed but 
adequate, 

Airlines carrying capacity loads keep air terminals busy despite 
decrease in flights. Post-war outlook for port of New York as world 
air terminus seems excellent. 























Petroleum Transportation 


A record-breaking average daily rail movement to the 
Atlantic seaboard area of 999,684 barrels of petroleum in tank 
cars was reported by Petroleum Administrator Ickes for the 
week ended June 26. This was an increase of 29,149 barrels a 
4 gd the preceding week and represented an all-time high, 
said he. 

“But,” he added, “the military demand is likewise at an 
all-time high. Therefore, we are improving our critically low 
inventory position but slowly.” 

Deputy Administrator Davies said there were now 73,862 
tank cars hauling oil into the Atlantic coast area and, in addi- 
tion, there were 6,000 cars used in distribution within the dis- 
trict, a total of about 80,000 tank cars in the service of the 
eastern area out of a total of 107,000 in petroleum service 
throughout the United States. He said the “Big Inch” pipeline 
would be completed to Philadelphia and New York in about 
two weeks and that oil would be flowing through from Texas 
to the Atlantic seaboard by Aug. 1, though the full 300,000 
barrels a day capacity would not be reached until some weeks 
later when all the pump stations were in operation. Comple- 
tion of the last seven stations was now dependent on delivery 
of pump equipment and valves, said he. 

At his press conference, July 1, Petroleum Administrator 
for War Ickes reiterated a previous statement that tighter 
| mid-west petroleum rationing might be necessary, and said 
declining production and increased military demands on the 
Pacific coast might mean rationing there before the end of the 

























* year. He added that no serious consideration had yet been 





given to the possibility of constructing a pipe line from the 
Gulf area to the west coast, pointing out that as of “today” 
west coast reserves were sufficient. 
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In a hearing held June 28 by the Senate interstate com- 
merce committee on H. R. 2520, the Lea bill to extend the life 
of the Cole pipeline act of July 30, 1941 (see Traffic World, 
June 26, p. 1543), George A. Wilson, of the Petroleum Admin- 
istration for War, said that the P. A. W. was not planning for 
construction of additional petroleum pipelines to the east coast 
in the immediate future, but that it favored the extension of 
the act as a safeguard against unforeseen emergencies. He 
said the Cole act, under which the President by proclamation 
could authorize the exercise of the right of eminent domain in 
the acquisition of rights-of-way for oil pipelines, had made 
possible the .speedy construction of pipelines to the east coast 
area. Mr. Wilson said that the 24-inch line from Texas oilfields 
to the east via Norris City, Ill., would be completed in about 
60 days and that other pipelines were now almost completed. 

Senator O’Daniel, of Texas, asked the committee to con- 
sider favorably a bill he had introduced, to prohibit the move- 
ment from Texas of natural gas, after the war, in large pipe- 
lines built in the period of the war emergency, with particular 
reference to the 24-inch line. 

The Senate passed the Lea bill, extending the life of the 
Cole pipeline act until June 30, 1945, on June 29. 

In discussion of the bill on the floor of the Senate, Senator 
Pepper, of Florida, charged that Petroleum Administrator Ickes 
had done “a disservice to the transportation of petroleum” by 
“overzeal for pipelines.” He said that Mr. Ickes absorbed and 
assumed every authority it was permissible “by any stretch of 
power and authority” for him to assume. He charged that Mr. 
Ickes assumed authority over the transportation of petroleum, 
adding that that authority rested in the Office of Defense Trans- 
portation. Director Eastman, of the O. D. T., said Senator Pep- 
per, was “a mild-mannered man,” while Mr. Ickes “always 


-noses out the rather mild-mannered and timid Mr. Eastman.” 


Senator Mead, of New York, issued a statement in which 
he predicted that, on the basis of ‘‘authentic figures and con- 
servative estimates” submitted to the Senate small business 
committee by Director Eastman, the petroleum supply situa- 
tion on the east coast would be greatly improved by Feb. 1, 
1944. By that time, said Senator Mead, railroads, pipelines, 
trucks, barges, and small tankers would be transporting into 
the east coast area 1,600,000 barrels of petroleum products a 
day. This estimate did not include deliveries by coastwise tank- 
ers or by the use of the inland waterways along the Atlantic 
coast, he said. 


May Truck Freight Volume 


“The volume of freight transported by motor carriers in 
May decreased 3.5 per cent under April, but held 16.4 per cent 
over May, 1942,” says the American Trucking Associations 
(see Traffic World, June 26). 

“Comparable reports were received by A. T. A. from 229 
motor carriers in forty-one states. The reporting carriers trans- 
ported an aggregate of 1,778,476 tons in May, as against 
1,843,138 tons in April, and 1,528,273 tons in May, 1942. 

“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the 
three-year period of 1938-1940 as representing 100, was 180.86 

“A little more than 8614 per cent of all tonnage transported 
in the month was hauled by carriers of general freight. The 
volume in this category showed a 4.6 per cent decrease under 
April, and an increase of 15 per cent over May of last year. 

“Transporters of petroleum products, accounting for almost 
6 per cent of the total tonnage reported, increased 2.5 per cent 
over April and 66.1 per cent over May, 1942. 

“Haulers of iron and steel products reported slightly less 
than 3 per cent of the total tonnage. The volume of these 
commodities increased 5.9 per cent over April, and held 45.1 
per cent over May of last year. 

“Approximately 4% per cent of the total tonnage reported 

- was miscellaneous commodities, including tobacco, milk, tex- 
tile products, coke, bricks, building material, cement and house- 
hold goods. Tonnage in this class increased 5.6 per cent over 
April, but dropped 8.7 per cent under May, 1942.” 





GRAIN CONTROL MEMORANDUM 


Contrasting conditions existing at the time service order 
No. 80 was issued with the current situation, Commissioner 
Johnson, in a memorandum to the grain control agents ap- 
pointed under that service order, says that there will not be 
enough transportation to move the grain crop as offered. Their 
authority, he said, to be applied or suspended as their judgment 
persuaded them, was still available. They might, of course, he 
said, issue permits as transportation, rather than storage, be- 
came available, “or, as an alternative, if the shippers become 
unreasonably insistent, the railroads will use embargoes that 
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will regulate the movement to such proportions as the supply 
of cars will permit.” 

There was now ample storage, said the memorandum, but 
an acute shortage of grain cars and a necessity for general econ- 
omy in railroad transportation as well, adding that there was 
“in bank ready for the transportation of this grain about 20 per 
cent of the cars that have been customarily placed for this 
movement. There will not be enough transportation to move this 
crop as offered.” 

At the time the agents were appointed, said the memoran- 
dum, they were instructed to grant permits for railroad trans- 
portation for grain only as storage or consumption was avail- 
able and to grant permits first to that grain in greatest danger 
of damage or loss. The two previous crops were bumper crops, 
it said, a billion bushels each or more. The shortage of storage 
and other disposal made it necessary that a large percentage of 
those crops be held at origins. * 

There was developed experience in holding grain at origins, 
said the memorandum, and that “the development of storage on 
the farm and in the locale reduced the necessity for immediate 
movement.” That local storage was now available for a much 
smaller crop, it said, and that “though the transportation is in- 
adequate for the current movement, it is sufficient to permit a 
more rapid movement to the market and to storage than was 
permitted the last two years under the scarcity of storage then 
existing. The problem this year will be for the originators of 
this grain to hold for a much shorter time a much smaller crop.” 


GRAIN CAR SUPPLY 

A move to provide 10,000 grain cars for the western grain- 
loading railroads in July, in addition to more than 20,000 such 
cars returned to home roads in the west from eastern and south- 
eastern territory in the period from May 8 to July 1 under 
arrangements initiated by the car service division of the Asso- 
ciation of American Railroads (see Traffic World, May 15, p. 
1163), has been announced by W. C. Kendall, chairman of the 
car service division. 

Mr. Kendall on June 30 asked the eastern and southeastern 
rail lines to give the western roads additional assistance in 
providing the box cars needed. He said that, due to the “un- 
precedented” movement of government-owned grains for lend- 
lease and feed purposes and for conversion into industrial alco- 
hol, as well as the reconcentration of old grains from country 
to terminal positions, the western roads were able this year to 
build up a reserve supply of only 6,700 box cars in advance of 
the new harvest “which is now getting into full swing.” 

“As a result of this double movement the reserve supply is 
now completely exhausted,” he said, “and with the peak load- 
ing in the winter wheat belt still ahead of us the western roads 
will require additional assistance from the eastern and southern 
roads if the box car requirements are to be met successfully. 
It is necessary, therefore, that the quota assigned certain east- 
ern and southern roads be extended to July 31, 1943.” 


COAL DEMURRAGE RULING 


The Commission’s Bureau of Service has issued an informal 
ruling to the effect that demurrage on cars of coal detained 
during the effectiveness of service orders 120 and 121, restrict- 
ing delivery of anthracite and bituminous coal, may not be 
applied. The ruling followed inquiries made both by the rail- 
roads and consignees, and applies to carriers subject to the 
interstate commerce act. The service orders were issued and 
withdrawn several times by the Commission by reason of stop- 
pages of work in the mines (see Traffic World, June 26, p. 
1545). The ruling does not apply prior or subsequent to the 
freeze orders. 

The Commission’s attention has also been directed to the 
question of assessment of demurrage charges on cars of coal 
bunched, following vacation of the service orders. An example 
was cited where there might be as many as 75 cars consigned, 
but facilities would provide for unloading only 5 cars a day, 
resulting in the holding of the latest cars received for 15 days. 
Under the demurrage tariff, charges could be assessed for de- 
tention of such cars, it is understood, but this would place an 


unfair burden on the consignee. Commission officials said the 
matter was under study. 


EDIBLE OILS TANK CAR USE 


Representatives of producers of lard, tallow, and rendered 
pork fat met with officials of the Food Distribution Administra- 
tion at Chicago last week to discuss the further reduction of 
the use of tank cars in the industry. Reports indicated that 
some producers felt that, because of the narrow margin on 
which their business was conducted, the use of tank cars, 
especially of those fitted with heating coils to assist in load- 
ing and unloading fats and oils, would have to be continued. 
It was pointed out, however, that the use of tank cars by the 
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industry had already been greatly reduced and the loadin 
unloading and movement expedited. STA. A. 

Continuous shipment from packing plants with insufficient Mem 
refining and packaging equipment, or storage space, was neces. & ,mericar 
sary, it was pointed out, to prevent stoppage of slaughter; meshing 
operations. Further reduction in tank-car use could be brought 4 prob 
about by the use of more tierces and boxes, though a greater wring 
expense would be involved. There was complaint, however, of , The 
a shortage in 56-pound export boxes and wooden tierces, Metal poatner, 
containers were unobtainable, it was reported. wecarth 

W. J. Crutcher, chief of the edible oils division of the fats Holly St 
and oils branch, F. D. A., was chairman of the meeting. Freq tthe C 
A. Wendt, chief, finished products section, F. D. A., and J. g , Dir 
Mercer, meat section, F. D. A., were also present. The Office of director 
Price Administration was represented by K. W. Mainland, food § jms. 
rationing, dairy division, and E. W. Brockenbrough. The fol. ‘As 
lowing industry representatives were present: services 
M. W. Mitchie, George A. Hormel and Company; R. E. Lang ana hand tl 
E. T. Miller, Hately Brothers Company; H. M. Mulberry, Swift ang § though 
Company; G. A. Althaus, Oscar Mayer and Company; Earl Thompson, critical 
Reliable Packing Company; G. G. Fox, Armour and Company; J, the pre 
Hafner and C. H. Romeiser, Wilson and Company; S. R. Boykin, § mately 
Cudahy Packing Ccmpany. statisti 


Sa eS ) 
NEWTON TO OPERATE MINES wap 
Carl E. Newton, president of the Chesapeake and Ohio | from 1 


Railroad Company, has been appointed director of mine opera- } tion 0! 
tions for the federal government by Secretary of the Interior } stood | 
Ickes, acting in his capacity as solid fuels administrator for } as age 
war. He will have charge of operation of the coal mines taken Cc 
over by the government as the result of the dispute between § discus 
the owners and the employes. the a’ 

“Mr. Newton’s appointment as director of mine operations § consit 
represents the selection of an individual with a vital public J catch 
interest in and knowledge of coal, free of any partisan con- } on th 
nection with either operators or mine workers’ organizations,” I 
said Mr. Ickes. “He will be a full-time government worker, § taker 
whose services are loaned by his railroad as a contribution to § store 
the war effort. I am delighted to have been able to draft him § Indic 
for this unprecedented and extremely difficult task.” 


there 
The Chesapeake and Ohio, said the announcement of Mr. 
Newton’s appointment, “is the largest originating bituminous 
coal carrier serving the nation’s major fuel industry in the 
normal economy.” from 
ee ; 
W. P. B. AND LOCOMOTIVE PRODUCTION a 
“Beginning July 1, 1943, the delivery of 54 critical loco- § ship 
motive equipment components can be made only in accordance § fron 
with schedules approved by the War Production Board,” says | mer 
a W. P. B. announcement. whe 


Such scheduling, it said, was provided for in limitation } gov 
order L-97-d. The purpose of the order, the W. P. B. added, was } cor 
to insure the successful completion of the 1944 locomotive con- } the 
struction program, and to relieve “a current tight situation in } res! 
the components covered.” “wi 

“Under the order,” the W. P. B. continued, “W. P. B. may 
direct the return or cancelation of any order on the books of a 
manufacturer, may direct changes in the delivery or production 
schedule of a manufacturer and may allocate orders placed with | i, 
one manufacturer to another.” 

Among the 54 “components” named in schedule A of the 
order were such items as air brake actuating mechanisms, feed } 
water heaters (including pumps), mechanical lubrication equip- } ez 
ment, engine springs, tender springs and trailer truck springs, }  ¢h 
water gauges, and whistles. 


by 
ar 


WASHOUT ORDER LIFTED 


The Commission, division 3, June 26, issued service order 
131-A, effective at 12:01 p. m. that day, vacating service order 
131 which directed the Canadian National Railways and Grand 
Trunk Railway to forward freight traffic routed over their 
lines between Sherbrooke, Quebec, Canada, and Island Pon, 
Vt., by routes most available to expedite its movement and 
prevent congestion, because of flood conditions near Lennox- 


| et 

i t 

) 

ville, Quebec, Canada (see Traffic World, June 19, p. 1487). : 


it 
! 


] 
- : 1 
The Commission said the situation had cleared up. 


CONTROL OF EX PORTS AND IMPORTS 

The War Production Board has issued its general imports 
order M-63 as amended June 28, including designation of ma- 
terials in lists I, II and III and interpretations of certain pro- 
visions of the order. The order specifies, among other things, 
restrictions on financing of imports and restrictions on disposi- 
tion of the materials named in lists I, II and III. 

The Office of Exports, Board of Economic Warfare, has | 
issued its current export bulletin No. 102, relating to “improved 


and simplified arrangements” for exports by water to the other 
American republics. 
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4, A. BR. Directors’ Meeting 


Members of the board of directors of the Association of 


ces. § smerican Railroads were told at their monthly meeting in 


yshington June 25 that the supply of serviceable freight cars 
had probably reached its peak and that freight cars now were 
wearing out faster than they were being replaced. 

The meeting was attended by Director Eastman; V. V. 
poatner, director of the division of railway transport; Henry F. 
yeCarthy, director of the division of traffic movement; and 
Holly Stover, federal manager of the Toledo, Peoria & Western, 


Fred § of the Office of Defense Transportation. 


Director Eastman indicated he had taken up with the 
directors principal freight and passenger transportation prob- 
wal™ of June 1, reports showed, the railroads had 1,691,750 
serviceable freight cars, a decline of 3,750 from the number on 
hand the preceding month. This was said to indicate a trend 
though the car supply situation at present was not regarded as 
critical. The car count for last December was 1,600 cars under 
the preceding month. However, the railroads now have approxi- 
mately 130,000 more cars than they had two years ago. The 
statistics were interpreted as indicating that the railroads had 
about reached the limit of what they could do in increasing the 
car supply by repairing cars and the statement was made that 
from now on any increase would have to come by the acquisi- 
tion of new cars. It was pointed out that the bad order cars 
stood at 2.8 per cent of the total and that this was a low figure, 
as against peace-time percentages of 6 to 7 per cent. 

Car supply and motive power were the principal subjects 
discussed at the meeting, it was said. It was pointed out that 
the average freight haul was increasing. One of the problems 
considered was the movement of ore, the objective being to 
catch up in the movement because the late start of shipping 
on the Great Lakes. The grain car supply was reported as tight. 

In answer to an inquiry it was stated the directors had 
taken no action with respect to asking the Commission to re- 
store the Ex Parte 148 suspended increases in freight rates. 
Indications are that action as to that may be taken if and when 
there is a further increase in wages. 


WEST COAST FRUIT SHIPMENTS 


Interstate shipments of fresh cling and freestone peaches 
from west coast origins will be prohibited in the near future by 
the War Food Administration, “‘except in those instances where 
such prohibition might lead to food wastage,” and interstate 
shipments of Bartlett and hardy pears into the fresh market 
from such origins also will be limited, according to an announce- 
ment by the W. F. A. and the Office of Price Administration of 
what they described as “the broad outlines of a program to 
govern the marketing of Pacific coast peaches and pears.” Ac- 
cording to the announcement, “the need for processed fruits in 
the war effort” is one reason for the institution of the market- 
restriction program. Details of the program would be announced 
“within the next two weeks,” it was stated June 28. 


GASOLINE RATIONING AND TIRES 


The Office of Price Administration has announced provi- 
sions for retiring old-type ‘“‘T’ gasoline ration coupons, used 
by commercial vehicle operators, within 10 days after they 
are supplanted by new “TT” coupons in July. “T’’ coupons 
expired, outside the gasoline-restricted area, June 30. In the 
eastern restricted area, the old “T’’ coupons remain valid 
through July 25. 

The O. P. A. has fixed July truck tire quotas at 414,977, 
compared with 414,066 for June. 


RAILROADS IN TWO WARS 


The Association of American Railroads has issued an illus- 
trated pamphlet setting forth data as to railroad performance 
in the first world war in 1917-1918 and in the present world war. 
Among the statements made are: 


Total investment in railroads is more than one-third greater than 
in the first world war. Railroads in 1943 are moving twice as many 
ton-miles of freight as in the corresponding period of 1918. Freight 
rates generally are no higher now than they were when the war started 
and the decline in the average revenue for handling a ton of freight 
one mile contrasts sharply with the rapid rise in the first world war 
and the years immediately afterward. The average¢ton of freight is 
carried a greater distance now. Locomotives now travel farther in a 
day than ever before—56 per cent farther than in the first world war. 
Locomotives can pull half-again heavier loads—and keep them rolling 


Much faster. The average freight train does more than twice as much 
work in %n hour. 


“There are far fewer new locomotives in this war,” it is 
Stated. “In 1917, the railroads hauled more tons of freight more 
miles than they had ever done in one year before. In 1918, when 


47 


they increased this record by less than 3 per cent, 2,803 new 
locomotives were placed in service. In 1941, the railroads again 
broke all records for hauling freight, and in 1942, freight traffic 
increased 34 per cent above 1941, but only 712 new locomotives 
were placed in service. ... 

“In this war, the railroads are more economical in man- 
power. The number of employes in 1942 averaged 1,271,000, as 
contrasted with an average of 1,842,000 in 1918. The lesser num- 
ber now employed, however, received more in wages—$2,932,- 


000,000 as against $2,614,000,000. In this war, wages are higher. 
Taxes are higher.” 


RUBBER PROGRAM PROGRESS 


“By the end of this year, we will have our own rubber in- 
dustry, capable of meeting all essential needs, both for war 
and for civilian requirements,” said Secretary of Commerce 
vones in a radio address June 28 to the “Made in America 
Rubber” luncheon held in Houston, Tex. 

Mr. Jones said the synthetic rubber plants at Baytown and 
Houston, Tex., were only parts of a $700,000,000 rubber in- 
dustry, with 40 plants throughout the country, built in a period 
of two years, starting from scratch in early 1941. Originally, 
said he, plans called for only 100,000 tons annually, on a sort 
of know-how, learn-how basis, but that by December this year 
we would have a manufacturing capacity in excess of 800,000 
tons a year “which is more than we have ever used, and suffi- 
cient for all our essential purposes.” 

Too much credit could not be given Rubber Director Jeffers 
and his staff, said Secretary Jones, adding: 


- His insistence and determination that construction materials be 
made available, that all phases of the program be thoroughly checked, 
and that speed be the watchword, have been responsible for the early 
completion of the plants. He drove the program through. 


RAIL “FLOOD-DAMAGE” LOANS 

The Senate has passed and sent to the House S. 1134, 
authorizing the Reconstruction Finance Corporation, with the 
approval of the Interstate Commerce Commission, to make 
loans to railroads, at interest rates not to exceed 3 per cent 
per annum, ‘to aid in the rehabilitation, including necessary 
relocation, protection, and elevation above flood plane, of rail- 
roads engaged in interstate commerce whose properties have 
been destroyed or damaged in whole or in part by flood in 
1943.” The bill provides that the total amount of such loans 
and commitments to railroads, receivers and trustees shall not 
exceed at any one time $25,000,000. 

In discussion of the bill, Senator Truman, of Missouri, said 
that nearly all the southwestern railroads were in the flood 
area, that 90 per cent of them were in receivership, that at 
least one of them had been almost completely washed away, 
and that that line was “absolutely essential in this wartime 
traffic’ and could not be replaced unless the government took 
it over and replaced it. 

The House, June 30, eliminated from S. 1134 the provisions 
under which the R. F. C. would be authorized to make loans to 
railroads and limited the terms of the bill to authorization of 
an appropriation of $10,000,000 for repair and restoration of 
levees and other flood control work under the supervision of 
the army corps of engineers. The bill was sent to conference. 


Weighing of Railroad Cars 


Pending further consideration by National Industrial Traf- 
fic League and the National Association of Shippers Advisory 
Boards, Commissioner Johnson has agreed to defer contem- 
plated action in connection with what he described as abuse of 
the privilege of weighing railroad cars when the discrepancy 
between the stenciled weight and the actual weight exceeded 
prescribed tolerance, the nominal charge made for “light weigh- 
ing” not having been sufficient to discourage the practice. In 
a letter to E. F. Lacey, executive secretary, National Industrial 
Traffic League, and George H. Shafer, president, National Asso- 
ciation of Shippers Advisory Boards, Commissioner Johnson had 
indicated that a survey of the situation had led to the con- 
clusion that it would be necessary to issue a service order, at 
the request of the Office of Defense Transportation, effective 
July 15, suspending for the duration of the emergency railroad 
tariffs which authorized or permitted disregard of light weigh- 
ing of open cars, and closed cars other than refrigerator and 
tank cars. The letter indicated that provision would be made 
for weighing where the stenciled weight was illegible, out-of- 
date, or obviously inaccurate, and in cases where foreign matter 
which could not be removed had adhered to the car and sub- 
stantially affected the weight. 

Commissioner Johnson’s letter said that the Commission 
had been receiving reports from its own field representatives, 
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and “some other sources,” of unnecessary light weighing of 
railroad cars in disregard of stenciled weights. The subject, it 
said, had been discussed by representatives of the Commission 
and the O. D. T., and that a survey conducted through the 
weighing and inspection bureaus of the railroads had also dis- 
closed abuse of the privilege. For example, the letter said, “in 
western territory in the month of March, 1943, there werg 
133,568 cars weighed light in disregard of stenciled weight 
which, on an annual basis, would be approximately 1,602,816 
cars. In central territory it is reported that approximately 
84,276 cars per month were light weighed. Much of the light 
weighing referred to is performed on railroad-owned track 
scales with railroad power, a considerable amount on industry- 
owned scales with railroad power, and the balance on industry- 
owned scales with industry power.” 

Commissioner Johnson said his letter was written to ac- 
quaint the two organizations with the facts and to afford oppor- 
tunity to express their views regarding the proposed order. 


1944 BUS, STREET CAR PRODUCTION 


The War Production Board has announced, through the bus 
and electric railway section of its transportation equipment 
division, a program of bus and street car construction to be 
authorized for 1944. The W. P. B. said the program was 
complete except for final approval of certain components of 
integral busses. 


Approximate quantities approved for 1944 production, the 
W. P. B. said, were: 


Street cars of ‘‘PCC’’ type, 300; integral busses, 7,300; bus bodies, 
11,000; large trailer busses, 400; small trailer busses, 1,200; sedan 
conversions, 3,200. 


About 25 per cent of the so-called integral busses might be 
of the intercity type; the others were to be of the city type, 
the W. P. B. said. Continuing, it said, in part: 


The O. D. T. is the only claimant agency for the street car and 
trailer busses and is the largest claimant for the other vehicles. 
Canada is claimant for some of the integral busses. ... It is intended 
that transit companies having a need for new equipment, either for 
essential additions or replacement of wornout vehicles, will be able to 
obtain them by making application to O. D. T. and stating in full the 
reasons for such need... . 

Expressions of manufacturers (in a meeting in Washington) de- 
veloped that bus production immediately following cessation of war 
activties in their plants would no doubt be of a design similar to the 
present. Thus, assistance would be offered in providing postwar 
employment as well as a supply of good transportation vehicels during 
such probably extended period as will be necessary to design, engineer 
and produce models radically different from the present. ... 


INTER-AMERICAN HIGHWAY 


President Roosevelt has asked Congress to appropriate 
$12,000,000 for the construction of a 58-mile link of the Inter- 
American Highway, in Costa Rica. Attached to the President’s 
request was a statement by Budget Director Smith that cer- 
tain sections of that highway, from Laredo, Tex., to the Panama 
Canal had been completed; that in June, 1942, the army ordered 
the construction of “pioneer” roads to connect the completed 
sections, but that “the rough terrain in a 58-mile stretch be- 
tween Cartago and San Isidro del General in the highest part 
of the mountains in Costa Rica does not admit of adequate 
traffic solution by the construction of a pioneer road and the 
Public Roads Administration proposes to proceed with the con- 
struction of this stretch of road as soon as the necessary funds 
are appropriated.” The Budget Director added: 


The Department of State advises that the country of Costa Rica is 
financially unable to contribute toward the cost of construction on this 
particular section which, because of its extraordinary rough terrain, 
will be the most costly section along the entire route of the Inter- 
American Highway. 


COMPTROLLER GENERAL RULINGS 


The General Accounting Office has issued the following 
synopses of rulings relating to transportation made by the 
Comptroller General of the United States: 


B-30754. Federal Transportation of Property Tax—Status as ‘‘In- 
crease’ in ‘‘Cost’’ of Contract Materials or ‘‘Freight Charges.’’ 

The tax imposed by section 620 of the revenue act of 1942 on the 
amount paid for the transportation of property and required to be paid 
by a lump sum construction contractor in connection with shipments of 
specified material and equipment allocated to the contractor by the 
government for use in performance of the contract work does not repre- 
sent an ‘‘increase’’ in the ‘‘cost’’ of the materials and equipment or an 
‘‘increase’”’ in the ‘‘freight charges’’ within the meaning of a contract 
clause providing for ‘‘an equitable adjustment’’ on account of ‘‘any 
increase or decrease in the amount’’ specified in the contract ‘‘to cover 
the cost of the materials and equipment allocated to the contractor’ and 
the ‘‘freight charges’’ thereon. 
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B-33944. Transportation of Household Effects by Motor Van—De. 
struction by Fire While Stored in Transit—Government Liability for 
Transportation, Packing, and Storage Charges. 

Where, in connection with the decentralization of a Sovernment 
agency, the contract for motor van shipment of an employee's house. 
hold effects contained a provision for storage in transit at Carrier's 
warehouse pending receipt of employee’s address at new station, and 
the greater portion of the said effects was destroyed by fire while $0 
stored and within the specified storage privilege period, payment to the 
carrier is limited to the packing, unpacking, and transportation charges 
applicable to that portion of the effects actually delivered, and, as stop. 
age charges were ‘‘for 30 days or fraction thereof,’’ the amount payable 
therefor is not subject to deduction merely because storage period Was 
less than 30 days. 





AUTO TAX STAMP REPEAL 
A movement has been begun in Congress to repeal the $5 


. motor vehicle use tax. Senator Mead, of New York, one of the 


congressmen urging repeal, criticized the imposition of the tax} 
at this time, particularly in the gasoline shortage area in the 
east where automobile driving is restricted by lack of gasoline. 
With the Bureau of Internal Revenue of the Treasury De. 
partment warning June 30 that only one day remained for 
motor vehicle owners to obtain the federal auto use tax stamp 
and affix it to their windshields, Senator Mead and Representa- 
tive Celler, of New York, introduced bills providing that, in the 
period July 1 to Dec. 31, 1943, the tax would not apply to 
private passenger automobiles. Action on the bills before Con. 
gress recessed for two months did not appear likely. 
‘Motorists’ attention is called to the fact that the use tax 
has not been repealed and failure to purchase and display the 
new use tax stamp on vehicles operating on the public highways 
after June 30, 1943, will subject the violators to severe penal- 
ties imposed by law,” said the Bureau of Internal Revenue. 


TEXAS SYNTHETIC RUBBER PLANTS 


Government-financed synthetic rubber plants, with a total 
annual production capacity of 255,000 tons, will be in opera- 
tion in Texas within 90 days, according to J. J. Newman, vice- 
president, B. F. Goodrich Company, one of the building and 
operating companies. The company built the largest of the 
group—also the largest in the entire national program—at 
Port Neches. It will have an annual capacity of 120,000 tons, 
half to be operated by Goodrich and half by Firestone. Other 
Texas plants include one of 30,000-tons capacity at Baytown, 
built by the Goodyear and to be operated by the General Tire 
and Rubber Company and the General Latex and Chemical 
Company; a 45,000-ton plant at Borger, built and to be oper- 
ated by the B. F. Goodrich Company, and a 60,000-ton plant 
at Houston, built and to be operated by Goodyear. 





GENERAL BOX COMPANY’S HEAVY DUTY CRATE 

The current issue of General Box, house organ of the 
General Box Company, features information and _ illustrations 
of the construction and use of the new General heavy-duty box, 
made of %-inch resawn hardwood lumber and wire-stitched. 
The box is used for export shipping. The illustrations show 


its use for protecting tanks in land, war and air shipment, and } 


as packing for steel shipped to factories in Russia. 





U. S. RUBBER COMPANY GETS FOURTH E AWARD 


The Army-Navy E for excellence in war production has 
been awarded to the United States Rubber Company’s ordnance 
plant at Eau Claire, Wis. It is the fourth such award received 
by the company. At the Eau Claire ceremonies, the E pennant 
was presented to Howard O. Hutchings, factory manager, by 
Lieut. Col. Boone Gross, officer in charge of small arms ammunl- 
tion plants, U. S. Army, who was formerly commanding officer 
at Eau Claire. Harold E. House, president, Local 19, United 
Rubber Workers of America, accepted the pins on behalf of the 
plant workers. 


ployes on their record of production. 
manager of the plant, was master of ceremonies. 


PACIFIC COAST PORT CONFERENCE 


The annual conference of the Pacific Coast Association of 
Port Authorities will be held at the Hotel Vancouver, Vancouve!, 
B. C., July 29 and 30. There will be discussions of vital current 
port problems,*led by selected members of the association and 
K. K. Reid, chairman, New 
Westminster, B. C., Harbour Commission, chairman of the 
There will be a dinner the evening 
of July 29, in cooperation with the Canadian National Harbours f 
Board at which R. K. Smith, K. C., chairman of the National 
Those attending 
the conference will attend a luncheon of the Vancouver Kiwanis 


followed by round-table talks. 


conference, will preside. 


Harbours Board, Ottawa, will be the speaker. 


Club at noon on that day. 


Henry S. Marlor, vice-president and director, § 
United States Rubber Company, congratulated the plant’s em- | 
John E. Lynch, service } 
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ee We purchase certain goods for shipment from point “_ , 


Connecticut to point “B”, California. We instruct shipment to 


Questions and Answers be made via either freight forwarding company “X” or “Y”. 


e's ae The shipper insists on using forwarding company “Z’. The 
at carrie In this column will be answered questions of both legal and three carriers have the same rates and bill of lading conditions. 


Station, ang e er Seen Sa nc csg — dealing eng rye Printed on shipper’s letter form is the following: 
re ialist on interstate commerce law, who is a member of our spe- , 
ment to ral service department, will give his opinion in answer to any sim- aii ‘ rege —— of sale 
tion charge, ple question relating to the law of interstate transportation of (1) goods sold f.o.b. point ‘‘A’’ Conn., and title passes to pur- 
ind, as stor freight. The same man, with long experience and wide knowledge, chaser at point of delivery to carrier. 
unt payable will answer questions relating to practical traffic problems. We do (2) Shipments of 100 lbs., freight prepaid to destination by route of 
period - not desire to take the place of the traffic man but to help him in our choice. : 
S his work. (3) Carrier to be deemed purchaser’s agent. ; : 
The right is reserved to refuse to answer in this column any (4) Claims for breakage or shortage to be made against carrier by 
question, legal or traffic, that it may appear to us unwise to answer consignee. 


or that involves a situation too complex for the kind of investiga- : . . . . 
€al the $5 tion herein contemplated. If a more comprehensive answer to a We claim that, if as stated in (1) the title passes at point 


One of thet question is desired than is thought proper for this column, the of delivery to carrier, (which is proper) and as stated in (3), 
of the tax} department will answer it by letter for a reasonable charge. that the carrier becomes purchaser’s agent, we should have a 
rea in th No attention will be paid to anonymous communications or voice in the selection of the carrier and if denied that voice, 
f gasoline questions from nonsubscribers. the shipper must accept liability for the collection of all claims. 


“a. Address Questions and Answers Department, Are these sales terms taken collectively lawfully en- 
-asury De- Traffic Service Corporation, Earle Building, Washington, D. C. foreceable ? 


pores for Answer: Where no particular carrier or route is specified 
= ™= in the contract, the seller may ship the goods by the ordinary 


presenta- : . 
hat, in the} Tariff Interpretation—Application of Rule 12/2 of National a —— — AS ath eee —_e yee 78 
fee, to Motor Freight Classification to Ratings in Classification WG 313: Geoghegan Sons & Co. vs. Arbuckle Bros. (Va.), 123 
store a == Exception Tariff. S. E. 387. But see Hughes vs. Knott, (N. C.), 50 S. E. 586, 


Indiana. Question: We have a movement of rough iron holding that it is the duty of the buyer to designate a carrier. 


he use tax castings shipped loose in less than truckload lots, each casting If, however, the buyer has designated the carrier and route 


ore the weighing approximately 14 lbs., and moving between points by which shipment shall be made, there can be no delivery by 
dom. Ways} within the Central Freight Association territory. carrier unless the seller ships by the designated carrier Wheel- 
penal. Ratings to cover these castings are found in National Motor house vs. Parr. (Mass.) 6 N. E. 787. See also Fearn vs. Richard- 


evenue. | Freight Classification No. 6, on page 160, Item 11, as follows:— son, 12 La. Ann. 752; ‘Bidwell vs. Overton, (N. Y.) 13 N. Y. S. 
loose weighing each less than 15 lbs., second class, loose weigh- 274; Harrison vs. Fortlage, 161 U. S. 57. 


; ing each 15 lbs., or over, fourth class. Ordinarily, and in the absence of a provision such as (2), 
ith a total Exception ratings on a casting weighing 15 lbs. or over the buyer may designate the carrier and the seller must respect 
in opera-— are provided in Central States Motor Freight Bureau, Inc.,_ the right of the buyer to do so. 

man, vice-§ Agent, Tariff No. 205, MF-ICC No. 85, Item 5680, class 40, Just what effect (2) has upon the buyer’s right to designate 


iiding andj which takes precedence over the rating of the same item in the carrier in your case is not clear, as it is not apparent just 

>st of thef the classification as noted on page 1 of this tariff. In this what role the shipper’s letter form, which contains (2) plays 

ogram—at# Item 5680 we have a Note 1 “a” which reads in part:—ratings in the consummation of the sale. If it forms the basis for the 

1,000 tons,§ will not apply on loose pieces weighing less than 15 lbs. contract of sale and the buyer assents to the terms thereof, in 

ne. Other On page 1 of Tariff No. 205 we find a notation as follows:— ___ our opinion, he is bound thereby. That it places the burden on 

Baytown, unless otherwise provided ratings shown in this tariff are sub- the seller of filing claims, we doubt. 

neral Tire ject to rules, conditions and other requirements of the National J 

Chemical # Motor Freight Classification No. 6. Demurrage—Average Agreement—Exclusion of Sundays and 

) be oper- Rule 12%, section 2, of National Motor Freight Classifica- Holidays in Computing Time Prior to Fourth Debit Day 

-ton plant} tion No. 6, to which Tariff No. 205 makes no exception, reads New York. Question: Referring to article appearing in the 
as follows:—when the description of an article specifies two or issue of the Traffic World of June 5, 1943, at page 1349, in 
more ratings with individual minimum weights per shipping reply to question of “New York,” relative to the exclusion 

RATE package or piece, the total charge for a number of shipping of Sundays and legal holidays in computing the four debit 

an of the} packages or pieces of a lesser weight shall not be in excess of days following the expiration of the free time on cars subject 

ustrations } the charges applicable to a like number of packages or pieces to demurrage average agreement. 

duty box, | of the higher (greater) individual minimum weight. ; In your answer you refer to a decision of the Interstate 

2-stitched. Applying Rule 12% to our movement, we would raise the Commerce Commission in the case of Armour Grain Co. vs. 


ons show | Weight of our 14 pound casting to 15 pounds, and apply the C. M. & St. P. Ry. Co., et al, 155 I. C. C. 415, decided May 21, 
ment, and | tating applicable to a 15 pound casting, which, in our opinion, 49929. 


re be the exception rating of class 40, in Item 5680 of I find on looking up the decision referred to that the cars 
ariff No. 205. , . : involved were detained from November, 1922 up to and in- 
WARD However, some carriers contend that, since the casting does cluding February, 1923. 


ction has J NOt actually weigh 15 pounds, note 1 “A”, as mentioned above, The effective demurrage tariffs for the period in which 
ordnance ey excludes a casting weighing less than 15 pounds, the the cars were detained were 4-B, I. C. C. No. 1134, and 4-C, 
1 received ogy wal aaeter found in National Motor Freight Classification | ¢ $C. No. 1340. The applicable rule (9-A) at that time read: 
+ pennant ‘ j " i ; ; : When a car has accrued four debits a charge of $5. per car per 
nager, WY charges for a 1s pound casting, we are entitled to the lowest @2Y- OF fraction of a day, will be made for all subsequent detention 
ng oft published rates and, since the exception ratings take precedence ay er ty feledeg wneualaealy following the Gay on which the fourth 
9. United og = ratings in the National Motor Freight Classification, qebit begins to run. 
an e class 40 exception rating will apply. : Se , 
ye Any light you can thrown on this subject and reference to ___ It will be observed that the provisions in effect at that 
’ '§ like decided s bv the Commission will be appreciated. time definitely stated that subsequent Sundays and legal holi- 
ant’s em- | e decided cases by pp é ) 
fl : ini i days following the fourth debit day were properly chargeable, 
h. service Answer: We are of opinion that you are correct, in that, = . : - 
; | under Rule 12% of National Motor Freight Classification No. 6 0 it is obvious that up to the day on which the fourth debit 
the rating applicable on castings weighing 15 pounds and over began to run Sundays and holidays were excluded as indicated 
is applicable as a maximum on castings weighing less than 15 by the Commission in the decision referred to by you. lias 
: pounds. The class rates being, we understand, governed by the The forty-eight hours free time period —— cars he 
ciation of § ratings in Central States Motor Freight Bureau, Inc., Agent for loading or unloading, as the case ‘—3- be, is t . = = 
ancouver, § MF-ICC No. 85, and the provisions of Rule 12% of National scribed in Rule 2, Section A-1 of the Demurrage Tariff, an 
ul current § Motor Freight Classification No. 6 being applicable, under the the manner of computation will be found in the various sections 
ation and § provision on the title page of the exception tariff, to the rates Of Rule 3. a 
ian, New § published in the latter tariff, the provisions of Rule 12% operate ‘This is due to the fact that the provisions of the Demurrage 
n of the § in connection with the ratings in Central States Motor Freight Tariff are to be read as a whole and the application of one rule 
> evening § Bureau, Inc., Agent, MF-ICC No. 85 which supersede the is dependent on the reading of another rule of the same tariff, 
ss ratings in National Motor Freight Classification No. 6. —_ age . —— yng Interstate Commerce Commission 
Nationa! | d Om which stated in one of its decisions: . 
attending Salee-—-Rewting of Gets Geld F. ©. &. Origia The application of demurrage rules must be considered in their 


> Kiwanis California. Question: We will appreciate having your entirety, and due weight should be given to the provisions of one rule 
Opinion on the following matter: which qualify the provisions of another. Complainants may not select — 
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a few words out of a sentence and claim that such one item governs 
in instances where such item is qualified by other words in the same 
sentence, or by another item in another rule. 


The rule referred to by the Commission in the Armour 
Grain Company case is no longer in effect and insofar as the 
computation of time is concerned on cars held for loading or 
unloading, and the Headnote to Rule 3 has application in com- 
puting free time, and the Headnote in the current tariff def- 
initely provides that Sundays and legal holidays (National, 
State and Municipal) will be excluded in computing free time, 
thereby eliminating the exclusion of Sundays or legal holidays 
after the free time has expired; so it is evident that as debits 
accrue on a car under the average agreement after expiration 
of free time, all days, including Sundays and legal holidays, 
are to be included in computing the four debits. 

The above change in excluding Sundays and legal holidays 
only during the free time, but not subsequent thereto, was made 
while Freight Tariff 4-V, I. C. C. No. 3583, was in effect (see 
Supplement No. 17 thereto) and the change then made is 
being carried in present Freight Tariff 4-W, I. C. C. No. 3722. 

In view of the facts above stated, I trust you will see 
your way clear to change the opinion expressed, as it is not the 
practice, under the present Demurrage Tariff, to exclude Sun- 
days and holidays after the free time has expired. 

Answer: We agree with you that as, under the present 
provision of Rules 3 and 9 of the demurrage tariff, Agent 
Jone’s Tariff I. C. C. No. 3722, Sundays and legal holidays are 
excluded in computing “free time’, instead of prior to the 
issuance of Supplement 17 to Agent Jones’ Tariff I. C. C. No. 
3583, in computing “‘time’’, Sundays and legal holidays are not, 
under the current demurrage tariff, to be excluded in com- 
puting the four debits. 


Tariff Interpretation—Application of Rule 12!4 of National 
Motor Freight Classification 


New Jersey. Question: Will you please favor us with your 
opinion on the following matter? 

We are receiving rough iron castings from a point in New 
York State consigned to one of our plants in New Jersey. These 
castings are properly classified in accordance with Items 10 
and 11, page 160 of National Motor Freight Classification No. 6. 
Due to the supplemental changes, we are presenting the sub- 
ject as the item was originally published and subsequently sup- 
plemented. 

The castings weigh on the average 12.2 pounds each with 
slight variations one way or the other. We feel that these 
castings can properly be considered as weighing 15 pounds 
each and subject to the 4th class L. T. L. rating instead of 2nd 
class. We base our contention on Section 2 of Rule 12% of the 
Classification. Supplement 6, page 19, Items 4 and 5 amend 
the original entry by providing that loose castings loaded by 
the consignor and unloaded by the consignee are subject to 
minimum charge as for 10,000 pounds shipments at the 4th 
class L. T. L. rate. 

We are of the opinion that Section 2 applies the same as 
outlined above and that the 10,000 pounds minimum provision 
only applies when the loading is done by the consignor and 
unloading by the consignee. Supplement No. 14, effective March 
10, 1943, amends Rule 12% by adding Section 3. 

We have received from a carrier an opinion contending 
that they could not legally permit the alternation of the ratings 
applicable to castings weighing less than 15 pounds, and those 
weighing 15 pounds or over until Section 3 was published. It 
seems to us that Section 3 only serves to clarify Section 2, and 
it definitely states that the weight in excess of 15 pounds must 
be charged for. The amendment of the item makes the provi- 
sion ambiguous and possible of more than one interpretation. 

Answer: We are of opinion that Section 2 of Rule 12% 
of National Motor Freight Classification No. 6 provides for a 
maximum charge, both prior to and following the addition of 
Section 3 to this rule, the amendment of which rule by the 
addition of Section 3 is denoted as a change which results in 
neither an increase nor a reduction. 


Tariff Interpretation—Classification Exception—Any Quantity 
Rating versus Carload Rating in Classification 


Ohio.—Question: We are purchasing in carload quantities 
rayon yarn from points in the east, which is being shipped to 
our southern textile mills. In trying to arrive at the correct 
applicable rates to assess, the manufacturers and ourselves 
seem to maintain a difference of opinion and the issue is one 
which has now become controversial. 

In the first place there are no commodity rates published 
and the class rates are published in Agent W. S. Curlett’s 
Tariff No. 44-H, I. C. C. No. A-712. This tariff is governed by 
the Southern Classification and by exceptions thereto as indi- 
cated in Item 5 of the tariff. By referring to Item 5 on page 
183, we find that the rates provided in Section 1 are governed 
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by Agent W. S. Curlett’s Tariff No. 141, I. C. C. No. A-709 
Under Item 39135, on page 183 thereof, we find a third Clagy 
rating on rayon yarn, in bags, bales or boxes, or on Wrapped 
beams, loose or in crates. This is an “A. Q.” rating. The tay 

on page 57 under definition of characters, explains that the 
term “A. Q.” means any quantity. In contrast to this rating 
the classification itself, under Item 39135, prescribes 5th Class 
on rayon yard in carload lots with a minimum weight of 24,000 
pounds. The question is—which of the two ratings would be 
controlling on a carload movement? Are we to use the thi 

class any quantity basis, which constitutes an exception to the 
classification, irrespective of the weight of the shipment or 
would we be privileged to apply the classification basis on car. 
load shipments of 24,000 pounds and over? 

Will you please let us have your opinion in the matter? 

Answer: The title page of Agent Curlett’s Class and Com. 
modity Tariff No. 44-H, I. C. C. No. A-712, effective May 30 
1941, reads in part—‘‘Governed, except as otherwise Provided 
herein, by Southern Classification No. 57, I. C. C. No. 84 * * *+ 
(E. H. Dulaney, Agent) * * * * and by exceptions to said clas. 
sification as indicated in Item No. 5 herein.” 

Item 5 of this tariff, “Application of Exceptions to the 
Southern Classification,” states that the exceptions to the 
Southern Classification provided for in Section I of Agent 
W. S. Curlett’s Tariff No. 141, I. C. C. No. A-709, apply in cop. 
nection with the class rates in Section 3 of this tariff resultin 
from the use of rate base numbers shown in Sections 1 and? 
Column A, except as otherwise provided below. We therefor 
disagree with the statement made in the third sentence of your 
second paragraph, in that we find no rates in Section 1 of 
Tariff 44-H. 

In checking the original tariffs we find that Section 1 of 
Tariff 44-H only provides the rate basis numbers that apply 
from and to the various points of origin and destination named, 
Further, in our opinion, Item 5 of Tariff 44-H, provides that 
the exceptions to the Southern Classification, as provided in 
Section 1 of Tariff 141, will apply in connection with the class 
rates published in Section 3 of Tariff 44-H, resulting from the 
use of rate base numbers shown in Section 1 and 2, Column A. 

Our view on the question of which rating applies, under 
the circumstances outlined in the latter part of your second 
paragraph, is that the any quantity exception rating takes 
precedence over the rating published in the classification proper, 
in the absence of any alternative provision holding otherwise, 
We make this statement in the instant case where both de 
scriptions fully cover the eommodity moving. 

The above information was taken from the original issues. 
However, we note that effective July 15, 1941, Supplement No. 
4 to Agent Curlett’s Exceptions Tariff No. 141, published Item 
39135-A cancelling Item 39135, which changed the 3rd class 
rating from an any quantity rating to a less than carload rat- 
ing. Supplement No. 5 then published Item 39135-B, effective 


























































































































July 4, 1941, on one day’s notice, cancelling Item 39135-A, — tw 
which merely changed the effective date of the rating change | by 
from any quantity to less than carload. by 

Since the removal of the any quantity exception rating it | 
appears that the situation mentioned no longer exists. Ju 

Tariff Interpretation—Application of Term N. O. I. eu 

Ilinois—Question: We note your interpretation of the — ta 
application of the term “NOI,” as published in the Traffic § f 
World dated June 19, 1943, on page 1942, in your answer to § li 
Towa. T 

We are not in full accord with your interpretation and — ' 
are writing this inquiry, kindly requesting that you again re b 
view the matter, as it is our belief that you perhaps were not} ™ 
furnished with full information pertaining to the carrier’s con- 
tention regarding the application of the referred-to item. 

We agree in part with your answer, and that is to the 
extent that Item 3920 of Central States Motor Freight Bureal § } 
Agent Tariff No. 204, MF-I. C. C. No. 84, reads “flour edible § c 
NOI.” Following the NOI it reads “See Note 7.” We agree § |i 
that Note 7 enlarges the application of the rating to include § t 
those commodities, but we do not agree that the item makes § 1 
any provision which would cover potato flour, in view of the § 





fact that the item reads “flour edible NOI.” If you will kindly 
refer to page 26 of the Central States Tariff No. 204, undef 
the explanation of technical abbreviations, you will find an 
explanation of the term “NOI” to the effect that it means 
“not otherwise indexed in National Motor Freight Classifica 
tion.” In view of the fact the potato flour is specifically pro 
vided for in Item 27, page 114 of the National Motor Freight 
Classification, it is our opinion that Item No. 3920 of the Ex- 
ceptions Tariff would not apply on potato flour. 

After you have again reviewed this matter, it is kindly 
requested that you allow us your further views regarding your 
findings. 

Answer: In our answer to which you refer, it is apparent 
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that in considering the question of the proper application of 
Note 7 in Item 3920 of Central States Motor Freight Bureau 
No. 204, MF-I. C. C. No. 84, we overlooked the defini- 
ijn of the term NOI, used in this item. 
We agree that as potato flour is specifically named in Na- 
tional Motor Freight Classification No. 6, the rating in Item 
of the tariff first mentioned above will not apply on 
potato flour. 


SHIP REQUISITIONING COMPENSATION 

In a brief filed with the House merchant marine commit- 
tee, in opposition to H. R. 2731, the Bland bill to establish a 
war Shipping Administration committee to determine “just 
compensation” for ships requisitioned by the W. S. A., the 
association of American Ship Owners has joined other ship 
owner interests in advocacy of elimination of the so-called 
“enhancement clause’”’ from section 902 of the merchant marine 
act, 1936, as amended (see Traffic World, June 19, p. 1495, and 
June 26). The A. A. S. O. brief was prepared by its counsel, 
Parker McCollester and Clement C. Rinehart. It referred to 
the controversy between the W. S. A. and the Comptroller 
General over the valuation basis to be used in compensating 
owners for ships requisitioned by the W. S. A., and added: 

Since the root of the immediate difficulty is the enhance- 
ment clause of section 902, or the Comptroller General’s inter- 
pretation of it, we submit that there are only two ways of 
curing the trouble. One would be to enact some form of 
amendatory legislation or declaratory resolution interpreting 
the enhancement clause of section 902 as not providing for 
compensation less than would satisfy the Fifth Amendment of 
the Constitution; and the second would be the elimination of 
the enhancement clause itself, which would leave the words 
“just compensation” in section 902 unmodified by any language 
and subject, therefore, to interpretation only in accordance 
with the Fifth Amendment. We submit that of these two 
courses the latter is the more direct and orderly. 


GULF INTRACOASTAL WATERWAY 


Congress has been asked by the President to appropriate 
$7,095,000 for completion of improvements of the Gulf Intra- 
coastal Waterway from the vicinity of Apalachee Bay, Fla., to 
Corpus Christi, Tex., authorized in legislation enacted in July, 
ony (see Traffic World, July 25, 1942, p. 219, and Aug. 8, p. 

Appended to the President’s request was an explanatory 
statement concerning the estimate by Budget Director Smith, 
in which it was shown that in the law enacted in July of last 
year provision was made for the use of $6,485,000 of available 
funds of the War Department’s appropriation for rivers and 
harbors to improve the Gulf Intracoastal Waterway by pro- 
viding a channel 12 feet deep and 125 feet wide. The Budget 
Director said it was expected that the waterway section be- 
tween Carabelle, Fla., and Rigolets, La., would be completed 
by Aug. 21, and the section between New Orleans and Rigolets 
by June 30, and that funds available for work on the waterway 
- = New Orleans would be substantially expended by 
une 30. 

“The work is of an emergent nature and vital to the prose- 
cution of the war,” he continued, “since it will greatly facili- 
tate the transportation by barges of petroleum and its products 
from the oil-producing areas along the Gulf coast to the pipe- 
lines terminating at Port St. Joe, Fla., and at Carabelle, Fla. 
The War Department now estimates that the sum of $7,095,000 
Ils necessary to complete the authorized work between Cara- 
belle, Fla., and Corpus Christi, Tex. Sufficient dredging plant 
will be available to carry out the proposed work.” 


W. S. A. WAR RISK INSURANCE 


The War Shipping Administration has issued supplement 
No. 1 to its general order No. 6, Revised, covering war risk 
cargo, hull and crew insurance. The supplement was pub- 
lished in the June 25 issue of the Federal Register. Parts of 
the supplement were made effective as of that date. Amend- 
ments of clause “1” of the “facultative policy” were made 
effective as of July 1. 

The division of wartime insurance of the War Shipping 
Administration has issued bulletin C22, dated July 1, covering 
war risk insurance rates on export cargo on direct voyages, 
excluding shipments to United States territories and insular 
possessions. The bulletin cancels and replaces all previous cargo 
rates applicable to export shipments. 


MONEY FOR I. C. C. 


President Roosevelt has signed the independent offices 
appropriation bill carrying money for the Commission for the 
year beginning July 1. Under this act, the $12,000 salaries 
of members of the Commission were restored beginning July 1, 
an increase of $2,000 a year. 


Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed,—Editor. THE TRaFFIC WoRLD, 


The Junior Traffic Club of Metropolitan St. Louis has in- 
stalled the following new officers: President, Bert Piemann, 
United States Cartridge Company; first vice-president, Ad 
Schaefer, Jr., United Terminal and Forwarding Company; 
second vice-president, Earl G. Herchert, United Terminal and 
Forwarding Company; third vice-president, John H. Meitz, 
Springmeier Shipping Company, Inc.; recording secretary, A. J. 
Schueler, Century Electric Company; financial secretary, Allen 
Gray, International Forwarding Company; treasurer, W. P. 
Overman, Socony Vacuum Oil Company; members of the board 
of directors, Ed Horstdaniel, Monarch Metal Weatherstrip 
Company; Bill Bean, Monsanto Chemical Company; Bob Engel- 
man, Cotton Belt Route; Walter E. Miller, Denver and Rio 
Grande Western Railway; Albert J. Cannon, Alton Railroad. 
Harry F. Klocker, assistant traffic manager, Monsanto Chem- 
ical Company, conducted the ceremonies at the installation 
dinner. The speaker was Father John F. Bannon, head of the 
department of history, St. Louis University. The evening was 
pan-American night, and there was a presentation of the flags 
of the 21 American nations. Wendell W. Moore, honorary 
consul of Peru, was toastmaster. 


Jay E.. Stevens, California state fire marshal and secre- 
tary of the National Board of Fire Underwriters, spoke on 
“Fire and Its Effect on the War” at a luncheon meeting of the 
Los Angeles Transportation Club, June 28. Arch Woodington, 
traffic representative, St. Louis-San Francisco Railway, was in 
charge of arrangements. 


The Fox Valley Traffic Club will hold its annual outing at 
the St. Andrews Country Club, St. Charles, Ill., August 12. 
Roy Milbourne is chairman of the committee in charge. 


The Omaha Traffic Club will hold its annual picnic at Peony 
Park, July 15. There will be games and contests, swimming 
and dancing. Henry Volz is general chairman of the com- 
mittees in charge, with S. Pavelec as co-chairman. A. S. 
Diwoky and William Floral are in charge of finances, and 
H. Jacobsen will run the sports and games. 


The Traffic Club of Chicago will hold a golf tournament 
at the Bob ’o Link Golf Club, Highland Park, Ill., July 13. 
Dinner will be served. James B. Davies is chairman of the 
golf committee. Fred Knoppel, head waiter in the club dining 
room for 21 years, retired June 30. Members of the club 
subscribed to a purse for him. 


The Tri-City Traffic Club will hold its annual outing at 
the Short Hills Country Club July 22. The date was originally 
set for July 15, but was postponed because of conflict with 
the outing date of the Traffic Club of Decatur, Ill. There will 
be golf, horseshoe pitching, baseball and other sports and 
games. Luncheon and dinner will be served. 


The Junior Traffic Club of Chicago will hold a basket 
picnic July 18 at Bergman’s Grove, North Riverside, Ill. There 
will be contests and games and dancing. 


SHIPPER’S EXPORT DECLARATION 


J. C. Capt, director of the Bureau of the Census of the 
Department of Commerce, has issued the following notice with 
respect to the horizontal form of shipper’s export declaration: 


Foreign Commerce Statistical Decision 37, issued February 24, 1943, 
provided that the use of the horizontal form of the Shipper’s Export 
Declaration (Commerce Form 7525, March 18, 1942, edition) would not 
be permitted after June 30, 1943. 

The Bureau of the Census is working at the present time with the 
Board of Economic Warfare on a combined Board of Economic War- 
fare—Commerce Department Export License—Export Declaration Form 
which apparently will be issued shortly. In view of this fact, shippers 
can continue to use the March 18, 1942, horizontal Shipper’s Export 
Declaration (Commerce Form 7525) until further notice. Exporters are 
advised, however, that the use of the horizontal declaration will be dis- 
continued in the very near future. 
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Grade-Crossing Accidents 


A total of 4,150 accidents occurred at crossings of public 
highways and railways in 1942, causing 1,970 fatal and 4,616 
nonfatal injuries to persons, or 6,586 casualties, according to a 
compilation by the Commission’s Bureau of Transport Econ- 
omics and Statistics of rail-high-way grade-crossing accidents 
for the year ended Dec. 31, 1942, statement No. 4339, based 
on reports filed by the railways with the Commission. : 

Compared with corresponding 1941 totals, the foregoing 
figures represent a reduction of 170 accidents, an increase of 
39 fatalities, a decrease of 269 nonfatal injuries, or a net de- 
crease of 230 casualties. 

“An increase of 78 in the number of pedestrians killed at 
crossings was accompanied by a small decline in the number 
of fatalities to persons in the crossing accidents in which 
motor vehicles were involved,” said the bureau. ‘The reduc- 
tion in 1942 in the number of crossing accidents and total 
casualties was less than might have been expected from the 
restricted use of motor cars resulting from gasoline rationing, 
but an increase in train-miles in transportation service in 1942 
of 13 per cent over 1941 exerted an influence in the other 
direction. 

“Grade-crossing fatal and nonfatal injuries in 1942 con- 
stituted 39.38 and 17.21 per cent, respectively, of all casualties 
resulting from train operation. This ratio for fatalities was 
practically the same in 1942 as in 1941 (39.55 per cent), but for 
nonfatal injuries the 1942 ratio was substantially lower than 
the 1941 ratio (22.79 per cent) because of the drop in nonfatal 
injuries at crossings and the material increase in injuries in 
other kinds of railway accidents as a whole.” 

Fatalities resulting from collisions of motor vehicles and 
trains at rail-highway crossings were estimated to have been 
5.88 per cent of the total number of fatalities due to all classes 
of motor vehicle accidents in the United States in 1942. In 
1941 the corresponding ratio was 4.23 per cent. This increase 
in the ratio in 1942, said the bureau, ‘‘may be explained by 
the increase in rail traffic and the effect of rationing upon high- 
way traffic.” 

Accidents at highway grade crossings in 1942 in which 
motor vehicles were involved totaled 3,645, a reduction of 250 
from the previous year, and represented 87.83 per cent of the 
1942 total of grade-crossing accidents as against 90.16 per cent 
in 1941, according to the bureau. Fatalities resulting from these 
motor accidents in 1942 totaled 1,635, which was 56 under the 
number reported for 1941, said the bureau, adding that non- 
fatal injuries in this class numbered 4,399, or 281 less than in 
1941. Passenger automobiles were involved in 66.22 per cent 
of all grade-crossing accidents in 1942, while motortrucks were 
involved in 20.48 per cent of the total. 

The number of crossing accidents occurring in daylight 
and after dark were almost equally divided, 52.13 per cent 
occurring in daylight and 47.87 per cent after dark, said the 
bureau. As in previous years, it said, Saturday was the day 
of greatest frequency with respect to accidents and nonfatal 
injuries. However, it added, in fatal injuries, the number on 
Sunday exceeded the Saturday accidents. January proved to 
be the month of highest accident frequency. The ban on non- 
essential driving was reflected in the number of accidents in- 
volving passenger automobiles, said the bureau, pointing that 
there were 2,748 accidents of that type in 1942 which was 287 
less than the number reported in 1941. 

Standing freight trains were involved in 8.72 per cent of 
all grade-crossing accidents in which freight trains were in- 
volved. In 76.28 per cent of these freight train-motor vehicle 
accidents, the train was either standing or moving at a speed 
under 30 miles an hour, said the bureau. Passenger trains 
running at speeds between 10 and 29 miles an hour were in- 
volved in 31.83 per cent of the passenger train-motor vehicle 
accidents. However, said the bureau, 25.05 per cent of acci- 
dents of that type occurred at train speeds of 60 miles or more 


—— The comparable percentage for 1941, it said, was 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 190, prescribing rates from U. S. Pacific coast ports to 
Gulf of Aden and Red Sea ports and to Mediterranean ports 
of Egypt. 


MONEY FOR W. S. A. 


The Senate passed the war agencies appropriation bill, 
June 30, leaving unchanged the amount of $2,272,350,000 recom- 
mended for the War Shipping Administration in the bill (H. R. 
2968) as passed by the House (see Traffic World, June 19, p. 
1495), and as reported by the Senate appropriations committee. 
Because other items in the bill were amended by the Senate, 
ow te action on the bill by a conference committee was re- 
quired. 
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yo 
Digest of New Complaints 







No. 28978, Sub. .2, Denver Union Stock Yard Co. vs. Atchison, Topeka 
& Santa Fe Railway Co. et al. 

Rates on fresh meats and packing house products, in Straight 
and/or mixed carloads, from Denver, Colo., to destinations jy 
California, Oregon, Washington, and Nevada, in violation of Sec. 
tions 1 and 3. Asks cease and desist order, future rates, and hear. 
ing at Denver, Colo., July 23, jointly with No. 28978. (Walter ¢ 
Crew, Stockyards Station, Denver, Colo.) j 

No. 28978, Sub. 3, Cook Packing Co. vs. Atchison, Topeka & Santa fp 
Railway Co. et al. 

Rates on fresh meats and packing house products, from Gering 
and Scottsbluff, Neb., to destinations in Washington, Oregon, Cajj. 
fornia, Idaho, Montana, Nevada, Utah, New Mexico and Arizona, 
in violation of sections 1 and 3. Asks cease and desist order, ang 
rates for the future. Complaint filed as Sub. 3 in title case No, 
28978, George A. Hormel & Co. et al. vs. The Atchison, Topeka g 
Santa Fe Railway Co. et al. (Warren H. Wagner, Investment 
Bldg., Washington, D. C.) 

No. 28989, Illinois Territory Industrial Traffic League vs. Union Pacific 
Railroad Co. et al. 

Rule 10 of Consolidated Freight Classification No. 15, mixed car. 
loads, in violation of sections 1, 3 and 6 of the act. Asks cease and 
desist order and establishment of reasonable rule for the future, 
(John §. Burchmore, Walter, Burchmore & Belnap, 2106 Field 
Bldg., Chicago, Ill.) 

No. 28990, Bills of Lading of Freight Forwarders. 

Investigation instituted by the Commission, on its own motion, 
into and concerning the reasonableness and lawfulness otherwise 
of rules, regulations, and practices affecting the issuance of bills 
of lading or shipping receipts for forwarder traffic in interstate or 
foreign commerce by freight forwarders subject to part IV of the 
act or their agents together with the forms of such bills of lading 
and shipping receipts. 

No. 28992, Carolina Bagging Co., Henderson, N. C., vs. Atlanta & West 
Point, et al. 

Unreasonable rates and charges, imported jute fibre, jute butts, 
jute cuttings and sisal fibre, carloads, New York, N. Y., and points 
in the lighterage limits of New York harbor, Philadelphia, Pa,, 
Baltimore, Md., Mobile, Ala., and New Orleans, La., to Henderson, 
N. C. Asks a cease and desist order, rates and reparation. (Clyde 
T. Kilgore, 314 Chamber of Commerce Bldg., Atlanta, Ga.) 

No. 28993, Norris Stamping & Manufacturing Co., Los Angeles, Calif. 
vs. Pennsylvania, et al. 

Rates, circular steel] plate, used in the manufacture of cartridge 
cases, Ambridge, Pa., and Ashland, Ky., and other points in 
transcontinental group B, to Los Angeles, Calif., in violation of 
sections 1 and 6. Asks cease and desist order, rates, and repara- 
tions. (Thomas C. Widmeyre, 306 Board of Trade Bldg., Los 
Angeles, Calif.) 

Ex Parte 157, Application of Part III to Transportation by Small Craft. 

Investigation instituted by the Commission, on its own motion, to 
determine whether, and to the extent which, application of the 
provisions of part III of the act to transportation performed by 
water carriers by small craft of not more than 100 tons carrying 
capacity or not more than 100 indicated horsepower, is necessary 
to carry out the national transportation policy. 






































N. Y. FOREIGN-TRADE ZONE 


By terms of an order signed by Jesse H. Jones, as chairman 
of the Foreign-Trade Zones Board, operations of foreign-trade 
zone No. 1 in New York harbor have been transferred from pier 
No. 84 to pier No. 53, North River, effective June 23. 


W. S. A. DIRECTIVE ON FORWARDING 


The War Shipping Administration has published directive | 
No. 5 Revision 2, relating to forwarding and transportation of 
waterborne foreign commerce of the United States, issued 
jointly by the lend-lease administrator and the war shipping 
administrator. The directive was published in the July 1 issue 
of the Federal Register. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau shows 
36,332 cars held overtime in April, this year, a percentage of 
10.7, as compared with 28,639 cars, a percentage of 9.24, in 
April, 1942. 





CHANGES IN DOCKET 
Hearing MC 52511 Sub. 8, June 28, Dallas, Tex., canceled. 
Hearing |. & S. 5199, July 2, Atlanta, Ga., postponed to date to be 
fixed. 
Hearing MC 2990 Sub. 7, July 1, Lansing, Mich., cancelled. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 






july 8, 1948 
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ts Docket of the Commission 
SO 
NOTE—lItems in the docket marked with an asterisk (*) have been 
On, Topeka added since the last issue of THE TraFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
in straight will not bear asterisks when they do appear. Current cancellations 
nations . and postponements announced too late to show the change in this 
ion Of see. docket will be noted elsewhere. 
,a 
(Walters July 6—Davenport, la.—U. S. Ct.—Jt. Bd. 111: 
. | MC 104361—Arledge Transfer Co., Burlington, Ia., certificate. 
& Santa Fe | July 6—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Henderson: 
| MC 405—Michael and Girard, Uniontown, Pa. 
‘om Gering | July 6—Washington, D. C.—Examiner Parker: 
‘egon, Cali. Ex Parte MC-19—Practices of motor common carriers of household 
id Arizona, goods. 
= and | July 7—Buffalo, N. Y.—Hotel Buffalo—Examiner Henderson: 
Topanie | MC 28659 Sub. 1 EX—International Ry. Co., Buffalo, N. Y. 
inven July 7—Denver, Colo.—Shirley-Savoy Hotel—Examiner Olentine: 
1. & S. M-2237—Commodities in intermountain territory. 
1i0n Pacific July 7—Detroit, Mich.—Fort Shelby Hotel—Examiner Wilkins: 
W-887—Pere Marquette Ry. common carrier application. 
mixed car. | July 7—Omaha, Neb.—Hotel Fontenelle—Examiner Cantrell: 
5 cease and ; 1. & S, M-2211—To or from Cherokee, Ia., over Alta Motor Express. 
ce ae ~ yasennst July 7—Washington, D. C.—Argument: 
Field : 28726—United Lens Co., Inc., vs. P. R. R. et al. 
28759—Alabama By-Products Corp. et al. vs. Ahnapee & Western et al. 
wn motion | July 8—Asheville, N. C.—Langren Hotel—Examiner Lawton: 
; otherwise MC 103263 Sub. 1—Freeman Motor Lines, Hendersonville, N. C. 
ice of bills July 8—Chicago, !!|.—Sherman Hotel—Examiner Wilkins: 
iterstate or W-326—Central Barge Co. common and contract carrier application. 
_IV of the July 8—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
S of lading MC 31326—M & M Truck Lines, Inc., Akron, O. 
ta & West | July 8—Denver, Colo.—Shirley-Savoy Hotel—Examiner Olentine: 
MC 84674 Sub. 3—Siler Drilling Co., Denver, Colo., certificate to ex- 
jute butts | tend operations. 
and points ° ° July 8—La Cross, Wis.—U. S. Ct.—Jt. Bd. 141: 
Iphia, Pa, cortqamn CORNRQ LS MC 13420 Sub. 2—White’s Motor Transport, Harmony, Minn., certifi- 
Henderson, PEORIAGATEWAY cate to extend operations, 
on, (Clyde } ¢ July 8—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
3a.) WM MC 104312—E. W. Brown, Missouri Valley, Ia., certificate. 
eles, Calif July 8—Washington, D. C.—Argument: 
1. & S. 5120—Routing lumber and fruits south to C. F. A. 
f cart : i i | 
_ de For years it has been said that by standing at July 8—Washington, D. C.—Examiner Sremins: 
iolation of certain corners in New York one would—sooner | * Finance 14252—S. A. L., receivership. 
ind repara- later—see everyone else. | July 8—Washington, D. C.—O. E. Sweet and Examiner Devoe: 
Bldg., Los ” ¥ | * Finance 14261—Pennsylvania, Ohio and Detroit bonds and P. R. R. 
Standing in a window of the control tower in assumption of obligation and Hability. 
mall Craft. fo | July 9—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
motion, to the heart of the P.& P.U.Ry. yards at Peoria 18 .&S&. M-2245—Iron and steel, poultry, between southern points. 
rates = standing at such a corner in the world of freight | July 9—Cheyenne, Wyo.—State Comm.—Jt. Bd. 44: 
8 carrying transportation. The freight of the country passes | ; _ one were — — ra ee 
- necessary ‘ . . sa) : | July 9—Chicago, -—Hote erman—Examiner ns: 

: m cOVICW. There is a thrill in the perspective of W-294—-Wisconsin & Michigan Steamship Co. extension application. 
the materials and products that the nation is 1. & S. 5085—Two-for-one rule, heating or cooking apparatus. 
pouring forth to win this war. There is a thrill | |. & S, 5173-—Stoves, east to Pactfic coast. 

chetuiiiia in the fact that—sooner or later—here one sees | July 9—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 36 and 179: 
sign-trade freight cars, with every known railroad combina- | ye hog 1—F. H. Burk, Blue Springs, Mo., certificate to extend 
from pier tion of initials, rolling through. | MC 49387 Sub. 2—Orscheln Bros. Truck Lines, Inc., Moberly, Mo.. 
certificate to extend operations. 
H H H H July $—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 208: 
P.& P.U.Ry. at Peoria, Illinois, Is MC 103253 Sub. 1—N. Flynn, Frankfort, Ky., permit to extend oper- 
P 4 tions 
erie “6. Americas Ratlhoads on 
rtation of HQ 4) July 9—Madison, Wis.—State Comm.—Examiner Peterson: 
| 
1s, issued Gl e rh Vi ” “a a Freight Service, Chilton, Wis., certificate or per- 
- shipping _— United uctohy ,; ; ; 
ly 1 issue July 9—Washington, D. C.—Examiner Romero: 
_ * Finance 14233—Application of D. L. & W. for authority to acquire 
EORIA AND PEKIN property of Hopatcong R. R. Co., in New Jersey. 
July 9—Washington, D. C.—Argument: 
Finance 13737—Application of C. B. & Q. for permission to abandon 
au shows NION RAII WAY | line between Moulton and Sedan, Ia. 
entage of 28856—Robbins Flooring Co. et al. vs. Ann Arbor et al. 
f 9.24, in . | July 10—Chicago, I!1.—Sherman Hotel—Examiner Wilkins: 
E. F. Stock, Traffic Manager | Fourth Section Application 20239—Sugar from Grand Island, Neb. 
Union Station, Peoria, Illinois | July 10—Cleveland, O.—Hotel Cleveland—Jt. Bds. 58 and 27: 
SWITCHING SERVICE BETWEEN | MC 38951 Sub. 2—Oyler Bros., Canton, O., certificate to extend 
ions 
i. Perla & P : land iffe Ry.; Chi West a 
date to be ay: Chleage & Wilivots Midland Ry.:illtnols, Se Raliroad age hg A | McC 89765 Sub. 2—Phelps Coal Co., Erie, Pa., permit to extend opera- 
Corp. : Y--1% ‘ st Louls R R.; Altes Raltread Atshiess, Tepeta & Canta Je Ry.; | tions. 
led. Oe ee nage ennevivania, Rallreed: ee nels’ Railroad: ‘Clevelane’ Cinsineati, | July 10—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 179: 
Chleage & St seats hang By Eastern) ; Toledo, Peoria & Western R. R. MC 89913 Subs. 30 and 31—Frisco Transportation Co., St. Louis, Mo.. 
on office i certificate to extend operations. 
setae Don't Forget to Buy Those War Bonds | July 10—Rock Springs, Wy0.—Park Hotel—Jt. Bd. 197: 
me Sq | MC 104413—Dawson & Corbett, Rawlins, Wyo., certificate. 
riber to | 


(Continued on page 56) 


Personal Notes 


T. E. P. Pringle has been appointed acting passenger traf- 
fic manager for the Grand Trunk-Canadian National Railways 
at Chicago, succeeding A. B. Chown who has been appointed 
joint chairman of the Trunk Line and Central Passenger Asso- 
ciations at New York. 

The Erie Railroad has announced the following appoint- 
ments: Charles R. Martin, assistant general freight agent at 
Cleveland, O.; John W. Cloud, general agent at Peoria, IIL, 
succeeding Edward T. Olander, who died; Harry G. Cooke, 
division freight agent, Jamestown, N. Y.; George F. Mills, 
division freight agent, Rochester, N. Y.; George T. Dolan, com- 
mercial agent, St. Louis, Mo. 

D. R. Birkett, traffic manager, E. R. Squibb and Sons, 
New York, has retired after 38 years with that company. 
G. D. Cederholm has been appointed to succeed him. 


O. M. Quarles has been appointed commercial agent, and 
C. L. Roden freight service agent for the Atlantic Coast Line 
Railroad at Cincinnati, O. 


The Chicago, Milwaukee, St. Paul and Pacific has pro- 
moted its assistant general manager, eastern lines, L. K. Sor- 
ensen, to be general assistant to the chief operating officer. 
J. P. Kiley has been appointed to succeed him as assistant 
general manager, eastern lines. Headquarters of both are at 
Chicago. 

H. A. Enochs, chief of personnel of the Pennsylvania Rail- 
road, has been promoted to be vice-president, personnel. C. E. 
Musser has been appointed chief of personnel to succeed him. 
Other Pennsylvania appointments have been announced as 
follows: M. L. Long, superintendent, labor and wage bureau, 
Philadelphia; Thomas R. Colfer, superintendent, labor and 
wage bureau, Chicago. William Y. Cherry, general superin- 
tendent of motive power for the Pennsylvania’s western region 
at Chicago, retired July 1, after 56 years of duty with the rail- 
road. His successor is Harry W. Wood, formerly superintend- 
ent of the Logansport Division. Walter J. Lee, city ticket 
agent, at Toledo, O., received a gold button signifying com- 


Steel Huts were the 
Navy’s answer to the 
need for good all-pur- 
pose demountable 
buildings at bases all 
over the world. 
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pletion of fifty years of service with the railroad in cere 
July 1. Thirty-seven of his fifty years have been put jn a 
Toledo. E. M. Presley, division passenger agent, Detroit Mich, 
made the presentation. , 
G. C. Hoyt, director of foreign sales, Internationa] Har. 
vester Company, Chicago, has been elected vice-president of 
the company in charge of foreign sales. He succeeds F A 
Brittenham, who retired after 41 years with the company, ; 
J. S. Netherwood has been appointed superintendent 9f 
motive power and equipment, Southern Pacific Lines in Texas 
and Louisiana and the Texas and New Orleans Railroad, gye. 
ceeding J. A. Power, who retired after nearly fifty years with 
those railroads. A. I. Sellers has been appointed chief aggis. 
tant superintendent of motive power and equipment; D. D 
Alton, assistant superintendent of motive power and equipment: 
H. J. Bowyer, assistant superintendent of shops, and P, RB 
a master mechanic. Headquarters of all are at Houston 
exas. 
L. E. Owen has been appointed commercial agent at Jack. 
sonville, Fla., for the Macon, Dublin and Savannah Railroad 
E. L. Burton, boilermaker in the locomotive and car de. 
partment of the Atchison, Topeka and Santa Fe at Bakersfielq 
Cal., has been cited as a ‘“‘safety ace” by the National Safety 


MOnies 


Council and will receive a $100 war bond from the council's Pa 


war production fund to conserve manpower. Mr. Burton's 
safety record, covering nearly forty years with the Santa Fe | % 
will be recited over the radio, on the Blue Network, in the}: 
broadcast series ‘Men, Machines and Victory,” the evening of} 4 
July 20. i 

Roger D. Lapham, chairman of the board of the American. | # 
Hawaiian Steamship Co., of San Francisco, Cal., has submitted }i 
to President Roosevelt his resignation as a member, represent- } ! 
ing industry, of the National War Labor Board, stating that he}: 
has agreed to run for mayor of San Francisco “in a non}; 
partisan election next November.” The President, in accepting | ; 
the resignation, noted that Mr. Lapham had served over two}; 
years as a member of the National Defense Mediation Board}: 
and also as a member of the Labor-Management Conference, 
prior to organization of the N. W. L. B., and added that in}; 
these capacities Mr. Lapham had served “faithfully and with 
rare judgment and discretion.” 


Fred H. Mackensen has been appointed vice president, 
traffic, for the American Carloading Corporation and the Amer-}" 


SHIPPING 
the NAVY’S 
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Roof sections for the Navy’s “Quonset Huts” 
are typical of the endless variety met in 
wartime shipping to all parts of the world. 
As packed and strapped with Signode Steel 
Strapping, they represent another unusual 
shape prepared for a long rough journey. 
Signode representatives, meeting such new 
problems constantly, are always ready to 
assist with packing recommendations. 


Write us 


SIGNODE STEEL STRAPPING CO., 2613 N. Western Ave., Chicago, Ill. © 
Brooklyn, N. Y.: 364 Furman St. San Francisco, Calif.: 451 Bryant St. 
Signode Steel Strapping Meets All Federal Strapping Specifications 
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ican Freight Forwarding Corporation, at Detroit, Mich. William 
B. Kearney has been appointed eastern traffic manager for the 
American Freight Forwarding Company, at Philadelphia. 

Arthur M. Marshall has been appointed to the department 
of economic planning of the American Airlines, Inc., at New 
York. He was formerly a consulting transportation engineer 
at Springfield, Mass. 

Sherman K. Burke, general traffic manager for the South- 
ern Pacific Lines, Chicago, died in that city July 1. He had 
been with the railroad since 1924, and assumed his position in 
Chicago only last December. 

George W. Daniels, executive vice-president, Daniels and 
Kennedy, New York, died June 28. He was a member of the 
Traffic Club of New York. 

J. W. Roberts has been appointed division freight and 
passenger agent for the Seaboard Air Line Railway at Wilming- 
ton, N. C. His former position of district freight agent at 
that point has been abolished. R. C. Rogers, has been appointed 
commercial agent at Wilmington, and G. C. Tate commercial 
agent at Columbia, S. C. 


V. E. Anderson, assistant traffic manager for the Chevrolet 
division, General Motors Corporation, at Toledo, O., has been 
promoted to be traffic manager for the division at that point. 

S. W. Fairweather, chief of research and development for 
the Canadian National Railways at Montreal since 1939, has 
been appointed vice-president of research and development. 

H. S. Wall, mechanical superintendent for the Atchison, 
Topeka and Santa Fe coast lines, at Los Angeles, Cal., has 
retired after 43 years of service with that railroad. W. P. 
Hartman has been appointed to succeed him. 
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Man-hours 
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Here is help that will save time for 
every man of yours who has to work 
with rates. 


And our subscribers do not have 
to bother with a 6% reduction 
table to arrive at a correct rate. 


Less than 53c per week 
Write for copy on approval—no obligation 
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(Continued from page 53) 
July 10—Rock Springs, Wyo.—Park Hotel—Jt. Bd. 173: 
MC 104457—Bullock Trucking Service, Mountainview, Wyo., certiq 
cate. 


July 12—Chicago, IIl.—Hotel Sherman—Examiner Wilkins: 
28932—Cincinnati Meat Packers Assn. vs. Alton et al. 
28954—Kingan & Co. vs. B. & O. et al. 


July 12—Cleveland, O.—Hotel Cleveland—Examiner Henderson: M 
MC 47474—Penn Ohio New York Express Corp., Erie, Pa. 
July 12—Montpelier, ida.—City Hall—Jt. Bd. 49: 
MC 263 Sub. 15—Garrett Freightlines, Inc., Pocatello, Ida. 
July 12—Wichita, Kan.—Broadview Hotel—Jt. Bd. 180: 
MC 30605—Santa Fe Trail Transportation Co., Wichita. Kan. 
July 13—Chicago—Sherman Hotel—Examiner Naftalin: 
1. & S. M-2181—Rules of Michigan and Nebraska Transit Co. 
MC C-359—Rules of Michigan and Nebraska Transit Co. 
July 13—Chicago, IIl.—Hotel Sherman—Jt, Bd. 21: 
MC 72140 Sub. 7—Fitterling Transportation Co., Inc., South Beng 
Ind., certificate to extend operations. 
July 13—St. Louis, Mo.—Mark Twain Hotel—Jt. Bds. 91 and 135: 
MC 66808 Sub. 20—Powell Bros. Truck Lines, Inc., Springfield, Mo 
certificate to extend operations. | 
MC 75881 Sub. 1—Eckert Motor Co., Lenzburg, IIl., permit. 
July 13—Washington, D. C.—Examiner Berry: 
* 1, & S. 5233—Vinegar, Charlotte, N. C., to South. 


July 14—Boise, ida.—State Comm.—Jt. Bd. 6: 
MC 104152—B. Daniels, Payette, Ida., permit. 
July 14—Boise, Ida.—State Comm.—Jt. Bd. 174: 
MC 103760 Sub. 3—Ord’s Transfer & Storage, Nampa, Ida., certificate 
to extend operations. 





Classified Advertising 


RATES: $1.00 a Line, Minimum 3 Lines 













ye 

WANTED—tTraffic manager for short line railroad in South. Must 
be experienced in rate publication procedure and handling interline 
accounts. Give full particulars and salary desired. Box 124, Trafig 


World. 





WANTED—Traffic manager for Chamber of Commerce. Shoulf 
have experience rail and truck traffic, Western Trunk Line territory 
Describe qualifications fully, when available, and starting salary de 
sired. Box 134, Traffic World. 








POSITION WANTED—Traffic manager with varied experience, 
I. C. C. practitioner, now employed, desires change for further advance. 
meiut. Capable of organizing or heading traffic department. Can offer 
excellent reference, salary dependent on location and responsibilities. 
Box 135, Traffic World. 





FOR SALE—Several carloads first-class, sound hardwood cross ties. 
Also, 4x4 to 12x12 sound, square-edge timbers cut to order. L, E 


Pearson, Martinsville, Indiana. 
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AIR EXPRESS | 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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* Connecting with Pan American Airways at Balboa, C. Z 
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Symbol of Frogren 


MAaAYF7 Like radio, electric refrigerators 
F775 and many other modern conven- 


iences, the streamlined train has 
become an accepted part of our 
lives. It symbolizes the progres- 
sive spirit of American industry 
—of individual enterprise. 
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Union Pacific developed the first streamlined train 
during the depression era; an outstanding example of 


LOS ANGELES|. 
HARBOR 


The GATEWAY to VICTORY...... 


d cross ties. 


der. L. B farsighted engineering and executive genius. It is 


largely due to this same spirit of progress that miracles 
in war production have been achieved by our coun- 




























a TO PEACE s ses 8 8 seesees8ssss8 * 8 se . , . . . . . . 
z- TO WORLD WIDE PEACE... . try’s industrial plants; it is the spirit that has spurred 
BUY UNITED STATES WAR SAVINGS STAMPS and VICTORY BONDS our railroads to accomplish seemingly super-human 
Whe tnutin Guus sanded 00 ties Ce tasks in the transportation of war materials and troops. 


REICH THE PORT OF LOS ANGELES It is this spirit of progress, this truly American char- 


A MUNICIPAL ENTERPRISE DEVOTED TO PUBLIC SERVICE ae é ae é ; ‘ 
189 City Hall ‘é< + tee, See acteristic, that will eliminate the Axis. Union Pacific, 
for its part, will continue to “‘keep ’em rolling.”’ 










V, L. T. WILCOX 

ESSELS of the McCormick fleet, pioneers in the in- General Freight Traffic Manager 
: : , ° . Union Pacific Railroad 

tercoastal and coastwise services are now integral links in Oeasia, Heb. 


the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when mom UNION 
‘ *° ° CIFIC 
our ships return to resume handling your shipments 7 


with care and dispatch. 
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AND TALBOT, INC. 
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TRAFFIC wor 


MERCHANDISE AND COLO SILORA GE 


WAREHOUSE SECTION 


PUBLISHED IN THE FIRST WEEK'S ISSUE EACH MONTH 





This Section has been designed to provide 
@ traffic and sales managers with con- 
veniently organized information about the 
merchandise and cold storage warehouses in 
the principal distribution centers of the 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, however, that any misrepre- 
sentation or unsatisfactory experiences, 


If no address is shown under the headin 
“Facilities,” the location of the warehouss if 
the same as that shown for the office, [ng 
the facilities consist of several units, the loo, 
tion of each unit is usually shown. 


country. should they arise, be reported. The fact 
Admission of an advertiser to this Section that certain warehouses are not listed here is Insurance rates: The rate shown ig { 
teiitention: no indication that they are not responsible. lowest charge per $100 per year—100% o 


Symbols and Abbreviations: Copy has erage unless otherwise specified. 
been kept free from any except standard : 
abbreviations. Four symbols are used to Floor Load: Indicates range or maxima} 
provide a ready reference to the types of weight capacity in pounds per square igjf 
services offered. nies sii sine a ‘ 
P se is ulide as an index to Yor 
* Merchandise warehouse Warehouse Files: Since this Guide 2 
O Cold Storage warehouse 


stricted to warehouses that specialize in gery, < ; 
Both a cold storage and merchandise ing major shippers, it becomes an auton 
o warehouse 


index to your warehouse reference files, 
D Water dock facilities 


1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 

2. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 

3. That the advertisers have been carefully 
investigated. 

While every reasonable precaution has 

been taken—including the checking of bank 
and other references—to restrict the adver- 





inclusion of basic data in every listing mak e 
possible effective preliminary selections, 


Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 











CALIFORNIA 


LOS ANGELES—Page 2 


California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whse. Co. 
Star Truck & Warehouse Co. 
estland Warehouses, Inc. 


OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 
WASHINGTON—Page 2 
Terminal Refrg. & . Corp. 
Terminal Stge, Co. of Wash. 
ILLINOIS 


CHICAGO—Pages 2-3 


¢ Crooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
Midland Warehouses, Inc. 
North Pier Terminal Co. 
Soo Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


INDIANA 


EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 


FORT WAYNE—Page 3 
Pettit’s Storage Warehouse Co. 


HAMMOND—Page 3 
Great Lakes Warehouse Corp. 
INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co. 
Indiana Terminal & Refrigerating Co. 
IOWA 
CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 
WATERLOO—Page 3 
lowa Warehouse Co. 


KENTUCKY 


LEXINGTON—Page 3 
Union Transfer & Storage Co. 


MARYLAND 


BALTIMORE—Page 4 
Camden Warehouses 


Terminal Whee. Co. of Baltimore 
MASSACHUSETTS 


BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
@Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 

KANSAS CITY—Page 4 

Adams Transfer & Storage Co. 
éCrooks Terminal Warehouses 
Merchandise Warehouses, Inc. 
ST. LOUIS—Page 4 

S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH—Page 5 
@Bayway Terminal Corp. 
Lehigh Whee. & Trans. Co.. Inc. 
JERSEY CITY—Page 5 
Harborside Warehouse Co.. Inc. 


NEWARK—Page 5 
Lehigh Whse. & Trans. Co., Inc. 
@Newark Tidewater Terminal 


NEW YORK 


BROOKLYN—Page 5 
Lehigh Whse. & Trans. Co., Inc. 


BUFFALO—Page 5 
@Keystone Warehouse Co. 


NEW YORK—Page 5 
Baltimore & Ohio Stores, Inc. 


Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


NORTH CAROLINA 


RALEIGH—Page 5 
Carolina Storage & Distributing Co. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 
The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whees., Inc. 
Cincinnati Terminal Warehouses, Inc. 
CLEVELAND—Page 5-6 
The Lederer Term. Whse. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 
COLUMBUS—Page 6 
The Columbus Termina |Whsee. Co. 
TOLEDO—Page 6 
Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 
PHILADELPHIA—Page 6 


@Merchants Warehouse Co. 
Pennsylvania Wheg. & Safe Dep. Co. 
Philadelphia Piers, Inc. 


PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 


SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 
SIOUX FALLS—Page 6 





TENNESSEE 
MEMPHIS—Page 6 
John H. Poston Storage Warchouse 
United Warehouse & Term. Corp 
NASHVILLE—Page 6 
Bond, Chadwell Co. 


TEXAS 
DALLAS—Page 6-7 
The Dallas Trans. & Term. Whee. (c 


Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 7 
Houston Term. Whse. & C. S. Co 
Patrick Transfer & Storage Co 
Universal Terminal Warehouse Co 

UTAH 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page7 
Security Storage & Commission Co 
VIRGINIA 
NORFOLK 


@Norfolk Tidewater Terminals 


RICHMOND—Page 7 
Brooks Transfer & Storage Co.. Int 


ROANOKE—Page7 
Roanoke Public Warehouse t 


WASHINGTON _ 
SEATTLE—Page 7 ? 
‘ 





























Eyres Transfer & Warehouse Co E 
TACOMA—Page 7 a 
Pacific Stge. Whee. & Dist. Co. 
WISCONSIN 
MILWAUKEE—Page 7 


Hansen Storage Co. 
National Terminals Corp. 







LOUISVILLE—Page 3 The Lederer Term. Whee. Co., Inc. Wilson Storage and Transfer Co. National Warehouse Corp. 
Louisville Public Warehouse Co. CANADIAN SECTION 
LOUISIANA DISPLAY ADVERTISERS QUEBEC 
NEW ORLEANS—Page 4 age 
Co. 8 Toned oie aad a 4 See listing in this section—also display advertising in this and other issues. MONTREAL—Page? 


Standard Warehouse Co., Inc. ¢ See display advertising in other issues—no listing in this Section. 


St. Lawrence Warehouse lor 


